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Pre- Planned MOVING 
IS AN EXCLUSIVE 
United Van Lines 
SERVICE 


‘That's the 
best move we 


ever made” 


United Van Lines agents get that kind of welcome comment regularly. The reason: 


United Pre-Planned service smooths out all details in advance and follows through... 


a boon to busy Traffic Managers as well as to employees. Another plus in every 


United move of household goods, factory or office equipment is ®Sanitized— 


nationally famous process that safeguards moving cleanliness. There’s a courteous, 


capable United agent listed in your classified phone book. Call him, or write or 


Over 400 Agents in U. S. and Canada 
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FROM DETROIT EVERY DAY the Pennsylvania Railroad’s ED-2 freight 


train —familiarly known as the ‘Gas Wagon’—heads East for connections 






























to seaboard markets and way points. This important train makes a consistently 





high percentage of “on-time” runs, delivers a wide variety of the nation’s products... 


© 


from gasoline, auto parts and fuel oil to cereals, feed and canned goods. 


The reason for the ED-2’s reliability is also the basis for increasingly good freight 
B performance throughout the Pennsylvania system... : 
| experienced road crews and yard men who know on 
| their responsibilities ... more and more smooth rolling, 
powerful diesels ...a continuous search for better 
ways to do old things. These are advantages which 


work in behalf of both shippers and consignees. 
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By the end of 1952, more than 80% of freight 
handled by the Pennsylvania will be hauled 
by diesel or electric power ...a definite 


aid to high-level performance. 


ED-2, THE ‘GAS WAGON’”’ 


In a recent 10-week check 
period, the ED-2 turned 
in an 88% “on-time” 


performance record. 


. 





Pennsylvania Railroad 
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para and delivery facilities. The result Is minim 
"waste motion — consistent delivery schedules. Transcon’s 
ADVANCED FREIGHTLINER Service is tailored to the meyer: 
needs of both shippers and consignees — a service which — 
gets merchandise where, how and when it’s wanted! 


EASTBOUND FROM LOS ANGELES: tel Oklahoma City ADVANCED FREIGHT- 
“LINER; Tulsao ADVANCED FREIGHTLINER; Wichita ADVANCED FREIGHTLINER; | 


are ene 


Kansas City ADVANCED FREIGHTLINER; Chicago ADVANCED FREIGHTLINER. © 


WESTBOUND to Arizona/Southern California points: The Chicago Ab- . 
VANCED FREIGHTLINER; Kansas City ADVANCED FREIGHTLINER; Wichita. 
ADVANCED FREIGHTLINER; Tulsa ADVANCED FREIGHTLINER; and ps 

City ADVANCED FREIGHTLINER. 


To ‘Get a Load of This’’ call your nearest Transcon 
Terminal. if you are outside of Transcon’s territory, r: route 
your favorite carrier to Transcon’s nearest terminal. ‘ 


GWrranscon in S 
The Route of the ADVANCED FREIGHTLINERS 


Los Angeles, 2860 E. Washington Bivd., AN 2-4161 » Zenith 216 - 
Ca {| Chicago, 2611 S. Halsted Street, DAnube 6-5100 
Moline, 232 First Street, MOline 2-4214 + ENterprise 3661 
‘ Kansas City, 400 Independence Avenue, GRand ati 
or Wichita, 127 $. Washington, Phone: 2-5486 
HM Tulsa, 1111 W. 16th Place, Phone: 2-8231 
t Oklahoma City, 311 S. Western Avenue, REgent 9-1535 
W [ | e Phoenix, 201 E. Henshaw, Phone: 8-6693 | 


A Tucson, 127 W. Fifth Street, Phone: 26461 
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Expertly maintained equipment, experienced and skilled personnel, time-tested operating procedures, 
adequate facilities . . . these are the ingredients for dependable freight transportation . . . these are the 
features of Brown Express (Texas) and Motor Express, Inc. (Ohio). Here is a combination you can 
depend on every time to serve you well throughout the year. 












BROWN EXPRESS holds both inter and intrastate MOTOR EXPRESS, Inc. (Ohio) is a common 
rights as a common carrier of general commodities carrier of commodities with inter and intrastate rights 
throughout Texas. Serving warehouse installations for in Ohio and interstate to its terminals outside of the 
Texas distribution is one of many Brown Express state. Dependability, reliability are operational musts 
special services. Write or call: 526 S. Medina St., . . . write or call today, 650 National City, Cleveland 
San Antonio, Texas. Telephone: Cathedral 6291. 14. Ohio, Main 1-4414. 
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EDITORIAL 


How to Avoid Economy in Government 


ECENT PERFORMANCES ‘by many of the members 
R of the United States Senate, in their consideration of 
appropriation bills, might cause much amusement among ob- 
servers if the principal issue involved were not one of ex- 
tremely serious concern to every American. The issue—that 
of putting a stop to unnecessary federal government spending 


| —is old, of course, but no one can deny that in this period 


of increasing federal deficits it is more vital than ever to the 
nation’s welfare. 

We refer particularly to the voting record of the Senate 
on the Army civil functions appropriation bill for fiscal year 
1953. That bill, as reported to the Senate, carried $277,- 
135,600 for construction and maintenance work on rivers 


| and harbors and $295,500,000 for flood-control projects. 


Even if one accepted without question the Army engineers’ 
estimates as to construction costs and ultimate “benefits’’ 


| from those projects—and their estimates have been ques- 


tioned and censured in reports issued within the last year by 


| the House appropriations committee—it would appear ob- 


i 
i 


vious that, when millions of taxpayers are struggling under 


| federal taxes that come close to being confiscatory, expendi- 


| tures for deepening river channels in the interest of naviga- 


tion could be cut sharply, or at least could be postponed. 


Now, any member of the Senate will gladly tell all who 
will |‘sten that he is for economy in government. Some will 
go so far as to insist that government economy is absolutely 
necessary. And the Senate appropriations committee, in its 
report on the appropriation bill for the State, Justice and 
Commerce Departments, has stated, in effect, that the country 
must practice economy or collapse internally. 


“With a deficit confronting this nation of billions of 
dollars,” the committee said, “‘we have passed the point where 
we can continue to pour out our fiscal and material resources 
in a never-ending stream without exerting maximum effort to 
reduce the total of federal expenditures. . . . Economy in gov- 
ernment must be achieved or this country will collapse in- 
ternally and if that happens our enemies abroad will have 
accomplished their purposes beyond their fondest hopes . . .” 

Yet, when the Army civil functions bill came up for con- 
sideration in the Senate, every attempt to bring about reduc- 
tions in items for waterway navigation projects and for certain 
other projects that were not upheld as vital or urgent in the 
interest of national defense or the public welfare was beaten. 


HE day before the bill came up for amendment, Senator 

Douglas, of Illinois, gave “fair warning” that he in- 
tended to offer amendments to reduce by about $185 million 
the expenditures contemplated by the bill. Senator Douglas 
put in the Congressional Record a statement to “justify” the 
major cuts he proposed. The other senators had time to exam- 
inc those “justifications” and to expose whatever weaknesses 
were to be found in the Douglas statement, before Senator 
Douglas presented his amendments. No successful attempt 
ws made, however, in the course of the debate on the 
civil functions appropriation measure, to disprove Senator 
Douglas’ contentions, such as his assertion that a proposed 
expenditure of $2.2 million in 1953 on the Intracoastal 
W <tcrway between Jacksonville and Miami, Fla., could easily 


= 


be postponed because defense justification for the project was 
lacking. 

Only one of the Douglas amendments underwent the 
test of a roll call vote. Twenty-two senators voted for, and 
56 voted against, a Douglas proposal to reduce by $100 mil- 
lion the funds proposed to be spent for river and harbor 
work. The other Douglas amendments went into discard 
via the “point of order” route. An amendment offered by 
Senator Ferguson, of Michigan, for himself and Senator 
Bridges, of New Hampshire, to cut river-harbor expendi- 
tures by $12.8 million was rejected by 37 yeas to 38 nays. 
Another amendment, offered by Senator Ferguson for him- 
self and Senators Bridges and Douglas, proposing reduction 
of flood control funds by $11.9 million, also was defeated. 


HO was the principal opponent of the ‘“economy’”’ 
amendment in the Senate debate? He was Senator 
McKellar, of Tennessee, chairman of the Senate appropria- 
tions committee—the very same committee that, a few days 
later, gave warning that ‘economy must be achieved or this 
country will collapse internally.” He it was who raised the 

points of order against the Douglas amendments. 
What was Senator McKellar’s principal argument in 
support of the civil functions bill as reported? Simply this: 
“I do not believe we should . . . discontinue the appro- 
priation of money to be used in the construction of great 
projects in our own country, while we at the same time 
give limitless millions of dollars to foreign countries, from 
whom we do not expect to get one dollar back in the future 
I favor the development of our own natural re- 


> 


SsOUfCeES ... 


Though he may feel inclined to applaud the sentiment 
expressed by Senator McKellar, the average taxpayer is im- 
pelled to disagree with the argument implicit in Senator Mc- 
Kellar’s remarks—that, since billions of American dollars 
are being spent in foreign countries, efforts to prevent waste- 
ful use of public funds for public works projects should be 
discouraged. 

It would be interesting to see how Senator McKellar 
would react if, in a hearing on an I.C.C. appropriation re- 
quest, a spokesman for the Commission would adopt the 
McKellar line of reasoning and argue that, since Congress 
has voted so many billions for foreign aid, surely it should 
not object to giving the Commission every penny it wants 
and needs for carrying on its job. 

To the credit of the Senate, it should be noted that it 
did reject a proposal to increase the river-harbor appropria- 
tion by $8 million. That amount was requested by Senator 
Gillette, of Iowa, to permit changing of the course of the 
Missouri River at Decatur, Neb., so that it would flow under 
a bridge that now stands there, over dry land and without 
approaches to it. It was explained the bridge had been 
built some years ago on the basis of Army engineer expecta- 
tions that the Missouri River eventually would change its 
course and run under the bridge. Now the bridge will have 
to continue to stand unused, waiting for the Missouri to de- 
cide of its own accord to flow underneath it. 
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The Men Who 
The Goods 


General Traffic Manager 
Vernon R. Hudder 
of Lincoln Engineering Company 
St. Louis 

An expensive assembly line quickly 
loses value if it is shut down due to 
lack of materials. A perfectly built 
product quickly loses value if it does 
not reach the right customer at the 
right time. 


To deliver the goods to its assembly 
lines and customers, Lincoln Engi- 
neering Company, makers of lubri- 
cant application equipment for 
automobiles, farm implements and 
industrial machinery, relies on Gen- 
eral Traffic Manager Vernon R. 
Hudder. And experienced Trafficman 
Hudder in turn relies on proven 
transportation. 
x «x x 
Says Mr. Hudder, past president 
of the St. Louis Traffic Club: 


“For many years, Wabash has 
helped deliver our raw materials 
and finished products with impres- 
sive efficiency. This outstanding 
record is reflected in the satisfac- 
tion of our customers—and in the 
growth of our business.” 


x x = 


Today's exacting production sched- 
ules demand dependable transporta- 
tion! Whatever your shipping prob- 
lems, you put them in expert hands 
when you use Wabash. Your Wabash 
representative is as near as your 
telephone. 
P. A. SPIEGELBERG, 
Freight Traffic Manager, St. Louis 1, Mo. 
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\\ WABASH RAILROAD 


TRAFFIC WORLD 


UVESTIONS AND 
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Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers. 





In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 


practical traffic problems. 


work, nor do we undertake to render legal opinions. 


We do not desire to take the place of the traffic man, but to help him in his 


The right is reserved to refuse to answer any 


question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. : 


Liability of Carrier— 


Concealed Loss or Damage 


Question—lowa 


A bundle of aluminum castings was 
shipped from point A to point B. At 
point B the consignee found a portion 
of the castings to be damaged and re- 
turned them to the shipper via the same 
truck routing which was used on the 
initial movement. The consignee failed 
to take any exceptions at the time of de- 
livery and did not request an inspec- 
tion of the damaged merchandise. 


The shipper, upon receipt of the dam- 
aged merchandise called the trucking 
company requesting that an inspection 
be made of the damaged merchandise. 
The inspection was performed and claim 
was filed by the shipper. 


The claim was declined by the carrier 
on the ground that the damages were 
of a concealed nature and mainly be- 
cause the consignee at point B failed to 
obtain an inspection report prior to re- 
turning the merchandise to the shipper. 


Inasmuch as the movement in both 
directions was via the same trucking 
company and an inspection report has 
been obtained does the carrier have 
sufficient grounds for declination of this 
claim? 

We will appreciate your citing any 
court cases of a similar nature support- 
ing your answer. 


Answer 


From a legal standpoint claims for 
concealed loss or damage are as valid 
as any other claim; the only difference is 
that in case of concealed loss or dam- 
age it is more difficult to establish the 
proof necessary to prosecute the claim. 
In order to recover the value of goods lost 
or damaged under circumstances which 
bring the case within the category of a 
concealed loss or damage, the plaintiff 
must prove by a preponderance of evi- 
dence that the loss or damage occurred 
while the goods were in the carrier’s 
possession. 


The decisions in the following cases 
in general show the character of evi- 
dence which a shipper must present in 
order to recover in the event of con- 
cealed loss or damage. Shore v. N.Y. N.H. 
& H.R. Co., 121 Atl. 345; John Deere 
Plow Co. v. American Express Co., 223 
S.W. 488; Canfield v. B. & O., 75 N.Y. 144; 
Hirsch v. Hudson River Line, 57 N.YS. 
272; Baer v. N.Y.C. & H.R.R., 144 N.Y.S. 
682; Silverman v. C.C.C. & St. L., 157 
N.Y.S. 856, and Wallers v. N.Y.C. & H. 
R.R. Co., 166 N.Y.S. 1083. 

Failure of the consignee to note an 
exception as to the condition of the goods 


at the time of delivery or to call for an 
inspection of the damaged goods by the 
carrier necessarily makes more difficult 
the proving of liability on the part of the 
carrier. It does not, however, absolve the 
carrier from liability for injury to the 
goods. The fact that the goods were re- 
turned to the seller and that upon ar- 
rival were in an injured condition is evi- 
dence that there was negligence in their 
transportation, if it can be shown that 
they were in good condition at the time 
they were originally delivered to the 
carrier for transportation. 


Damages— 


Delay in Transportation—Increase in 
Mexican Customs Duty 


Question—New York 


We have shipped three carloads of 
burnt sugar coloring from Louisville, 
Ky., for export destined for Mexico City, 
Mexico. The cars were shipped in suf- 
ficient time to cross the border before an 
increase in Mexican customs duties went 
into effect. We contacted each line in- 
volved by telephone and instructed them 
to expedite and trace cars through to 
destination. Also we stressed the im- 
portance of cars crossing the border be- 
fore increase of customs duties went into 
effect. 


The carrier has advised us that delay 
was due to incorrect delivery of the cars 
to a connecting carrier by a clerk of 
their operating department. 


We filed a claim covering the excess 
amount in customs duties due to cars 
being delayed in transit caused by an 
error on the part of their operating de- 
partment. The carrier has advised us 
that this is a claim for special damages; 
that, as there was no loss or injury to 
the goods they declined our claim. As 
the authority for declining our claim 
they quote Section 20, Part II of the In- 
terstate Commerce Act. 


The normal running time from Louis- 
ville to Laredo, where cars cross the 
border as per route shown on the bill 
of lading, is 4 to 5 days. One car arrived 
in 11 days and the other 2 cars in 10 
days. 

We will greatly appreciate it if you 
will give us your opinion as to whether 
or not our claim is in order. 


Answer 


In the absence of a special contract 
a carrier is not an insurer against 
delay in the transportation of goods, and 
the principle on which the carrier’s 
extraordinary liability is founded does 
not extend to the time occupied in 
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transporting the goods. As to the time 
of delivery, the carrier’s liability stands 
on the same ground as that of ordinary 
pailee for hire, being dependent on 
negligence. The rule is, therefore, one 
of general application that, in the ab- 
sence of special contract binding the 
carrier to deliver within a specified time, 
mere delay in transportation does not 
create any liability to respond in dam- 
ages. As to the diligence and care re- 
quired in completing the express or im- 
plied contract for transportation only, 
the rule is that the carrier is bound to 
use reasonable diligence and care, and 
that only negligence will render it 
liable, unless a stipulated time is fixed 
in the contract. 

Nevertheless, if damage results from 
failure without good excuse, to deliver 
the goods at their destination within a 
reasonable time, the carrier is liable 
for such damage. When a common Car- 
rier undertakes to convey goods, the law 
implies a contract that they shall be de- 
livered at destination within a reason- 
able time, in the absence of any special 
agreement as to the time of delivery. 

In actions for damages resulting from 
wrongful delay in transportation, plain- 
tiff will ordinarily be confined to such 
damages as are actually sustained, and 
which are supported by, and can be 
ascertained from, the evidence. Ordinar- 
ily, the damages recoverable are such and 
only such as are the proximate result 
of the delay, and not such as might 
have resulted from it. Nevertheless, a 
pecuniary loss is not always required. 
Conjectural, speculative, or remote dam- 
ages cannot be recovered. 


It is the general rule that damages 
recoverable for. delay in transportation 
must be such as might reasonably have 
been contemplated by the parties at the 
time the contract of carriage was made, 
and that special damages for delay are 
recoverable only in case the shipper, at 
or before the time he tendered his goods 
for shipment, informed the carrier of 
the special circumstances which rendered 
a prompt transportation and delivery of 
the goods at their destination necessary, 
or if the carrier has constructive notice 
of the special losses which are likely to 
follow from the delay. The rule in its 
application is not limited to contracts of 
sale in contemplation by the shipper, 
but is applied to the varying phases of 
mercantile life, on the theory that unless 
the carrier be made aware by the ship- 
per, at the time of shipment, of the 
urgency, and the circumstances that re- 
quire unusual dispatch or care in trans- 
portation, it cannot be presumed to know 
the facts, the existence and knowledge 
of which upon its part present the legal 
status on which its liability for more 
than ordinary damages can be predi- 
cated. In every instance, it is said, the 
shipper has it within his power to pro- 
tect himself against all damages, both 
general and special, caused by delays 
or losses in shipment, by giving notice to 
the carrier when the contract is made; 
if he fails to avail himself of this privi- 
lege he must suffer the consequences of 
his own neglect. 


One reason for this rule is that the 
party undertaking the delivery is held to 
assume, when he makes his contract, a 
liability only for those damages which 
would, in the usual and ordinary course 
of things, result from his failure to per- 
form, because it is only these that he is 
required to foresee, unless it is shown 
that knowledge of an unusual situation 
of the other party, in which extraordi- 
nary injury may be caused by nondeliv- 
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It Takes Carefully Selected Agents Like 
MAYFLOWER’S To Provide DEPENDABLE SERVICE 


@ Your local Mayflower agent can help you better than anyone 
else in arranging long-distance moving service for your employees. 
This is not only because he offers Mayflower Long-Distance Mov- 
ing Service—America’s finest—but because he is a competent, well- 
equipped, responsible warehouseman—a /eader in his community. 

In addition, Mayflower has equipped every agent to save both 
you and the people you are moving the maximum of time, trouble 
and work. They take the whole moving job off your hands—make 
all the arrangements—and see that it is completed to your entire 


satisfaction. Why not call your local Mayflower agent, and see how 


much he can help you on your next moves! 


AERO MAYFLOWER TRANSIT COMPANY « Indianapolis 


», Mayflower’s organization of selected warehouse agents provides on-the-spot 
representation at the most points in the United States and Canada. Your local 
+ . Mayflower agent is listed in the classified section of your telephone directory. 
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ery, has been brought to his attenticn, 
and that he has contracted with refer- 
ence thereto; to allow other damages 
would be to add to the terms of the co:- 
tract another element of damages not 
contemplated by the parties. Another 
reason for requiring the notice is to give 
the carrier an opportunity to protect it- 
self by special precaution against delay 
in transportation, or to enable it io 
decline the shipment if by reason of 
unusual conditions it cannot transport 
promptly. 

To render effective the notice of spe- 
cial circumstances, it should be given at 
or before the time of the making of the 
contract of shipment. Indeed, it ap- 
pears to be the general rule that a 
notice of the circumstances rendering 
prompt transportation necessary, given 
after the carrier has accepted the goods 
for transportation, does not affect the 
original contract and is not sufficient to 
fasten on the carrier a liability for spe- 
cial damages growing out of such cir- 
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Federal Transportation 
Property Taxes 







The second of two articles dealing with 






the imposition of federal taxes on 





amounts collected by carriers for the 






transportation of property. 
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The Golden Gate of the Johnson Line discharging at the Grove Street Terminal. 


PORT OF 
OAKLAND 


@ Steel and Concrete Sprinklered Transit Sheds 


@ Low Insurance Rates 
@ Central Location on Truck and Rail Routes 
@ Shipside Warehousing 


ON THE MAINLAND SIDE OF SAN FRANCISCO BAY 
WHERE RAIL AND WATER MEET 


Address all Inquiries to 


BOARD OF PORT COMMISSIONERS 


GENERAL OFFICES — GROVE STREET PIER — OAKLAND 7, CALIF. 
TELEPHONE: HIGHGATE 4-3188 
President, DUDLEY W. FROST; Vice Presidents, JAMES F. GALLIANO and 


H. W. ESTEP; Commissioners, COLONEL DUNLAP C. CLARK, and 
JOHN F. TULLOCH; Port Manager, A. H. ABEL 












cumstances on account of delay occur- 
ring during transportation. Missouri 
Pac. R. Co. v. S. L. Robinson & Co., 65 
S.W.2d 902; Southern Express Co. v. 
Couch, 220 S.W. 823; Percy v. Chicago, 








leans & N.E.R. Co. v. J. H. Miner Saw 
Mfg. Co., 78 So. 577. See also, Simmons- 
Mayrant Co. v. Atlantic Coast Line R. 
Co. 207 F.387; Harris v. Fargo, 113 












74 S.E. 512. 

















prompt transportation having been 






were tendered for transportation. 


It is not apparent whether this notice 
was given at or before the time the goods 
were tendered to the carrier for trans- 
portation. 



















Tax on Transportation— 






Shipments to or From Agencies or 
Instrumentalities of State Governments 
And United States Government 









Question—Missouri 














consigned to the various Governmental 
Agencies. 


As we recall, sometime ago you pub- 
lished an article in which it was stated, 
that on shipments to the United States 
Government or any political subdivision 
thereof amounts paid for transportation 
















R.I. & P. Ry. Co., 223 N.W. 879; New Or- 


N.Y.S. 577; Delaney v. U.S. Express Co., 


Assuming that damages of the nature f 
of those involved in the present instance 
can be recovered as a result of delay in f 
transportation, as to which we can find f 
no cases in point, their recovery is de- f 
pendent upon notice of the urgency for f 


given at or before the time the goods f 


We are particularly interested in an ff 
interpretation of the present tax on f 
transportation, especially on shipments f 
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BARYTES, SILT, CEMENT, “BLACK ‘CARBON, MAG-_ 
NESIUM CHLORIDE, SODA ASH, FLUE DUST, FINE | 
FLINT, COKE, PETROLEUM, STONE DUST, MALT, 


NOW IS THE TIME 





GREENVILLE 
OVERED HOPPERS 


SUGAR, WOOD FLOUR, PAINT PIGMENT, OXIDE, 
GROUND PHOSPHATE ROCK, CELL FEED, IRON 
OXIDE, FEED, DOLOMITE, GRITS, GRANULATED 
CINDERS, AGRICULTURAL CHEMICALS, CRUDE 
ABRASIVES, ASPHALT LUMP, SHELLED PEANUTS, 





| 


>  cimimmnand | 


SAVE by adding your requirements 
while we are scheduling 850 


on present orders 


BAUXITE ORE, STARCH, ROASTED ZINC ORE, LIME, VOLCANIC ASH, LIME STONE, LIME FLUX, ZINC 
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NUTS, BARYTES, SILT, CEMENT, BLACK CARBON, 
MAGNESIUM CHLORIDE, SODA ASH, FLUE DUST, | 
FINE FLINT, COKE, PETROLEUM, STONE DUST, MALT, | 
BAUXITE ORE, STARCH, ROASTED ZINC ORE, LIME, | 
VOLCANIC ASH, LIME STONE, LIME FLUX, ZINC | 
SULPHATE, CRUDE ARSENIC, FELDSPAR, CALCIUM 


CARBIDE, SUGAR, WOOD FLOUR, PAINT PIGMENT, OXIDE, 


GREENVILLE STEEL CAR COMPANY 





SUBSIDIARY OF PITTSBURGH FORGINGS COMPANY 


77] SULPHATE, CRUDE ARSENIC, FELDSPAR, CALCIUM 
CARBIDE, SUGAR, WOOD FLOUR, PAINT PIGMENT, 
_ OXIDE, GROUND PHOSPHATE ROCK, CELL FEED, 
| IRON OXIDE, FEED, DOLOMITE, GRITS, GRANU- 
| LATED CINDERS, AGRICULTURAL CHEMICALS, 
_ CRUDE ABRASIVES, ASPHALT LUMP, SHELLED PEA- 






GROUND PHOSPHATE ROCK, CELL FEED 
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PENNSYLVANIA 





FREQUENT 
SAILINGS 


RAPID 
HANDLIN 


MODERN 


CONGESTION, 


OFFICES: 


CHARLESTON 
1 Vendue Range— 
3-7261 


NEW YORK 
52 Broadway— 
WH-4-2575 


CHICAGO 
327 S. LaSalle St.— 
WE-9-5815 


WASHINGTON, D.C. 
926 DuPont Circle— 
HU 8105 


ROCK HILL, S.C. 
216 E. Black St.—4369 


FAVORABLE 


DIRECT 
TRANSFER 


More and More Shippers 
find it pays to ship via Charleston 


Charleston’s the choice with cost-conscious traffic 
managers. Where savings in time and shipping 
dollars determine the port, Charleston’s frequent 
sailings, favorable rates, modern facilities, and 
shipping “know-how” can’t be beat. It will pay you 
to check Charleston. 


White for free Port Handbook 
and Tariff of Port Charges 


SOUTH CAROLINA STATE 
PORTS AUTHORITY 


1 VENDUE RANGE CHARLESTON, S. C. 


CHARLESTON... PORTWAY TO THE WORLD 





CARLOAD SPACE 


AVAITABLE 








at HORSEHEADS Industrial Center 


for in-transit storage east or west 


Complete warehousing Overnight distribution to 
services * Served by 4 area of 40 million per- 
railroads, 30 truck lines sons between eastern 
¢ 1,500,000 square feet seaboard and Mid-west 


LEHIGH-HORSEHEADS 


For details, write or wire 





WAREHOUSE CORP. 


Horseheads, N. Y. or 98 Frelinghuysen Ave., Newark, N. J. 
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would be exempt from the 3% trans- 
portation tax. There seems to be many 
conflicting views as to the proper appii- 
cation of the 3% tax, some carriers taxe 
one view and some another. 

If there is any way you can show in 
your issues just how this tax applies, 
to what it applies, I know we would be 
(and probably many others), happy to 
have this information. 

We would certainly appreciate your 
interpretation. 


Answer 


In our answer to Utah, on page 2 of 
the March 8, 1952 TRAFrric WoRLD, we 
stated that amounts paid for the trans- 
portation of property to or from a State, 
or political subdivision thereof, are ex- 
empt from the transportation tax, that 
this exemption applies, regardless of who 
pays the freight. 

Amounts paid for the transportation 
of property to or from the Government 
of the United States (except the Ameri- 
can National Red Cross) are subject to 
the tax unless such property moves on 
United States Government bills of lading. 

This exemption from the tax where 
shipments move on Government bills of 
lading is by virtue of a provision of Sec- 
tion 307(c) of the Revenue Act of 1943, 
as amended, under which the Secretary 
of the Treasury was authorized to ex- 
empt and has exempted from the tax 
shipments moving on United States Gov- 
ernment bills of lading. 

In addition to the American National 
Red Cross, there are certain agencies or 
instrumentalities of the United States 
Government, among them the Recon- 
struction Finance Corporation, which are 
exempt from taxation where the pay- 
ments of freight charges are made di- 
rectly by the exempt agency. 

This exemption is the result of the 
legislation creating such agency or in- 
strumentality, which exemption was not 
overridden by Section 307 of the Revenue 
Act of 1943. 


Sales— 


Goods Sold F.0.B. Origin Moving on 
Order Notify Bills of Lading 


Question—Oklahoma 


We had a car of wheat that was dam- 
aged in the flood at Kansas City. The 
shipper attached a shipper’s order bill of 
lading to a draft and mailed it to our 
bank for collection. The car of wheat 
was damaged May 14, 1951 and the ship- 
per’s order bill of lading and draft at- 
tached arrived at the bank and we ac- 
cepted the draft as of May 15, 1951. 


Our contention is that the car of wheat 
was still in the hands of the shipper 
until the shipper’s order bill of lading 
was in our control. The insurance com- 


‘“pany of the shipper contends that as the 
car of wheat was bought basis Kansas 


City, the title passed to us when the 
earrier took possession of the merchan- 
dise at the elevator in Kansas City. As 
the flood was an act of God, we cannot 
hold the carrier responsible. 

Will you please cite me a case tried in 
the court stating where the title passed 
when used on a shippers .order bill of 
lading. 


nswer 


Where a shipment is sold f.o.b. point 
of origin, the fact that the shipment 
moved on a shipper’s order bill of lad- 
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LIFTING 32 TONS 
with One Hand! 


It’s no great trick when you’re an engi- 
neer at the controls of one of the two 
huge electric Gantry cranes operating 
daily at the great Lackawanna Freight 
Terminal in Hoboken. 

















Straddling a double track with a capac- 
ity of 50 to 60 cars, each of these giant 
cranes can swing a load up to 60 tons 
from flat car to barge, or vice versa, 
within a radius of 60 feet. Working in 
tandem, they can handle any lift up to 
120 tons! 


In Lackawanna freight yards at Buffalo, 
Binghamton and Scranton, high-powered 
traveling electric cranes make possible 
the handling of heavy shipments speed- 
ily, economically—and with maximum 
safety. 

















Whether it’s tons of tractor or crates of 
eggs...packaged freight, perishables or Af 
heavy machinery...modern Lackawanna~ , 
efficiency adds up to preferred handling “ 

for your shipments. That’s why so many 

of the world’s smartest shippers specify 
Lackawanna—to or through New York 












Operating with the ease of a Her- 
cules, one of Lackawanna’s mam- 
moth electric cranes lifts a 64,500 
Ib. tractor-drawn wheel scraper, 
shipped by Euclid Road Machin- 
ery Co. from Cleveland to New 
York for export to Brazil. 










Lackawanna Railroad 


SHIPPERS WHO ARE IN THE KNOW, CHOOSE THE ROUTE OF PHOEBE SNOW 








Your ALLIED MAK agent 


STAT SLSR TEM Es 


no.1 specialist 


in packing! 


Your local Allied Agent is the No. 1 Specialist in local and long- 
distance moving, storage and packing. See your classified tele- 
phone directory. Agents from coast to coast. 


NO.1 ON U.S. HIGHWAYS » NO.1 IN SERVICE »« NO. 1 IN YOUR COMMUNITY 
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ing with draft attached, does not pr-- 
vent title to the goods passing to the 
consignee at point of origin. See Stanc- 
ard Casing Co. v. California Casing Cc., 
135 N.E. 834; New York Central R.R.., 
200 N.Y.S. 287; Inland Seed Co. v. Wash- 
ington-Idaho Seed Co., 294 Pac. 991; 
Southern Flour & Grain Co. v. Mc- 
Gheehan, 128 N.W. 879. This is the ma- 
jority view of the courts. 


Therefore, where goods so shipped are 
lost or damaged while in transit, the 
consignee bears the risk of loss or dam- 
age. Maffer v. Genocchio, 132 NE. 
518; Alderman Bros. v. Westinghouse Air 
Brake Co., 103 Atl. 267; Standard Casing 
Co. v. California Casing Co., 135 N.E. 834. 


Damages— 


Personal Effects of Commissioned or 
Enlisted Personnel of U.S. Army, etc. 


Question—lIllinois 


Please refer to Item 77250 of National 
Motor Freight Classification No. 11, 
which describes “Personal effects of 
commissioned or enlisted personnel of 
the United States Army, Air Force, Navy 
or Marine Corps, moving on Govern- 
ment bills of lading, in bags, traveling 
bags, boxes or in army trunk lockers or 
Navy Cruise boxes or foot lockers se- 
curely locked or sealed”. 


We are handling a considerable num- 
ber of shipments on Government bills 
of lading, covering the personal effects 
of military personnel, moving from the 
west coast to the homes of military per- 
sonnel in the area served by our com- 
pany. Nearly all the Government bills 
of lading specifically refer to Item 77250. 

In view of our claim experience on 
these shipments, we would like your 
opinion on Item 77250, as to whether or 
not a released valuation of so much per 
pound is presumed or intended. 


Some Government bills of lading also 
carry a notation that the shipment is 
“released to carrier’s lowest valuation”. 


Since Item 77250 carries a lst class 
classification, it is our contention that 
any shipment traveling under that item 
is thereby released to a valuation not 
exceeding 10 cents per pound. 


We have a certain Government bill 
of lading now in our possession, on which 
a claim for $35.00 is made for damage 
to a radio receiving set weighing only 
five pounds. 


Answer 


While the ratings in Uniform Freight 
Classification of the rail carriers are 
subject to released valuations, the rat- 
ings in the National Motor Freight 
Classification are not so subject. 


Therefore, as to shipments moving via 
motor carriers, under the ratings in the 
Motor Freight Classification, a carrier 
is liable for damages, the measure of 
which is the diminution of their rea- 
sonable value to the owner, excluding 
sentimental or imaginary value. Rountree 
v. Farmers Cotton Oil Co., 182 S.W.2d 
464: Empire Transfer & Storage Co. V. 
Botto, 232 S.W. 347. 

The American Trucking Association, 
Inc., Agent, of Washington, D.C., by its 
issuing officer, F. J. Freund, has filed a 
Released Rate Application, assigned No. 
MC-522 for authority to establish rat- 
ings, dependent on value, in the Na- 
tional Motor Freight Classification’s 
MD-I.C.C. Nos. 3 and 11, applicable on 
personal effects of the armed forces. 
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Bridge tine | 
Service in the 
‘Great Mid 





Whether: 


A Carload or a single LCL Shipment— 
Consigned to or Shipped from a Midwest Point— 
Eastbound or Westbound across the Country— 


Freight Moves Faster via the M. & St. L., 


a vital Bridge Line Railway, and its strategic Traffic 
Gateways. One, the most famous, is Peoria, the Gate- 
way that saves hours of time in transit on Transcontin- 
ental Freight. And there are other important inter- 
change points, there the M. & St. L. connects with many 
Railroads. 


“7ée MINNEAPOLIS & ST.LOUIS Racluay 


TRAFFIC OFFICES IN 36 KEY CITIES 
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The bollard shown here is being used by a smart shipper who 
demands the tops in shipping service. In fact, all of the facilities 
at the Port of Long Beach were designed for use by aggressive shippers 
who want to handle more goods faster, safer and cheaper. The clear- 
span transit sheds at Long Beach permit you to store more goods in 
less space, and to move those goods easily. Our wide steel and 
concrete apron wharves simplify cargo handling. Three transcon- 


tinental raifroads and a network of freeways that connect with major 


highways assure you of integrated surface transportation facilities 


between the Port and other points. 


Why not investigate all of the many time and money saving 


features at the Port of Long Beach? Just address your inquiry to 


THE PORT OF LONG BEACH 
1333 El Embarcadero 
Long Beach 


California 
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TRAFFIC AND TRANSPORTATION NEWS TOO LATE TO CLASSIFY 


Carloadings Totaled 643,860 
In Week Ended June 21 


Loading of revenue freight the week 
ended June 21, 1952, during which load- 
ings were affected by a strike in the steel 
industry, totaled 643,860 cars, the Associa- 
tion of American Railroads announced. 
This was a decrease of 189,082 cars or 
22.7 per cent below the corresponding 
week in 1951, and a decrease of 166,111 
cars or 20.5 per cent below the corres- 
ponding week in 1950. 


Loading of revenue freight for the 
week ended June 21, increased 12,817 
cars or two per cent above the preceding 
week due largely to the increase that 
took place in the loading of grain and 
grain products. Loading of those prod- 
ucts exceeded any corresponding week 
on record. : 


Coal loading amounted to 121,823 cars, 
a decrease of 33,050 cars below the cor- 
responding week a year ago, but an in- 
crease of 8,115 cars above the preceding 
week this year, said the A.A.R., adding: 


Miscellaneous freight loading totaled 320,- 
828 cars, a decrease of 73,076 cars below the 
corresponding week last year, and a decrease 
of 1,312 cars below the preceding week this 
year. 


Loading of merchandise less than carload 
freight totaled 68,795 cars, a decrease of 
5,842 cars below the corresponding week in 
1951, and a decrease of 316 cars below the 
preceding week in 1952. 


Grain and grain products loadings totaled 
65,313 cars. This total represented an in- 
crease of 19,812 cars above the corresponding 
week in 1951, and an increase of 13,498 cars 
above the preceding week this year. In the 
Western Districts, grain and grain products 
loadings for the week of June 21 totaled 
49,949 cars, an increase of 20,292 cars above 
the same 1951 week, and an increase of 
13,228 cars above the preceding 1952 week. 

Livestock loading amounted to 6,291 cars, 
a decrease of 561 cars below the same week 
in 1951, and a decrease of 591 cars below 
the preceding week this year. In the Western 
Districts, loading of livestock for the week 
of June 21 totaled 4,600 cars, a decrease of 
125 cars below the same week a year ago, 
and a decrease of 225 cars below the preced- 
ing week this year. 

Forest products loadings totaled 45,586 
cars, a decrease of 2,741 acrs below a year 
ago, but an increase of 948 cars above a 
week ago. 

Ore loading amounted to 10,912 cars, a 
decrease of 81,082 cars below last year, and 
a decrease of 7,252 cars below last week. 

Coke loading amounted to 4,312 cars, a 
decrease of 12,542 cars below a year ago, 
and a decrease of 273 cars below the previous 
week this year. 

All districts reported decreases compared 
with the corresponding weeks in 1951 and 
1950, except the Centralwestern and South- 
western. 


Cumulative Loadings 
1952 1951 1950 


2,828,319 3,009,358 2,390,393 
2,885,707 2,699,776 2,288,055 
3,624,041 3,784,824 3,445,557 
f 
2,912,301 3,152,196 2,875,417 
3,677,431 3,977,393 3,689,920 
684,243 813,396 
631,043 826,883 
643,860 832,942 


17,886,945 19,096,698 17,101,230 


Four weeks 
January ° 
Four weeks of 
February 
Five weeks 
March 


“Veek of June 7 
Week of June 14 
Week of June 21 


15 


zxKkKaeKKKK 


LATE NEWS 


IN THIS ISSUE 


S.P. President Calls for Continued 
Rail Progress Through Research 


Tells A.A.R. Mechanical Division Meeting in San Francisco That 
Industry Should Back A.A.R. Research, Supplemented by Work on 


Individual Roads. 


D. J. Russell, president of the 
Southern Pacific Co., in an ad- 
dress prepared for delivery at the 
opening session of the twenty-sixth 
annual meeting, Mechanical Division, 
Operations and Maintenance De- 
partment, Association of American 
Railroads, at the Fairmont Hotel, 
San Francisco, Calif.. on June 24, 
called the railroads “a laboratory 
220,000 miles long,” and invited his 
hearers to “let your imagination 
roam” to the end that the handling 
of railroad traffic might be improved 
through the application of practical 
research. 


Speaking on “Railroad Research,” Mr. 
Russell congratulated his audience on 
the many advances made by railroad 
mechanical department officers and su- 
pervisors in recent years in the design, 
maintenance and inspection of all types 
of railroad equipment, but added that 
“what you have done in the past is 
not enough for the future.” Improve- 
ments in railroading had been notable, 
Mr. Russell said, but that “the pace 
must be stepped up.” 

Mr. Russell warned his listeners, many 
of whom he said had come up the “hard, 
practical way,” that such people were 
inclined to be skeptical of scientists and 
researchers. He said they must keep on 
studying and experimenting, learning 
through mistakes. He continued: 

“Fast freight and passenger schedules, 
and the dependtability of railroad service, 
are important to the railroads in meet- 
ing competition. Equipment perform- 
ance, for which you men are responsible, 
has a major bearing on the ability of 
the railroads to meet published sched- 
ules. You have done well in keeping 
equipment in shape, and improving its 
design, but, as I have said, past per- 
formance will not be good enough for the 
future. 

“Air conditioned cars are a great boon 
to the traveler but present systems are 
far from perfect. Air conditioning fail- 
ures on trains are not only irritating to 
the public as well as to traffic and 
operating forces, but are bad public 
relations. Research to develop improve- 
ments which will make the air condi- 
tioning systems more reliable as well as 
simplifying operation so as to make it 
possible to overcome the difficulties more 
easily when failures occur, will bring 


Suggests Subjects for Further Experimentation. 


dividends in greater patron satisfaction 
and will help keep train travel popular 
in the face of competition.” 


Among other things needed for the 
future, Mr. Russell said, was better shock 
absorption in freight cars. Substantial 
sums of money were spent each year to 
repair cars and replace goods damaged 
en route, he asserted. He said the rail- 
roads were endeavoring to eliminate this 
loss, but that the help of car designers 
was necessary. Much experimental and 
analytical study could be devoted to this 
problem, he said, adding that ‘“some- 
where such research will find the solu- 
tion, improving service, lowering main- 
tenance costs and damage payments for 
the railroads.” Mr. Russell continued: 


“We are continually building more 
specialized cars, with special loading and 
protective devices. From the standpoint 
of the railroad there also is need for a 
car capable of wider use. So far we have 
depended mostly on our good old friend 
the box car. Trucks, brakes, protective 
linings and doors of box cars have been 
improved in late years, but I am not 
satisfied we have reached the ultimate 
in box car design. 


“It has been estimated that approxi- 
mately one-fifth of the freight moved 
by railroad could be moved in contain- 
ers. The subject of containers is one 
on which railroaders are about equally 
divided, for and against. ‘The subject 
deserves a great deal more research, be- 
cause it is still young. Perhaps the fu- 
ture will bring a nation-wide system of 
exchangeable containers, moving from 
railroad to railroad as freight cars do 
today. Such containers, in small and large 
units, might conceivably be weatherproof, 
making box car protection unnecessary. 
Cars of such container freight could 
be loaded or unloaded quickly and would 
not have to stand on industrial sidings 
for long periods as many cars do today, 
but could spend most of their time roll- 
ing in productive service. Admittedly 
there are serious problems to be ironed 
out on the container question. I don’t 
know the answers. I merely remind 
you that this subject deserves continued 
serious consideration.” 

Turning from the necessity of keeping 
cars in good condition for today’s “fast 
running,” Mr. Russell said that some 
of the greatest room for improvement 
in the railroad field lay in reduction of 
time lost when cars were standing still 
or being switched about in railroad 
yards. 

“A freight car spends about four times 
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as many hours in yards and terminals 
as in actual service,” he said. “Any re- 
duction in this lost time, converting it 
into useful time, will therefore be a 
four-fold gain. For example, if we could 
reduce the loss of time by 25 per cent 
we gain 100 per cent in useful time.” 


He said that there were types of bulk 
freight which did not require expedited 
handling, but that there were many 
kinds of freight in which speed of move- 
ment was essential and that the time 
lost while cars were standing in yards 
and terminals was a serious matter to 
shippers. He said railroad men pointed 
with pride to the increase in ton-miles 
“per freight traih,” but added that “we 
cannot point with pride to our record 
of car-hours motionless,’ and that “we 
must do something about this.” 


“Let your imagine roam—under some 
reasonable control, of course—and you 
will see the limitlessness of technological 
improvements in railroading,” Mr. Rus- 
sell added. 


After speaking of research looking to- 
ward standardization of parts in equip- 
ment design and _ the “peculiar prob- 
lem” of railroading that each car must 
be interchangeable with cars of other 
railroads, Mr. Russell said that improve- 
ments must be interchangeable with 
present equipment. When researchers 
came up with something better than 
“our standard,” he said, “we must adopt 
that new thing as quickly as can practi- 
cally be done—taking the long range 
view rather than a short one.” Mr. 
Russell said the railroad industry could 
be sure its competitors, most of them 
without the need to make their equip- 
ment interchangeable, would quickly 
adopt new techniques of the sciences. 


He continued by saying that the re- 
sults of researches should be available 
to all, lifting the general standards of 
the railroads. 


“Our great national rail system is a 
unit—an amazing thing of competitive 
parts functioning together,” said Mr. 
Russell. “That ability to work as a 
team gives us a great advantage over 
our competitors. And so it seems right 
for the Association of American Rail- 
roads, representing all the railroads, to 
take the lead in research. We should 
all lend our support to this collective 
program. But we should also supple- 
ment it on our individual railroads where 
possible.” 


Conferees Act on Money 
For I.C.C. Fiscal ‘53 


Conferees in reporting H.R. 7072, the 
independent offices appropriation bill, 
1953, to the House, June 25, suggested ap- 
propriations for the Commission for the 
fiscal year 1953 which would be above 
those proposed by the House and below 
those proposed by the Senate. 


For the Commission, the conferees 
recommended, for salaries and expenses, 
that there be appropriated $9,319,500, 
instead of $8,935,000 as proposed by the 
House and $9,704,000 as proposed by the 
Senate. They recommended authoriza- 
tion of the use of $163,050 for expenses 
of travel, instead of $145,000 as proposed 
by the House, and $181,000 as proposed 
by the Senate. 


For locomotive inspection, the con- 
ferees recommended the appropiration 
of $709,500 instead of $664,000 as pro- 
posed by the House and $775,000 pro- 
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posed by the Senate, and the authoriza- 
tion that $112,620 be used for expenses 
of travel, instead of $100,000 as proposed 
by the House and $125,240 as proposed 
by the Senate. 


For railroad safety, the conferees rec- 
ommended an appropriation of $974,500 
instead of $907,000 as proposed by the 
House and $1,042,000 as proposed by the 
Senate, with $163,050 recommended for 
expenses of travel instead of $145,000 
as proposed by the House, and $181,100 
as proposed by the Senate. 


Railroads Assert Ex Parte 175 
Increases Are ‘Permissive,’ 
‘Not Mandatory’ 


J. Edgar Idol, general counsel for 
the American Trucking Associations, 
Inc., has forwarded to the Commis- 
sion a copy of a reply by railroad 
counsel to questions raised by the 
trucking industry concerning non- 
application of certain increases au- 
thorized in Ex Parte 175, Increased 
Freight Rates, 1951 (T.W., May 3, 
np: 21). 


In reply to a letter written by Mr. 
Idol, the chief counsel for the railroads 
in Ex Parte 175, E. H. Burgess, referring 
to the A.T.A. contention that the Com- 
mission should condition increases in 
Ex Parte 175 by a requirement that no 
exceptions be permitted in establish- 
ing the approved increases, said the con- 
tention had been advanced “convention- 
ally by your organization in postwar 
general revenue proceedings of the rail- 
roads and consistently not adopted by 
the Commission.” 


Mr. Burgess said that, from a legal 
standpoint, it had long been settled that 
the Commission’s authorizations in such 
proceedings were permissive and not 
mandatory. He said that Mr. Idol’s 
contention was diametrically opposed to 
those provisions of the interstate com- 
merce act “expressive of the national 
interest in affording the railroads an 
opportunity of earning revenues which 
will enable them to provide transporta- 
tion facilities and services adequate 
to the needs of the commerce of the 
United States and of the national de- 
fense.” He added that “it would distort 
the relief contemplated by such pro- 
visions into an inconsistent and unfair 
protective strait-jacket for the bene- 
fit of competitive transportation.” 


Mr. Burgess added that the same con- 
siderations applied with equal force in 
proceedings in which motor carriers ob- 
tained general rate increase authority 
from the Commission. He said Mr. Idol 
would recall that the carriers he repre- 
sented had entertained that view with 
respect to general rate authorizations re- 
ceived from the Commission that they 
“have felt free to determine to what 
extent they would initially publish or 
subsequently retain authorized in- 
creases.” In view of the “untenable char- 
acter of your basic position in this 
proceeding,” Mr. Burgess asserted, it 
followed that “the related question pre- 
sented in your letter is legally irrele- 
vant,” but that nevertheless he wanted 
to comment on certain rate situations 
referred to by Mr. Idol. 

As to the rate situations, Mr. Burgess 
said: 
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“Dealing first with the designated 
rates on petroleum traffic in the South- 
east, I respectfully direct your attention 
to the testimony of Mr. H. H. Simms, 
general traffic manager of the Atlanta 
& Saint Andrews Bay Railway Company, 
on pages 392-399 of the transcript in Ex 
Parte 175. This testimony clearly in- 
dicates that because of competitive con- 
ditions no increases authorized in Ex 
Parte 175 would be applied on petrofeum 
rates to which the Atlanta & Saint 
Andrews Bay Railway Company was a 
party. A somewhat similar situation ex- 
isted in respect to petroleum rates in- 
volving the Nashville, Chattanooga & 
St. Louis Railway, except that its rep- 
resentatives did not testify at the hear- 
ings in Ex Parte 175. However, prior to 
the recent hearings, that road had taken 
independent action in not applying any 
part of the previously authorized Ex 
Parte 175 increases to certain of its rates, 
and the published tariffs so indicated. 
General notoriety also was given to the 
situation pertaining to petroleum traffic 
in certain portions of the Southeast by 
the pendency at the time of the final 
oral argument in Ex Parte 175 of a suit 
brought by the railroads before a three- 
judge Federal Court in Montgomery, 
Alabama, to enjoin the order of the 
Commission entered in I. & S. Docket 
5710, Petroleum Rates Between Points in 
the South. 


“Dealing now with the situation in the 
West, it is pertinent to observe that the 
items cited on pages 2 and 3 of Appendix 
B to your letter were the subject of in- 
vestigation in I. & S. 5028 and I. & S. 
5908. These investigations were brought 
about by protests of trucking interests 
against reductions in railroad petroleum 
rates in the Pacific Coast area, and the 
Commission, after extended hearings, 
prescribed certain relationships between 
rail and motor carrier rates. At the hear- 
ings in I. & S. 5828 at page 345 of the 
transcript and in I. & S. 5908 at pages 
779-780, it was specifically stated by 
counsel for the railroads that the rates 
under suspension, or any rates resulting 
from those investigations, would not be 
subject to any Ex Parte 175 increases. 


“In view of the foregoing, it is apparent 
that the trucking interests which you 
represent have been fully advised for 
some time that the rates referred to in 
your letter would not be increased under 
permissive authority granted in Ex Parte 
175, for the position of the individual 
railroads concerned was a matter of pub- 
lic record. Consequently, they already 
know the answer to the question posed 
in your letter as to whether such action 
was ‘due to oversight or error in tariff 
publication.’ 

“It is true I stated that the railroads 
intended to publish the increases author- 
ized. Subsequent action on their part 
in raising the whole rate structure, ex- 
cept in a relatively insignificant number 
of instances, has substantially confirmed 
what was said. I, of course, sincerely 
regret that I did not recall Mr. Simms’ 
testimony and was not advised of the 
other instances when I made my state- 
ment. But it is not surprising that an 
inadvertent occurrence of this character 
should take place in a proceeding of the 
magnitude of Ex Parte 175, which cov- 
ered such a long period of time and 
involved numerous individual interests 
and multitudinous rates.” 

In a covering letter to the Commission, 
in which he sent a copy of Mr. Burgess’ 
letter, Mr. Idol, after quoting the con- 
cluding paragraph of the railroad attor- 
ney’s letter, said that “this is not an 
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answer.” He said that, while Mr. Bur- 
gess might not have been personally ac- 
quainted with the intention of certain 
railroads, other members of his commit- 
tee of counsel were advised, and that 
their names appeared on the brief in 
which his statement was reproduced. 

Mr. Idol asserted that counsel for the 
railroads had avoided any argument on 
the merits of A.T.A.’s position in Ex 
Parte 175 “by making an unequivocal 
promise, which, if carried out, would 
have eliminated any factual basis for 
consideration of the matter by the 
Commission.” 

“The Commission took the promise of 
railroad counsel at face value,” Mr. Idol 
added, “as is clearly indicated by com- 
ments of individual commissioners dur- 
ing oral argument, and by the discussion 
at page 56 of the Commission’s report.” 

Mr. Idol said it was now too late to 
remedy the damage. He said that “the 
general increases are effective, the ex- 
ceptions are established, and extended 
litigation will be required on the part of 
the motor carriers directly affected be- 
fore any corrective action can be taken 
as to rate levels.” 

“However,” continued Mr. Idol, “A.T.A. 
sincerely hopes that the Commission will 
not again be led astray by ‘statements of 
intention,’ and that consideration will be 
given to the merits of this issue when it 
is next presented.” 

Mr. Idol said that one step could, 
“and we think should,” be taken im- 
mediately. He said that many proposals 
were now before the Commission for 
elimination of all or part of the Ex Parte 
175 increases on particular movements. 
He said in at least one case the Com- 
mission had granted special permisssion 
to publish on five-days’ notice a tariff 
removing Ex Parte 175 increases on 
automobiles moving via lake-rail routes 
from Detroit to the Twin Cities. He 
said the special permission authority 
allowed the publication to become effec- 
tive on May 7 and that “it was in effect 
before the competing motor carriers 
knew anything about it.” 

“We submit that the Commission’s 
general policy against giving short no- 
tice authority for the publication of 
competitive rate reductions should be 
rigorously enforced, so that competing 
motor carriers may at least have the 
opportunity of presenting their objec- 
tions and having them considered by 
the Commission,” said Mr. Idol in con- 
clusion. 


Truck-Trailer Makers 
To Meet in Chicago 


The Truck-Trailer Manufacturers As- 
sociation, Inc., will hold its fourth an- 
nual mid-summer meeting, July 18, in 
the Edgewater Beach Hotel, Chicago, 
John B. Hulse, managing director, an- 
nounces. Among those scheduled to ad- 
dress the meeting are Courtney Johnson, 
until recently director, motor vehicle 
division, National Production Admin- 
istration; E. J. Lucas, chief, truck-trailer 
branch, N.P.A., and Arthur C. Butler, 
secretary, National Project-Adequate 
Roads Committee. A luncheon, and an 
evening reception followed by a ban- 
quet, are scheduled. 


Suspended Tariffs 


I. and S. M-4287, Cigarettes & Tobacco 
From Richmond, Va., the Commission 


LATE NEWS 


suspended from June 26 to and includ- 
ing January 25, 1953, certain schedules 
as set forth in supplements Nos. 46 and 
47 to MF-I.C.C. No. A-374 of the Middle 
Atlantic Conference, agent, Washington, 
D.C. The suspended schedules propose 
to establish reduced motor common car- 
rier commodity rates on cigarettes and 
manufactured tobacco, truckload and 
less-truckload, from Rochmond, Va., to 
Baltimore, Md., Chester, Pa., New York, 
N.Y., Philadelphia, Pa., Washington, 
D.C., and Wilmington, Del. 


Two Government Witnesses 
Are Cross-Examined in 


Rail-Barge Rate Hearing 


Cross-examination of two _ wit- 
nesses of government agencies by 
railroad and shipper counsel in the 
hearing in No. 30744, American Barge 
Line Co., et al. v. Alabama Great 
Southern Railroad Co., et al., took 
place the afternoon of June 24. 


Hearing in Washington, D.C., began 
June 23. The proceeding involves a 
complaint against approximately 90 rail- 
roads, involving rates on grain and grain 
products at points served by the barge 
lines on the inland waterway system. 


The complaint states that certain rates 
maintained by the railroads are unjust, 
unreasonable, discriminatory, unduly 
preferential and prejudicial, and asks a 
cease and desist order, and that the 
defendants be required to establish rea- 
sonable, just, non-preferential, non- 
prejudicial, and  non-discriminatory 
rates, in lieu of those presently main- 
tained, in the future. 


The two witnesses cross-examined were 
C. T. Barker, transportation consultant 
for the Tennessee Valley Authority, who 
appeared for the T.V.A. as intervener, 
and P. R. Hurley, who appeared for the 
Department of Agriculture, both as in- 
terveners in support of the complainants. 


In answer to a question from Jervis 
Langdon, Jr., Washington, D.C., attor- 
ney, representing the southern railroads, 
as to the restrictions on the sizes of 
barges allowed to pass through the locks 
of the Tennessee River, Mr. Barker said 
the locks would accommodate any barge 
used in the inland waterway system with 
the exception of some of the older barges 
and those 300 feet long. 


Cancellation of Transfer Arrangements 

When J. R. Staley, vice-president, 
Quaker Oats Co., Chicago, asked if can- 
cellation of arrangements for trans- 
ferring grain at two Tennessee River 
terminals in March, 1952, meant that 
the two terminals were not inter- 
ested in handling the grain, Mr. Barker 
replied that he did not know of, or the 
reasons for, the cancellations, but that 
the T.V.A. was still interested in the 
inbound grain movement 


In answer to a question from J. B. 
McGinnis, transportation consultant, 
Memphis, Tenn., as to where the T.V.A. 
intended to get grain for the Tennessee 
River ports, Mr. Barker said at the 
present time it was getting grain largely 
from St. Louis, Mo. 

Asked by Mr. McGinnis what expense 
was involved in lifting barge loads at 
the various locks, the witness said the 
army engineers operated the locks, and 
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that there was no charge for the use 
of lock services. 


In the cross-examination of Mr. Hur- 
ley, Examiner George Hall asked the 
witness to summarize the four exhibits 
he had previously introduced. 

Mr. Hurley said the exhibits should 
give an idea of how grain moved, the 
extent of production, and the pattern of 
termination and origination of various 
grains. 

In answer to another question from 
Examiner Hall, the witness said he did 
not purport to show the volume of move- 
ment over barge or rail lines to the south. 


Complainants’ Witnesses 


Nuel Belnap, Chicago attorney repre- 
senting the complainants, put two wit- 
nesses on the stand. They were William 
E. Carpenter, traffic and cost analyst of 
Washington, D.C., and C. A. Poelker, Jr., 
grain transportation consultant, St. 
Louis. 

Mr. Carpenter introduced an exhibit 
containing figures showing average loads 
of whole grain and grain products, com- 
putation of terminal and line-haul costs 
for box cars by types of trains for the 
same products, and carload cost scales 
on the same products, for the eastern, 
southern and western districts respec- 
tively. 

Cross-examination was deferred. 

Mr. Poelker, Jr., introduced three ex- 
hibits. The first dealt with interior 
transit destination territory on grain 
and grain products. The second gave 
rates on such products from and to barge 
ports of discharge and loading to and 
from interior territory included in para- 
graphs 4 and 6 of the complaint, show- 
ing through, local and proportional rates, 
proportions of through rates on various 
bases, and distances. 

The third exhibit dealt with items of 
rate schedules referred to in the pre- 
ceding exhibit. 

(See earlier story on page 50) 


1.C.C. Prescribes Rail 
Rates on Liquefied Gas 


To Points in the East 


The Commission has found unrea- 
sonable certain railroad rates on 
liquefied petroleum gas, in tank-car 
loads, from origins in Kentucky, 
West Virginia, Ohio, and Pennsyl- 
vania to Official Territory destina- 
tions, and has prescribed reasonable 
rates. 


A report and order were issued in 
No. 30238, Virginian Gasoline & Oil Co. 
et al. v. Alton and Southern Railroad 
et al., embracing No. 30324, Sun Oil Co. 
v. Akron, Canton & Youngstown Rail- 
road Co. et al. The order for the future 
was made effective on or before Sep- 
tember 17, on 30 days’ notice. 

The Commission found that the as- 
sailed rates from the complaining origins 
were, and for the future would be, un- 
reasonable to the extent that they ex- 
ceeded or might exceed rats 140 per cent 
of the corresponding rates on gasoline 
increased as authorized in Ex Parte No. 
175, Increased Freight Rates, 1951, sub- 
ject to a maximum of 57 cents a 100 
pounds, plus the increase authorized in 
Ex Parte 175, to destinations in Illinois 
and Indiana and on the Ohio River. 
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Burlinéton . (The Vista-Dome Twin Cities Zephyrs and other fine 
Bute : Burlington passenger trains operate over this same 
= Mississippi River route, providing travelers with , 

coc countless scenic thrills.) act 
t 


BURLINGTON LINES Everguhere West |’: 


CHICAGO, BURLINGTON & QUINCY RAILROAD 
COLORADO AND SOUTHERN RAILWAY * FORT WORTH AND DENVER RAILWAY 
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Tribute to Aitchison Paid 
By Ellsworth in House 


Representative Ellsworth of Oregon, 
speaking in the House June 23, said that 
the President “last week decided to ter- 
minate the service of one of the finest 
and ablest public servants of our time,” 
referring to Commissioner Aitchison. 

Representative Ellsworth said he had 
known Commissioner Aitchison inti- 
mately for many years. 

“My intimate acquaintance with and 
knowledge of Commissioner Aitchison en- 
able me to say that the commissioner 
is by no means an ordinary man,” said 
he. “Certainly he is not an ordinary 
man by the standards set by the statis- 
ticians or the insurance actuaries or by 
those who deal with our retirement laws.” 

Mr. Ellsworth said that Mr. Aitchison 
was by no means incapacitated even to 
the slightest degree, that he had suffered 
no impairment of any of his normal 
faculties, that his mental alertness was 
astounding and that his memory was 
fabulous. 

“I only wish that President Truman 
could have had an intimate personal 
acquaintanceship and knowledge of 
Clyde B. Aitchison before he permitted 
him to retire from the Commission.” 

Mr. Ellsworth said that Mr. Aitchison 
was a rather remarkable exception to 
what was called the general rule with 
respect to retirement. 


“T feel certain that had the President 
known this, he would have, instead of 
relieving the commissioner from his du- 
ties, implored him to stay as a member 
of the Commission as long as Mr. Aitchi- 
son was able and willing to do so,” said 
he. 


“We hear repeatedly that it is becom- 
ing increasingly difficult to obtain the 
services of outstanding men in our goy- 
ernment establishments. In my opinion, 
it will be utterly impossible to replace 
the ability and knowledge which will be 
lost to the Interstate Commerce Com- 
mission upon the retirement of Commis- 
sioner Clyde B. Aitchison.” 


Mr. Ellsworth concluded his remarks 
with a review of Mr. Aitchison’s career 
along the lines reported in the TRAFFIC 
WORLD last week. 


Leroy S. Price Dies 


Leroy S. Price, who spent portions of 
two days on the stand as a witness for 
the Norfolk Southern Railroad Co., in 
connection with a Commission investiga- 
tion of the railroad’s practices, died of 
heart failure in the Commission’s offices 
June 24. He appeared as a witness in 
the latter part of the preceding week. 

He was visiting in the Commission’s 
Bureau of Accounts and Cost Finding, 
with which he had been identified since 
coming to the Commission in 1925, until 
retired in 1949. A native of Georgia, 


he 
Mr. Price was 67 years old. 
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Mahaffie, Elliott and Arpaia Approved 
As |.C.C. Members by Senate Committee 


Nomination of Mahaffie to Succeed Himself and of Other Two as New 


Members Reported Favorably by Unanimous Vote of Interstate and 


Foreign Commerce Committee. 


The Senate interstate and foreign 
commerce committee, on June 25, by 
unanimous vote, reported out favor- 
ably the nominations of Charles D. 
Mahaffie, Martin Kelso Elliott, and 
Anthony F. Arpaia to be members of 
the Interstate Commerce Commission 
(T.W., June 21, p. 37, June 14, p. 71, 
and June 7, p. 65). 


Following an executive session of 
the committee at which the action 
was taken, Chairman Johnson said 
that under the Senate rules the 
nominations would be eligible for 
consideration on the floor by Friday, 
June 27. 


The nominations of Mr. Elliott, an In- 
diana Republican, and of Mr. Arpaia, 
a Connecticut Democrat, were sent to 
the Senate on June 
17 by President 
Truman. Mr. Elliott 
was nominated for 
the remainder of 
the term of the 
veteran Commis- 
sioner Clyde B. 
Aitchison, expiring 
December 31, 1956, 
and Mr. Arpaia for 
the remainder of 
the term of Com- 
missioner John L. 
Rogers, who re- 
signed. This term 
expires December 31, 1957. 


Mr. Mahaffie, also a veteran member 
of the Commission, had been nominated 
for reappointment last January 10 for a 
term expiring December 31, 1958. In the 
almost six months intervening since his 
nomination he had appeared for ques- 
tioning at a number of committee hear- 
ings, some of which had been conducted 
by a lone member, Senator Tobey, of New 
Hampshire. The line of questioning by 
Senator Tobey involved particularly the 
record of the Commission in its decisions 
affecting railroad reorganizations. Com- 
missioner Mahaffie had been prominent 
in that phase of the Commission’s work. 


The last such hearing was ended less 
than one hour before an open hearing 
of the committee for consideration of 
the nominations was scheduled to begin 
on June 25. 


Senator Tobey, at the last hearing, in 


C. D. Mahaffie 


Tobey Hearings on Mahaffie Ended. 


asking the commissioner certain ques- 
tions as to what he would do in the 
future with respect to railroad reorgan- 
ization cases, “if you are confirmed,” 
corrected his own phraseology and made 
it, “when you are confirmed.” He re- 
peated this phrase as a preface to a 
number of questions the morning of June 
25. 


At the open hearing the committee 
considered only the two new nominees, 
Messrs. Elliott and Arpaia. The executive 
session was held immediately following 
the open hearing. 


Elliott and Arpaia Hearing 


Present at the public hearing were 
Chairman Johnson and Senators Mag- 
nuson, O’Conor, Hunt, Tobey, Brewster, 
Capehart, Bricker, and Kem, all com- 
mittee members. Senator McFarland ap- 
peared at the beginning, but did not 
remain. 


Mr. Arpaia was called for questioning 
first. 


Chairman Johnson placed in the rec- 
ord letters of Senators McMahon and 
Benton, of Connecticut, endorsing Mr. 
Arpaia, and a biography of the nominee. 
Senator McMahon, a member of the 
committee, was absent because of illness. 

Neither the Arpaia nor the Elliott 
nomination was opposed. 


Senator Magnuson said in each in- 
stance that it was necessary to ask the 
political affiliations of the nominees. Mr. 
Arpaia said he was a Democrat. Mr. El- 
liott said he was a Republican. 


In the case of Mr. Arpaia, Senator 
Magnuson said he wanted to make clear 
the nominee’s “trucking connection.” 
Mr. Arpaia said he had been vice-presi- 
dent and general counsel of the Adley 
Express Co., of New Haven, Conn., from 
1945 to 1951. 


In the TRAFFIC WoRLD of June 21 it was 
incorrectly stated that Mr. Arpaia held 
the aforementioned connection with Ad- 
ley Express Co.. at the present time. 


Senator O’Conor asked Mr. Arpaia 
about his attitude with respect to the 
types of carriers other than motor car- 
riers. He replied that his point of view 
would be “objective.” 


Senator Bricker questioned the nomi- 
nee regarding the extent of his experi- 
ence with Adley Express. Mr. Arpaia said 
he had served with that company for 
six years and had practiced before the 
Commission. He said in reply to another 
question from Senator Bricker, that he 
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had had no experience in “railroad mat- 
ters.” 


In reply to a question by Chairman 
Johnson, Mr. Arpaia said he had ap- 
peared in cases at the Commission a 
number of times. 


Mr. Arpaia’s biography outlined in 
some detail his education, professional 
career and public and other activities. 
It said, among other things, that he 
had been editor and managing editor of 
the Yale Law School Journal and was 
a member of the Connecticut and New 
York bars. The biography showed that 
Mr. Arpaia had practiced corporate, 
finance, and public utility law in New 
York City, 1923-1925, and that from 1925 
to 1927 he was in Berlin, Germany with 
Wirth & Picard as American attorney in 
charge. It said he engaged in practice of 
private international law representing 
American interests in central and west- 
ern Europe. He practiced law in his 
home town of New Haven from 1927- 
1942, and was active in civic and Yale 
University affairs. He was judge of the 
town court of East Haven, Conn.; di- 
rector of the New Haven Office of Price 
Administration Defense Rental Area; 
chief attorney of the Connecticut O.P.A. 
and later state director. He was born in 
New Haven December 17, 1897. 


Elliott’s Testimony 


Mr. Elliott was called to the witness 
stand and Senator Johnson introduced 
for the record a letter from Senator 
Capehart, of Indiana, endorsing him for 
the I.C.C. position. Senate Capehart 
was present and said he recommended 
“this gentleman with all the sincerity 
and enthusiasm I possess.” 


Senator O’Conor asked Mr. Elliott 
about his experience and in the course 
of his remarks the senator said that 
the nominee had served as an assistant 
counsel for a Senate subcommittee on 
privileges and elections and had shown 
himself thoroughly competent in that 
capacity. 

Mr. Elliott, in response to a question 
from Senator Bricker, said that he had 
not had transportation experience. 

A biography of Mr. Elliott, placed in 
the record by Chairman Johnson, stated, 
among other things, that Mr. Elliott 
had practiced law in Indiana, served as 
law clerk for Judge Robert C. Baltzell, 
of the Indiana southern federal district 
court, and was one of the lawyers selected 
by the Indiana State Bar Association to 
compile and publish the Indiana an- 
notations to the American Law In- 
stitute’s “Restatement of the Law.” 


Mr. Elliott was with the Travelers In- 
surance Co., in Hartford, Conn., in 1937 
and 1938, his biography stated. It added 
that in January, 1939, he returned to In- 
dianapolis and formed a lawpartnership 
with David M. Lewis, then prosecutor of 
Marion county (Indianapolis). The biog- 
raphy said that he was Republican mem- 
ber of the Marion County Board of 
Election Commissioners, 1941-1942, hav- 
ing resigned at the time of his induction 
into the Army. He served in the Army, 
having held successively the grades of 
private, private first class, corporal, ser- 
geant, and staff sergeant. He was com- 
missioned a first lieutenant in the Judge 
Advocate General’s Department on Feb- 
ruary 8, 1943, and served in Europe. As 
a commissioned officer he served succes- 


sively as first lieutenant, captain, major 
and lieutenant-colonel. 

Mr. Elliott’s biography showed that he 
became deputy attorney general of In- 
diana in 1947, and that as such he was 
chief counsel for the Indiana Depart- 
ment of State Revenue. He had been 
in the practice of law in Washington, 
D.C., since March, 1950. 

Mr. Elliott was born in Spencer, Ind., 
on February 1, 1908. 


Mahaffie Hearings Resumed 


Senator Tobey, in resuming his ques- 
tioning of Commissioner Mahaffie on 
June 24, referred frequently to a memo- 
randum issued by Justice Frankfurter, 
of the Supreme Court of the United 
States,*in connection with cases involv- 
ing the Missouri Pacific Railroad Co. re- 
organization (T.W., June 14, p. 59). 

The resumed hearing was the first 
since June 3 concerning Mr. Mahaffie’s 
nomination for reappointment as a Com- 
mission member. As at many previous 
hearings the sole member of the Senate 
committee present was Senator Tobey. 

At one point in the hearing of June 
24, Senator Tobey inquired of a com- 
mittee aide as to what vote was being 
taken in the Senate. A bell announcing 
a vote had been rung. The aide soon 
returned with a note on a piece of paper 
and the senator continued his investiga- 
tion without interruption. Later, how- 
ever, when the bell rang, he announced 
a recess would be taken so he could vote 
on the “tuna fish” bill. He was absent 
about 20 minutes. 

Senator Tobey, at the outset of the 
hearing, introduced for the record Justice 
Frankfurter’s memorandum in the “Mo- 
Pac” cases as well as a paper the high 
court member had written earlier in 
connection with the Seaboard Air Line 
Railway Co. reorganization. 

Responding to a question of the sen- 
ator as to whether he had read the 
Frankfurter memorandum and whether 
it had been circulated around the Com- 
mission, Mr. Mahaffie said it had gotten 
around and referred to an account of 
the memorandum in TRAFFIC WORLD, 
which magazine, he said, “everybody 
sees.” 

Senator Tobey questioned the commis- 
sioner regarding a statement in the 
Frankfurter memorandum to the effect 
that for the M.P. system as a whole, the 
actual earnings in the 11 years since the 
Commission’s first decision on the sys- 
tem’s reorganization, averaged $18 mil- 
lion a year more than the estimate on 
which the Commission’s plan was based. 

Commissioner Mahaffie said he had 
“no quarrel with the figures,” but that he 
objected to the references to the Com- 
mission’s “estimates.” He said at a later 
point that figures such as these were 
not something “taken out of the air” but 
were the result of the Commission’s 
judgment as applied to the record in the 
cases at the times made. 

Senator Tobey asked whether, in mak- 
ing future estimates of other roads’ earn- 
ings, the Commission ever had erred in 
stating that earnings were greater than 
they later proved to be. 


Commissioner Mahaffie said the Sus- 
quehanna Railroad’s figures were “dis- 
appointing” and that the Rutland Rail- 
road failed to earn even its operating 
expenses. 


Senator Tobey referred to the Frank- 
furter memorandum with respect to 
statements that the earnings of the three 
component parts of the M.P. system had 
exceeded the Commission’s estimates, 
and said there had been a consistent 
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difference between the I.C.C. estimates 
and the actual earnings. 

Commissioner Mahaffie said the esti- 
mates were made by the Commission on 
the record prior to 1949, and that there 
might be error to some extent. 

In a discussion of strikes as a deter- 
rent to railroad earnings, the senatcr 
asked if it would be fair for the Com- 
mission to envisage a six-weeks’ strike 
for each year in making its estimates of 
earnings. Mr. Mahaffie said that that 
would not be fair for the railroad indus- 
try, but that it would be reasonable to 
expect some shut-downs in work from 
time to time. He referred to the work 
stoppage in the steel industry. 

Mr. Mahaffie, in response to a question, 
said it was not accurate to state that the 
earnings estimates in the M.P. cases 
had been “consistently low.” He repeated 
that it was the Commission’s duty to 
decide these cases on the record as made. 

In response to another question he 
said that “theoretically” the directors of 
a railroad could influence the inter- 
change of traffic with other railroads. 

Mr. Mahaffie said no general answer 
could be made to the question whether it 
was proper for the Commission to ap- 
prove voting trusts for railroads. He 
said it depended on the representations 
made by the parties in each case and the 
basis of the representations. 

Asked whether voting trusts in con- 
nection with railroad reorganizations 
had been selected by big banking com- 
panies, insurance companies or trust 
companies, Commissioner Mahaffie said 
that the “big interests” in many of 
these cases had sold out as soon as 
they could. In the course of the dis- 
cussion he said he would be surprised 
if these institutions would own in their 
own right any substantial holdings in 
the M.P. 

With respect to an assertion by Jus- 
tice Frankfurter to the effect that a 
reorganization plan for the M.P. ap- 
proved by the Commission and sustained 
by a lower court eliminated existing cor- 
porations and directed financial power 
into new channels, Senator Tobey said 
it might be necessary to ask the high 
court member about such “new chan- 
nels.” Commissioner Mahaffie said he 
would like to find out also why the 
eight other members of the court did 
not agree with Justice Frankfurter with 
respect to the M.P. cases. 


Senator Tobey asked if “Judge Moore,” 
of the federal district court in St. Louis, 
Mo., had approved the “wiping out” of 
more railroad securities than any other 
judge. Mr. Mahaffie said he could not 
answer the question. 


Final Hearing by Tobey 

Senator Tobey closed the June 24 hear- 
ing, saying he would have a few addi- 
tional questions to ask Commissioner 
Mahaffie. He asked the commissioner 
if he could return the morning of the 
25th at 9:30 a.m. Mr. Mahaffie agreed 
to do so. At the June 25 hearing 
Senator Tobey asked the commissioner, 
among other things, if he would make 
every effort to get railroads that were 
in bankruptcy out of that condition as 
soon as possible; and if he would con- 
scientiously try to keep the committee 
informed of the Commission’s work. Mr. 
Mahaffie said he would do so and that, 
in fact, in the past, he had never with- 
held any information from the commiti- 
tee. 

It was in asking these questions that 
the senator had inserted the conditicn, 
“if you are confirmed,” and then had 
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corrected the phrase to read, “when you 
are confirmed.” 

Senator Tobey asserted that the com- 
mittee intended to keep close watch on 
the Commission’s work in connection 
with railroad reorganizations. 

Chairman Johnson, following the exec- 
utive session of the committee, said that 
the committee’s hearings would be 
printed and should be “available in a 
few days.” 





“The Pacific Coast states have a better 
chance to have one of their citizens 
appointed to the Interstate Commerce 
Commission now than any time in the 
last year and a half of the campaign 
to secure such an appointment,” said 
General Robert H. Wylie, manager, 
Board of State Harbor Commissioners, 
San Francisco, who since January, 1951, 
has been acting as chairman of the com- 
mittee on the I.C.C. The I.C.C. com- 
mittee was formed in January, 1951, at 
a Portland, Ore., meeting of the Pacific 
Coast Association of Port Authorities. 

“Oddly enough,” General Wylie said, 
“two appointments last week ignoring 
the Pacific Coast candidate provides two 
reasons why the Pacific Coast should 
logically get the next appointment: 1. 
Pressure from the New England states 
is now relieved. 2. As constituted by 
these appointments, the Pacific Coast 
will be totally unrepresented on the 
ICC.” 


“There has never been a water man 
on the Commission, though trucks and 
railroads are represented,” General Wylie 
said. “As constituted by these appoint- 
ments, there will be no Pacific Coast 
people on the I.C.C. The Pacific Coast 
candidate, Mr. Harold B. Anderson of 
California, should receive first consid- 
eration for the next appointment. 

“Mr. Anderson, who has received near- 
ly 60 coast and national endorsements, 
has been Pacific Coast director of the 
I.C.C.’s Bureau of Water Carriers. The 
Pacific Coast Committee on the I.C.C. 
presented to the White House in Feb- 
ruary of 1951 a study on the I.C.C., 
showing that there had been no Pacific 
Coast appointments since 1921. It also 
showed that not a single one of the 52 
appointees since the I.C.C. was formed 
in 1887 had any experience with water 
transport problems before going on the 
tribunal.” 


1.C.C. Asked to Postpone 
Motor Safety Regulations 


The American Trucking Associations, 
Inc., has announced it will request the 
Commission to postpone its revised 
motor carrier safety regulations scheduled 
to become effective July 1 and will re- 
quest formal hearings on all major 
changes made by the Commission on 
which A.T.A. stated its position Febru- 
ary 12, 1951. 

This course of action was directed by 
A.T.A.’s executive committee at the con- 
clusion of a two-day meeting, it said. 
The group also voted to set up informal 
regional organizations within A.T.A. for 
all except eleven western states and to 
‘stablish a public information office for 
these eleven states, it said. 

The committee said there were numer- 
cus items in the revised I.C.C. safety 
regulations which it feels were imprac- 
ticable of application and which would 
create many difficulties for the industry. 
“One rule to which we objected in the 


informal hearings probably will remove 
from service many of our senior drivers, 
who have good safe-driving records and 
who in many cases have been with us 
from the infancy of our business,” the 
committee said. 

The group charged the I.C.C. had not 
informed the industry adequately or dis- 
tributed the new regulations to a ma- 
jority of the industry’s members. 

“These trucking concerns are faced 
with the absurdity of being required to 
comply with rules without having an 
understanding of what the rules are,” 
the A.T.A. committee said. “This results 
from the commission setting an effective 
date on the new rules well in advance 
of any date on which the rules can be 
placed in print for distribution. We 
recognize that the new rules have been 
published in the Federal Register, 
which is legal notice to the industry. 
However, no copies of this publication 
are now available to us and many cCar- 
riers do not know what the rules are. 

“We believe that impractical regula- 
tions and those which our experience has 
taught us are impossible of application 
should be opposed rather than ignored 
or passively resisted and that the in- 
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dustry must take a firm stand in these 
matters to protect its interests.” 

Under the new regional organization 
set-up, state trucking associations in 37 
states and the District of Columbia 
would be grouped in three regional units, 
with representatives of the state groups 
meeting in each region twice a year to 
discuss mutual problems, such as reci- 
procity, motor vehicle sizes and weights, 
and tax policies. 


Region 1 will embrace Connecticut, 
Maine, Massachusetts, New Hampshire, 
Rhode Island, Vermont, Delaware, Dis- 
trict of Columbia, Maryland, New Jersey, 
New York and Pennsylvania. 

Region 2: Alabama, Arkansas, Florida, 
Georgia, Kentucky, Louisiana, Missis- 
sippi, North Carolina, Oklahoma, South 
Carolina, Tennessee, Texas, Virginia and 
West Virginia. 

Region 3: Illinois, Indiana, Iowa, Kan- 
sas, Michigan Minnesota, Missouri, North 
Dakota, Ohio, South Dakota, Wisconsin, 
and Nebraska. 





Consumers’ Price Index Up, Railroad Wage 
Rise of 2 Cents an Hour Effective July 1 


Addition of Amount Estimated at 50 to 55 Million Dollars a Year 
To Pay Rolls of Class | Roads Required Under Their Agreements With 


Labor Unions, Because of Increase in Cost-of-Living Index Figure. 


As a result of a two-point increase 
in the “consumers’ price index” fig- 
ure computed by the Labor Depart- 
ment’s Bureau of Labor Statistics 
for the period from February 15 to 
May 15, 1952, the nation’s railroads 
are obligated, under terms of the 
“escalator clauses” in their agree- 
ments with the rail employe brother- 
hoods, to increase the hourly wage 
rates of their employes by 2 cents, 
effective July 1. 


The total annual cost to the railroads 
of the two-cents-an-hour increase, it 
was estimated, would be somewhere be- 
tween $50 million and $55 million. It 
was pointed out that in their plea for 
a 15 per cent freight rate increase before 
the Commission in Ex Parte’175, the 
railroads had stated that for every 1-cent 
increase in the hourly wage rates of rail 
employes the annual cost to the railroads 
was $30,691,000. On that basis, the in- 
crease of 2 cents to be made July 1 would 
mean an increase of about $61.3 million 
in the labor costs of the railroads. 


Reports of reductions in the labor 
forces of a number of railroads, because 
of the strike in the steel industry, indi- 
cated, however, that the present employe 
total on the railroads would be consid- 
erably below that on which the estimate 
of $30 million increase in pay roll for 
each 1 cent of increase in hourly wages 
was based. It was known that reduction 
of traffic to and from the steel mills was 
causing lay-offs of large groups of rail- 
road employes on railroads serving those 
industries, but no estimate as to the 


number of rail workers laid off could be 
obtained. 

The adverse effect of the steel strike 
on rail freight traffic generally and on 
loadings of coal, ore, and coke in par- 
ticular was shown in the carloading 
report of the Association of American . 
Railroads for the week ended June 14 
(T.W., June 21, p. 30). The loadings for 
the week were reported as 23.7 per cent 
below the corresponding week of 1951 
and 7.8 per cent below the preceding 
week. 

The most recent available figure on 
the “mid-month count” of railroad em- 
ployes is that for the middle of April, 
1952. At that time the number of rail 
employes totaled 1,229,835. 

Upward adjustment of rail employe 
wages by 2 cents, on July 1, would be 
made because the “consumers’ price in- 
dex” figure for May 15, as compared and 
reported on June 19 by the Bureau of 
Labor Statistics, was 190.4, it was ex- 
plained. The’ collective bargaining 
agreements between the railroads and 
the rail employe unions provide for an- 
automatic wage rate adjustment on the 
first day of each quarter to the extent 
of a 1-cent increase or decrease for each 
point of change, upward or downward, 
in the “consumers’ price index,” but not 
below a base index figure of 178. 


Recent ‘Escalator’ Adjustments 


On January 1, 1952, the railroad em- 
ployes received such an “escalator clause” 
wage boost of 4 cents an hour, based on 
the fact that the B.L.S. index figure had 
risen in the period from August 15 to 
November 15 by 4 points, to 189.3. The 
rail wages were subjected to a cut of 1 
cent an hour on April 1, because the 
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index figure dropped to 188.3 on Feb- 
ruary 15, 1952. Thus the rail employes 
on July 1 will regain the 1 cent an hour 
that they lost on April 1 and will re- 
ceive an additional 1 cent an hour. 

The average hourly rate of pay in the 
railroad industry as of the middle of 
January, 1952, was reported as $1.81 by 
an A.A.R. witness in a hearing held in 
March by the Senate interstate and for- 
eign commerce committee. 

Because of recent enactment of legis- 
lation increasing benefits for rail workers 
under the rail unemployment insurance 
act, the rail employes that had been 
laid off were now “about 50 per cent 
better off” financially than they would 
have been in the absence of this amend- 
ment of the unemployment insurance 
act, it was pointed out. 





Schwietert Discusses 
Eastern P.U.D. Case 
Before Stock Yards Club 


“Is pick-up and delivery of less- 
carload freight a terminal service or 
part of the total transportation 
service?” 


That is the fundamental question the 
Commission must decide in forming its 
decision as to whether the railroads in 
Official Territory will be permitted to 
make a charge for pick-up and delivery 
of less-carload shipments, according to 
A. H. Schwietert, traffic director, Chicago 
Association of Commerce and Industry. 
Mr. Schwietert recently addressed the 
Stock Yards District Traffic Club at its 
monthly meeting in the Central Manu- 
facturing District club rooms, Chicago, 
on the subject of pick-up and delivery 
service. 

Railroad pick-up and delivery service 
began in 1931-32, said Mr. Schwietert. 

“It was put in as free service for dis- 
tances of about 300 miles. In 1937 this 
service went into effect generally 
throughout the United States. Long be- 
fore this, however, in fact from 1867 to 
1913, pick-up and delivery service was 
available in Baltimore and in Washing- 
ton, but in 1913 the Commission forced 
it out at those points. The Grand Trunk 
(Railway) also had pick-up and delivery 
service as far back as 1867 and kept it 
in effect until 1914 when the Commis- 
sion also forced it to cut it out for the 
same reason—discrimination.” 

The railroads, according to Mr. 
Schwietert, claim pick-up and delivery 
service is a terminal service which they 
can afford or refuse as they so desire. 
However, he said, it was now a part of 
the “up-to-date transportation scheme” 
and therefore must be performed by the 
carriers, and when they fail to so per- 
form, a question of discrimination arises. 


Question of Charge 


Should the Commission permit the 
carriers to exact a plus charge for this 
service, said the speaker, the next ques- 
tion was whether it would be reason- 
able to make varying plus charges de- 
pendent on the size of the community: 
say, 10 cents in smaller towns, and up 
to 35 cents and 37 cents in the metro- 
politan areas. 

In 1937, it cost the railroads 84 cents 
a ton to perform pick-up and delivery 





service, said Mr. Schwietert; in 1950, 
these costs rose to $2.33 a ton. Actually, 
this increase in cents a hundred pounds 
was only 7 cents, he said, and it would 
be unreasonable to propose a P.U.D. 
charge of 10 cents in smaller communi- 
ties and as high as 37 cents in the large 
cities. It actually cost more for the 
carriers to handle less-carload business 
to and from small communities than be- 
tween large cities, said Mr. Schwietert, 
because to serve the small communities 
the carriers must bear the expense of 
way train service, whereas between the 
larger communities less-carload ship- 
ments assume in the aggregate the pro- 
portions of carload shipments and yet 
yield high less-carload revenues. 

If the railroads in Official Territory 
were permitted to make a_ terminal 
charge for pick-up and delivery service, 
and no charge was made for such 
service in Western and Southwestern 
territories, the question of fourth sec- 
tion violation would arise, said Mr. 
Schwietert. 

Another argument against such a car- 
rier charge, particularly in the large 
communities, he said, was the fact that 
shippers would tender heavy shipments 
to the carriers themselves—where, for 
example, the charge was 35 cents a 100 
pounds for pick-up and delivery. 

Since the motor carriers in Central 
Territory were today making a surcharge 
of $1.50 a shipment, it would behoove a 
shipper to forward his small, lightweight 
shipments via rail, and ship his heavy 
shipments via truck since the surcharge 
would be less than the pick-up and de- 
livery plus charges, he said. 


Class Rate Case 


Mr. Schwietert said that complications 
would arise out of the proposed P.U.D. 
charges because of the Uniform Freight 
Classification which became effective 
May 30 east of the Rockies, as a result 
of the Commission’s decision in No. 
28300, Class Rate Investigation, 1939. 
The scale of rates prescribed in that case 
is based on the present pick-up and 
delivery service, and if a plus charge is 
made, it will throw these rates out of 
line, according to Mr. Schwietert. 

Despite all complications and objec- 
tions, he concluded, it must be borne 
in mind that the railroads were obviously 
losing money performing the present 
pick-up and delivery service. During 
1950 the eastern railroads claimed a loss 
of about $60,000,000, he said, adding that 
something must :be done to correct this 
condition. 

Mr. Schwietert was introduced by 
Harry Spamer, assistant general traffic 
manager, Spiegel, Inc., Chicago. 





Certificated Airlines Adopt 


New Reservation Procedure 


The Air Transport Association of 
America has announced that, to combat 
“the ‘no show’ problem’’—the failure of 
persons who reserve seats on planes to 
claim their reservations before plane de- 
parture time—and to insure availability 
of seats for those who actually intend 
to use them, the nation’s certificated and 
scheduled airlines are setting up a stand- 
ard reconfirmation procedure for han- 
dling space reservations. 

Under this plan, effective July 1, the 
A. T. A. of A. said, any holder of certain 
types of seat reservations must advise 
the airlines, at least six hours before the 
scheduled departure time of the flight, 
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that he would use the space he heid, 
otherwise the reservation would be can- 
celed. 

“The reconfirmation of a reservation.” 
the association continued, “must be maiie 
at the city where a trip begins when tio 
local telephone contact has been given 
to the airline; at each city during a trip 
where a stopover of 12 hours or more 
is made, and at each city from which 
the return or continuing portion of a 
round trip, circle trip or open jaw trip 
commences after a layover of 12 hours 
or more. The reconfirmation must be 
made with the airline on which the 
space is held.” 



















Ninth Questionnaire Is 
Issued by Railroads’ 
Tariff Research Group 


“Where should the explanation of 
general reference marks and the ex- 
planation of abbreviations be shown 
in the tariff proper and in supple- 
ments?” is the question submitted by 
the Railroads’ Tariff Research Group 
in its Questionnaire No. 9. 


The Group’s discussion of the question 
follows: 

“Reference marks are onerous to tariff 
users. While granting that some tariff- 
makers may employ them too generously 
and admitting that opportunities exist 
for cutting down on the use of reference 
marks, we must recognize the necessity 
for some considerable use of them and 
proceed to find ways in which they can 
be more readily located and their essen- 
tial use thus made more bearable. 


“For sake of clarity in this discussion a 
local reference mark or symbol is one for 
which the explanation is provided with- 
in the item or on the page with the 
tariff matter to which it is attached. A 
general reference mark or symbol is one 
used several times throughout the tariff 
and for which the explanation is pro- 
vided in some other part of the tariff, 
usually in a place set aside for that pur- 
pose and either referred to by page 
number at the bottom of every page on 
which a general reference mark is used, 
or located by reference to the table of 
contents. 

“Finding the explanation of local ref- 
erence marks in either tariffs or supple- 
ments presents no particular problem. 
The explanation is right there with the 
tariff matter affected thereby. Therefore 
nothing in this questionnaire or discus- 
sion relates to local reference marks (or 
‘symbols’ or ‘characters’ as they are 
sometimes called), and their explana- 
tions. 

“Tt is not usually either difficult or 
time-consuming to locate the explana- 
tion of general reference marks in the 
tariff proper. The table of contents cr the 
reference at the bottom of pages on 
which they are used directs the user to 
the page or pages on which the explana- 
tions appear. But the explanations of 
general reference marks often change 
without any simultaneous change in the 
matter to which they are attached, and 
after a tariff is supplemented the tariff 
user must, for accuracy’s sake, verify 
the currency of the explanation in the 
original tariff. 

“In the supplement the ‘central’ loca- 
tion of the explanation of general ref- 
erence marks is not so easily found. It 
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is frequently sandwiched in on a page 
with other narrative matter and does 
not stick out like a ‘sore thumb’ as the 
used turns the pages of the supplement 
in the ‘eye-check’ process. This is espe- 
cially true when quantity and size of the 
explanations are small. Our correspond- 
ents complain that the location of the 
explanations in both tariffs and supple- 
ments is not standardized (with rela- 
tion to other tariff matter appearing also 
in the forepart of tariffs and supple- 
ments) and that wherever it appears in 
supplements it often is not and fre- 
quently cannot be set apart significant- 
ly and prominently from the matter on 
both sides of it, as in the example re- 
produced on the attachment. 

“The suggestion has been made that 
the explanation of general reference 
marks .should appear as the very last 
thing in any tariff or supplement as sort 
of an ‘appendix.’ Then, say these advo- 
cates, the user would never have to finger 
pages until he found the right one; he 
would always know that these explana- 
tions will be found at the back of every 
tariff and every supplement. They argue 
further the explanations will thus be 
effectively segregated from matter cover- 
ing other and distinctly different sub- 
jects, instead of being intermingled with 
such other matters to the point that ex- 
planations are often obscured in a maze 
of printed matter. 

“In the first question in this question- 
naire you are asked to indicate your 
preference as to location of the explana- 
tion of general reference marks as be- 
tween (1) the present practice; and (2) 
setting them up in an ‘appendix’ to ap- 
pear as the concluding matter in all 
tariffs and supplements. 

“Every tariff must contain a table of 
explanations of abbreviations. As dis- 
tinguished from general reference marks 
these explanations are not frequently 
changed nor are the tables frequently 
amended in supplements. Moreover, the 
abbreviations used in tariffs are common 
ones (such as ‘Del.’ for Delaware, ‘C.L.’ 
for carloads, ‘S.U.’ for set up) and the 
user seldom has to consult the table. We 
have had no criticism as to the location 
of this table of explanations—a fact 
which we attribute to the very limited 
use made of the table. But we raise 
the point of its location in this ques- 
tionnaire since in original tariffs it usu- 
ally appears just ahead (but under a 
different title) of the explanation of 
general reference marks, and if the lat- 
ter is to be moved to the rear of the 
tariff a question should be raised as to 
the desirability of keeping the two sub- 
jects in the same locality. 

“Accordingly, in the second question 
the affirmative choice before you is (1) 
to leave the table explaining abbrevia- 
tions where it is in the forepart of tariffs; 
or (2) transfer it to the rear with the 
explanations of general reference marks 
— the two by appropriate 

itles.” 


Scope of Four Transport 


Zones of Army Delineated 


By its general order No. 55, the De- 
bertment of the Army has defined the 
territorial scope of each of four trans- 
portation zones, plans for the establish- 
ment of which were announced recently 
oy the Army Chief of Transportation 
(.W., June 7, p. 31). 


According to the general order, the 
“rst transportation zone, with headquar- 


ters in Pittsburgh, Pa., will be established 
September 1 and will comprise the states 
of Maine, Vermont, New Hampshire, 
Massachusetts, Connecticut, Rhode Is- 
land, New Jersey, New York, Pennsyl- 
vania, Virginia, Maryland, Delaware, 
West Virginia, Ohio, Indiana and Michi- 
gan. 

The second transportation zone, with 
headquarters in Memphis, Tenn., will be 
established October 1 and will consist of 
the states of North Carolina, South Caro- 
lina, Georgia, Florida, Alabama, Okla- 
homa, Kentucky, Tennessee, Mississippi, 
Arkansas, Louisiana and Texas. The 
third zone, with headquarters in St. 
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Louis, Mo., will be established August 1, 
and will comprise the states of Wiscon- 
sin, Illinois, Minnesota, Iowa, Missouri, 
North Dakota, South Dakota, Nebraska 
and Kansas. Establishment of the fourth 
zone will be effected November 1. Its 
headquarters will be in Salt Lake City, 
Utah. Constituting the zone will be the 
states of Montana, Wyoming, Colorado, 
New Mexico, Idaho, Utah, Arizona, Ne- 
vada, Washington, Oregon and Cali- 
fornia. 


A.T.A. Freight Claim Council Announces 
Winners of Claim Prevention Contest 


S. T. Meadors Elected Chairman at Membership Meeting in Omaha. 
Shippers Join Motor Carriers in ‘Claim Progress’ Presentation. 
To Hold 1953 Membership Meeting Next June in Minneapolis. 


By N. C. HUDSON 


A “claim progress” meeting at 
which a dozen shippers joined with 
125 highway carrier representatives 
in a discussion of mutaul freight 
claim problems, the morning of June 
19, was a feature of the fifteenth 
annual membership meeting of the 
National Freight Claim Council of 
the American Trucking Associations, 
Inc., held June 17-20 in the Hotel 
Paxton, Omaha, Neb. 


J. R. Mathews, Great Southern Truck- 
ing Co., Jacksonville, Fla., council chair- 
man, introduced M. I. Adams, traffic 
manager, Cutler-Hammer, Inc., Milwau- 
kee, member of the freight prevention 
committee of the National Industrial 
Traffic League, who presided at the ship- 
per presentation. 

R. A. Propf, Jr., of Geo. A. Hormel, 
Austin, Minn., urged the motor carrier 
industry to develop a uniform method 
of refrigerating perishable commodities. 
Today each carrier has his “pet method,” 
said Mr. Propf. Terming the problem of 
obtaining adequate refrigeration a major 
one with shippers of perishable meats, 
he said his firm would be happy to co- 
operate with anyone undertaking a study 
to develop standard truck refrigeration 
systems and handling procedures. 

E. C. Conn, of the aircraft engine 
division, Ford Motor Co., Chicago, said 
that 90 per cent of his damage claims 
were due to poor stowage of the freight 
in the trucks. Often, fragile instruments 
were placed on the floor, and heavier 
freight piled on top, he said. Motor 
carriers in the Chicago area were im- 
proving their stowing practices, said Mr. 
Conn. 

Two shippers—A. F. Bowman, of J. R. 
Watkins Co., Winona, Minn., and O. W. 
Galloway, Pillsbury Mills Inc., Minneap- 
olis—criticized highway carriers for re- 
fusing to answer their letters concerning 
freight claims. 

Mr. Bowman said that many small 
truck lines would not acknowledge his 
letters. 

“Truckers have a tendency, not found 


in the railroad industry to ‘pass the 
buck’ on interline shipment claims,” he 
said. 


Mr. Bowman said that his firm would 
be glad to accept any of its shipments 
that carriers were holding for salvage, 
and would pay something for such ma- 
terial. 


Mr. Adams observed that highway car- 
riers should realize that the fairest price 
for salvaged freight was that offered by 
the shipper or receiver of the commodity, 
for they knew its true value. 


“You can always do a better salvage 
job with them,” he said. “The traffic 
department is the right department to 
handle salvage. That will help cut down 
claim costs.” 

Mr. Galloway said that one of Pills- 
bury’s great problems was the “horrible” 
claim situation with motor carriers. 

“Sometimes we write letters for years, 
and they are not answered,” he said. 
“I have written seven successive letters 
to one motor carrier and have not re- 
ceived one reply. We spend more time 
with the truck lines in getting our 
claims paid than we do with all the 
railroads of the country, though most of 
our tonnage moves by rail. Handling 
claims is part of the service which a 
carrier should render its shipper cus- 
tomers.” 

Carriers should not hold up shipper’s 
claim adjustments, he said. 

“We figure our claims should be paid 
in 60 days.” 

Mr. Galloway said the number of 
trucks leaving their terminals with heavy 
freight piled atop light freight was “ap- 
palling.” He particularly urged carriers 
not to stow food products alongside oil, 
onions, or other contaminants, saying 
that was one important cause of his 
freight claims. 

The motor freight industry was 
praised for its good freight handling by 
Howard W. Huntington, Major Appliance 
Co., Omaha. 

“We don’t have as much damage to our 
truck shipments as to our railroad ship- 
ments,’ he said. “Our problem is loss 
of freight—both as shipper and con- 
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signee. One of our problems results 
when we receive merchandise and ware- 
house it for several months, then ship 
it to a dealer to find concealed damage.” 
Stanley Kantowicz, Spiegel, Inc., Chi- 
cago, and chairman of the claim preven- 
tion committee of the Chain Store 
Traffic League, asked that motor carrier 
conferences, in listing over, short and 
damaged freight, show the name and 
address of the carrier having the 
freight, so that much correspondence 
could be eliminated and the freight 
reach its proper destination sooner. 
“Judging by the letters I have re- 
ceived from shippers and receivers, the 
motor carriers have made progress in 
handling claims,” said Mr. Kantowicz. 
He said his firm sought to use the 
services of those carriers who were mem- 
bers of the National Freight Claim Coun- 
cil, whenever possible, “because we find 
we get better service from such carriers.” 
“You have good regional committees 
all over the United States, who see that 
we get prompt results on the claims we 
file,” said Mr. Kantowicz. 


Describes Syracuse Plan 


Cc. H. Colyer, Carrier Corporation, 
Syracuse, N.Y., described the “shipping 
show” held May 19 under the sponsor- 
ship of the Traffic Club of Syracuse in 
the newly-remodeled local freighthouse 
of the New York Central System. Two 
thousand people from the shipping and 
transportation industries attended the 
one-night exposition, and studied the 48 
exhibits presented by shippers, box mak- 
ers, steel strapping manufacturers, tape 
manufacturers, the A.T.A., trailer manu- 
facturers, railroads, airlines, and manu- 
facturers of materials handling equip- 
ment, he said. Several films were shown, 
a professional floor show was presented, 
and 16 door prizes contributed by local 
industries were given away. An admis- 
sion of $1 was charged. 

“We in Syracuse feel that the results 
of this venture are most gratifying and 
will contribute much to loss and damage 
prevention,” said Mr. Colyer. “We hope 
the Syracuse plan will appeal to other 
transportation groups and will encour- 
age similar shows elsewhere. The fact 
that the planning, development and con- 
duct of this exposition was the result of 
unselfish cooperation among represent- 
atives of all modes of transportation and 
industry is an outstanding example of 
what makes America great.” 

Mr. Adams said that a study of the 
experience of N.I.T.L. members indi- 
cated that the highway carriers were do- 
ing a good job of handling claims, and 
that the council was achieving very fa- 
vorable results. 


Praise From Shippers 


Mr. Kantowicz addressed the June 19 
luncheon, recalling the tremendous prog- 
ress made by the council and the in- 
dustry since 1944. He had recently re- 
ceived a letter from one shipper which 
expressed the feeling of the Chain Store 
Traffic League membership, he said. He 
quoted the letter’s conclusion: 

“To the National Freight Claim Coun- 
cil and all its regional chairmen, we say, 
‘Thanks very much for your coopera- 
tion.’ ” 

The problems of overage freight and 
shortages deserved serious consideration 
from council members, said the speaker. 
He urged each carrier to take care of 


overage freight promptly, as a means 
of eliminating many costly freight 
claims. 

A recent statistical table released by 
the council indicated that in 1951 motor 
freight shortage claims had risen be- 
yond the 1950 level, as had claims due 
to thefts, the two factors amounting to 
about one-third of all causes reported, 
said Mr. Kantowicz. 

“If we take shortages, accounting for 
29.68 per cent of motor carrier claims in 
1951; thefts, 3.15 per cent; handling, 
35.70 per cent; delay, 0.95 per cent, and 
equipment, 4.16 per cent, we get 173.64 
per cent, or approximately three-fourths 
of all causes due to some things which 
you claim and claim prevention people 
should be able to control,” he said. “If 
we go one step further and add to the 
73.64 per cent the 8.80 per cent caused 
by wreck and fire, we come up with 82.44 
per cent of controllable causes.” 

Poor handling should be listed as 
“Public Enemy No. One” on the high- 
way carriers’ claim prevention program, 
urged the speaker. He urged the car- 
riers to do away with unnecessary han- 
dling, and to modernize handling 
methods and equipment. 

At the afternoon session June 19 
Chairman Mathews reviewed the ob- 
servations presented by shippers and 
gave the carriers’ views on claim pre- 
vention problems. 

He urged shippers and receivers to co- 
operate with carrier employes in using 
tally sheets when loading and unload- 
ing. He suggested that fewer claims 
would result if volume shipments were 
shipped sealed under shipper’s load 
count. 

Some shippers urged pick-up drivers 
to load freight without offering the bill 
of lading by which the shipment could 
be checked, he said. 

“And some shippers are still filing 
claims for as low as 37 cents or 67 cents,” 
stated Chairman Mathews. “A claim 
can’t be processed for less than $2.50.” 

“It would be helpful to carriers if ship- 
ping rooms would consolidate the freight 
in groups for each carrier, and thus 
minimize losses.” 

He thanked Mr. Galloway and other 
shippers for their remarks, and said the 
council would investigate shippers’ com- 
plaints about highway carrier handling 
of freight claims. 

T. W. O’Neill, of Geo. F. Alger Co., 
Detroit, honorary chairman of the coun- 
cil, reported as chairman of the council 
committee on freight loss and damage 
prevention and education. The commit- 
tee had prepared a number of recom- 
mendations, including suggestions to 
avoid thefts and hijacking. and to ex- 
periment with shock recorders, said Mr. 
O’Neill, and the suggestions would be 
circulated among council members. 

John M. Miller, council executive sec- 
retary, Washington, D.C., said that a 
large number of carriers had entered the 
council’s second annual claim prevention 
contest; he predicted 200 entrants for the 
1953 contest. 


D. G. Griffin, of the Southwestern 
Motor Freight Bureau, Dallas, reported 
that the Southwestern Motor Carriers 
Claim Council had formed 15 O. S. & D. 
claim prevention conferences at major 
interchange points. The conferences 
met regularly and exchanged lists of 
overage freight, and already had cleared 
about 2,000 shipments valued at $80,000, 
he said. 

Francis X. Dunleavy, Military Traffic 
Service, Department of Defense, Wash- 
ington, D.C., served as moderator at a 
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forum on government claim problems. 
Participants included Lt.-Col. M. A. 
Hoard, Jr., Department of the Army; 
Lt. R. L. Westdaul, Department of the 
Navy; J. C. Howard, U.S. Marine Corps; 
Spence Luke, Department of the Air 
Force, and James A. McDonnell and 
Francis Forti, both of the transportation 
division, General Accounting Office, ail 
of Washington, D.C. 

Mr. Dunleavy expressed the Depart- 
ment of Defense’s appreciation for the 
council’s efforts in reducing freight loss 
and damage, and said it was to be re- 
gretted that not all motor carriers were 
affiliated to the council. 

Lt.-Col. Hoard said the army was 
expanding its claim prevention activi- 
ties, and was setting up branch offices 
throughout the United States, which 
would bring it in closer contact with 
claim problems. 

Mr. McDonnell briefly outlined the 
functions of G.A.O. transportation divi- 
sion. It required about a year for the 
division “to settle your claim—we can’t 
do it in 60 days,” he said. 

The division did not assess claims 
against carriers where the _ involved 
amount was less than $10, he said, sug- 
gesting that the carriers, too, be guided 
by such a minimum when filing claims. 

His division audited 9,500,000 bills of 
lading annually, and collected $50,000,000 
each year in overcharges from transpor- 
tation companies, said Mr. McDonnell. 
A reaudit of wartime government freight 
bills was permitting the government to 
collect $500,000 weekly in overcharges, 
he said. 


Prevention Session 


The June 18 session was devoted to 
freight loss and damage prevention, and 
was conducted by the committee on 
freight loss and damage prevention and 
education, headed by Mr. O’Neill. 

The membership approved a number 
of recommendations on preventing loss 
and damage to freight, and approved a 
proposal that the recommendations be 
published in a claim prevention pam- 
phlet. 

Among the proposals voiced at the all- 
day session were the following: 

That truck and trailer manufacturers 
consider equipping vehicles with movable 
bulkheads or gates. 

That more motor carriers use impact 
recorders, and Polaroid cameras in claim 
prevention work. 

Following reports by several carriers of 
the difficulty experienced in handling 
food stuffs and high-valued chemicals 
in multi-wall paper bags, a subcommittee 
was appointed to consider this problem. 
M. C. Dalton, Jr., Atlanta, Ga., was 
named chairman. 

A similar subcommittee, headed by 
Glen Jacob, Be-Mac Transport Co., St. 
Louis, was appointed to study the prob- 
lem of handling carpeting packaged only 
with burlap covering, and to make recom- 
mendations. 


In a discussion of dunnage, some car- 
rier claim experts reported using success- 
fully a combination platform and bulk- 
head, consisting of a 4x8-foot piece of 
plywood. It was suggested that carriers 
experiment with disposable units of 
moisture-proof fiberboard as dunnage be- 
tween rough freight and cartoned goods. 
One carrier reported good results from 
keeping a supply of scrap lumber on 
hand in his terminals, from which load- 
ers built barricades to separate rough 
freight from easily-damaged goods. 

The use of wall loading-charts, show- 
ing instructions for loading each corm- 
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Pictured here with other officials are the winners of the A.T.A. National Freight Claim Council’s 


1951 national claim prevention contest. 


Left to right: S. E. Kantowicz, assistant traffic manager of 


Spiegel, Inc., Chicago, chairman of the contest judges and chairman of the Chain Store Traffic 

League’s committee on claims and claim prevention; J. A. Ebeling, vice-president, Olson Transpor- 

tation Co., Green Bay, Wis., first place winner; A. J. Hunter, general claim agent, Olson Trans- 

portation Co.; Harry D. Lorance, Super Service Motor Freight Co., Nashville, Tenn., second place 

winner; Max Cooke, McLean Trucking Co., Winston-Salem, N.C., third place winner, and John M. 
Miller, executive secretary of A.T.A.’s National Freight Claim Council. 


modity, for the benefit of inexperienced 
dockmen, was recommended by two car- 
riers. 

One carrier claim prevention official 
reported he had patented a blade guard 
to fit over the lip of two-wheel hand 
trucks, to prevent damage to such freight 
as carpeting. 


Discusses Highway Needs 


Charles B. Rawson, editor, Commercial 
Car Journal, Philadelphia, spoke at the 
June 18 luncheon. Mr. Rawson said 
that the most pressing problem con- 
fronting the motor carrier industry was 
the need for adequate highways. Forty 
associations were supporting the P.AR. 
—— Adequate Roads) program, he 
said. 

The results of the Maryland road 
tests had been distorted by railroad 
spokesmen and by politicians, the 
speaker asserted. The subsoil under 
the test roads was the poorest possible, 
he said, adding that the official test 
report, in paragraph 13, said that had 
the soil been A-1, the tests showed that 
all of the loads tested were below the 
capacity of the roads. 

“We do need more and better high- 
ways, they are going to cost money, let 
us see that the costs are put on the 
right shoulders,” Mr. Rawson concluded. 


Report of John Miller 


Executive Secretary Miller, reporting 
to the opening session of the annual 
membership meeting, June 17, said that 
experience had shown that those motor 
carriers placing their claim departments 
on an equal level with other depart- 
ments, such as traffic, sales, accounting, 
and safety, enjoyed advantages over 
carriers placing their claim departments 
in a subordinate position. 

Mr. Miller said that competition had 
greatly increased, both among motor 
carriers, and between the motor freight 
industry and its competitors. 

_ “Lost business is becoming increas- 
ingly difficult to replace,” he said. 
“freight salesmen in some sections are 
looking high and low for tonnage and 
many of them are having no success. 
The progressive operators have built 
icnces around their accounts—they are 
taking no chances on losing tonnage. 
The industrial traffic manager has been 
restored to his former position where he 
can insist upon satisfactory service. The 


motor carrier which has not developed 
the habit of giving that service is not 
any longer able to sit back and wait for 
a share of that tonnage which at one 
time was given to him despite poor 
service.” 

Customers were demanding today that 
the motor carrier not only move their 
goods expeditiously, but that the carrier 
promptly handle their claim when goods 
were lost or damaged, he said. 

Complaints received by the staff indi- 
cated that some carriers were still fail- 
ing to acknowledge claims promptly or 
investigate them promptly, and were 
“passing the buck” where a connecting 
line was involved, stated Mr. Miller. 

Any motor carrier settling less than 
50 per cent of its claims within 30 days 
was doing a very poor job, and was 
harming the entire industry, the speaker 
asserted. . 

Mr. Miller reported that membership 
in the freight claim council had grown 
from less than 900 members in 1946 to 
approximately 1,800 today. 

Hoy Stevens, assistant secretary, re- 
ported that a revised and enlarged 
edition of the “Drivers and Dockmen 
Freight Handling Manual” would be 
available later this year. 


Rules Revisions 


The council discussed more than a 
scare of proposals to revise various 
freight claim rules. 

A proposal to add a 120-day limita- 
tion to the application of Rule 8 (e) was 
approved. The revised rule will read: 

“Claims for concealed loss or con- 
cealed damage to freight identified as 
having had prior transportation to a 
warehouse or other ‘storage point, and 
which is reshipped within 120 days after 
delivery to such warehouse or other 
storage point and which has not been 
opened for inspection prior to final 
transportation by motor carrier, shall be 
settled upon basis of mileage prorate 
from first shipping point to final des- 
tination.” 

The membership approved a proposal 
that council officials continue to assist 
traffic bureaus representing shippers and 
receivers in securing prompt handling of 
claims filed with motor carriers. 

Also approved was a proposal to revise 
Rule 54 by raising from $1 to $2 the 
voucher minimum on pro-ratable claims 
exchanged between carriers. 
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Trophies and certificates of merit were 
awared in the council’s second annual 
claim prevention contest, at a banquet 
the evening of June 19, in the Livestock 
Exchange Building, South Omaha. Hugh 
C. Peters, Watson Bros. Transportation 
Co., Omaha, was toastmaster. Trophies 
and certificates were presented by Mr. 
Kantowicz, one of the three judges. 
Other pudges in the national contest 
were A. H. Schwietert, traffic director, 
Chicago Association of Commerce and 
Industry, and Frank Purse, district di- 
rector of the Commission’s Bureau of 
Motor Carriers, Chicago. 

First place for outstanding leadership 
went to the Olson Transportation Co., 
Green Bay, Wis. The second award win- 
ner was the Super Service Motor Freight 
Co., Inc., Nashville, Tenn., and third 
place went to McLean Trucking Co., 
Winston-Salem, N.C. 

Citations for special recognition went 
to Consolidated Freightways, Portland, 
Ore.; Garrett Freightlines, Inc., 
Pocatello, Idaho; Great Southern Truck- 
ing Co., Jacksonville, Fla.; Miller Motor 
Express, Inc., Charlotte, N.C.; Branch 
Motor Express Co., New York City; The 
Baltimore Transfer Co., Baltimore, Md., 
and Scherer Freight Lines, Ottawa, IIl. 

The following carriers received certifi- 
cates of merit: 

Akers Motor Lines, Inc., Gastonia, 
N.C.; Geo. F.. Alger Co., Detroit; Asbury 
System, Los Angeles; Associated Truck 
Lines. Grand Rapids, Mich.; The Balti- 
more Transfer Co., Baltimore; Be-Mac 
Transport Co., Inc., St. Louis; Boyce 
Motor Lines, Canandaigua, N.Y.; Branch 
Motor Express Co., New York; C & D 
Motor Delivery Co., Cincinnati; Camp- 
bell “66” Express, Inc., Springfield, Mo.; 
Chippewa Motor Freight, Inc., Bloomer, 
Wis.; Coffey’s Transfer, Alma, Neb.; 
Consolidated Freightways, Portland, 
Ore.; Couch Motor Lines, Shreveport, 
La.; Decatur Cartage Co., Chicago. 

ET & WNC Transportation Co., John- 
son City, Tenn.; Eastern Motor Dispatch, 
Inc., Columbus, Ohio; Eastern Motor 
Express, Terre Haute, Ind.; Express 
Freight Lines, Inc., Milwaukee, Wis.; 
Garrett Freightlines, Inc., Pocatello, 
Idaho; Gillette Motor Transport, Inc., 
Dallas; Glendenning Motorways, Inc., St. 
Paul; Great Southern Trucking Co., 
Jacksonville, Fla.; Harrington Transport 
Co., Oklahoma City, Okla.; Hooker Mo- 
tor Freight, Inc., Grand Rapids, Mich,; 
Huber & Huber Motor Express, Inc., 
Louisville, Ky.; Husmann & Roper 
Freight Lines, St. Louis; Indianapolis 
Forwarding Co., Chicago; Kimbel Lines, 
Inc., Cape Girardeau, Mo.; Masten 
Trucking Co., Inc., Milford, Dela.; Mc- 
Lean Trucking Co., Winston-Salem, N.C. 

Middle Atlantic Transportation Co., 
New Britain, Conn.; Middle States Motor 
Freight, Inc., Cincinnati; Miller Motor 
Express, Charlotte, N.C.; Needham’s Mo- 
tor Service, Inc., Philadelphia; The O.K. 
Trucking Co., Cincinnati; Olson Trans- 
portation Co., Green Bay, Wis.; Quinn 
Freight Lines, Brockton, Mass.; Red Ad- 
row Freight Line, Inc., Houston; Rodgers 
Motor Lines, Scranton, Pa.; Saginaw 
Transfer Co., Inc., Saginaw, Mich. 

Scherer Freight Lines, Ottawa, IIl.; 
Silver Fleet Motor Express, Inc., New 
Britain, Conn.; Silver Wheel Motor 
Freight, Inc., Albany, Ore.; Southern 
Express, Inc., Dallas; Sunset Motor 
Lines, Inc., San Angelo, Tex.; Super 
Service Motor Freight Co., Nashville; 
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Suwak Trucking Co., Washington, Pa.; 
Valley Express Co. & Valley Motor Lines, 
Fresno, Calif., and Wilson Freight For- 
warding Co., Cincinnati. 

Some of the winning claim prevention 
exhibits were displayed. They consisted 
of statistical analysis of claim payments 
by causes and commodities for 1951, 
maintained on A.T.A. standard forms, 
filed semi-annually with A.T.A.; outline 
of claim prevention program; outline of 
carrier’s O. S. & D. program; statement 
describing management support of claim 
prevention work; accomplishments and 
results of program; statement of claims 
received, claims paid, and claim ratio, 
and evidence that the majority of claims 
received were settled within 30 days. 


Claim Liability Clinic 


The final day’s sessions were devcted 
to a claim liability clinic, and a review 
of important cases on carrier liability by 
Mr. Miller and Edward J. Hoy, Jr., of 
the A.T.A. staff. Serving on the liability 
panel were Harry D. Lorance, Super 
Service Motor Freight Co., Nashville; W. 
L. Dennis, ET & WNC Motor Transpor- 
tation Co., Johnson City, Tenn., and Al- 
fred Joyce, Roadway Express, Akron. The 
problem of protective service was dis- 
cussed, Mr. Miller urging that the time 
had come for the industry to publish a 
protective service tariff. 


At the closing membership meeting, it 
was voted to hold the semi-annual win- 
ter meeting in December in Louisville, 
and the 1953 annual membership meet- 
ing in June in Minneapolis, the exact 
dates to be set by the officers. 


Cc. S. Cornelius, district supervisor, 
Commission’s Bureau of Motor Carriers, 
Omaha, addressed the June 20 luncheon. 
Speaking informally on the Commis- 
sion’s approach to carrier claims, he 
praised the Omaha motor carriers for 
their cooperation. 


Election of Officers 


Sam T. Meadors, Red Arrow Freight 
Lines, Inc., Houston, Tex., was elected 
chairman of the council to succeed J. 
R. Mathews. Harry D. Lorance, Super 
Service Motor Freight Co., Nashville, was 
elected first vice-chairman, and Max 
Cooke, McLean Trucking Co., Winston- 
Salem, N.C., was elected second vice- 
chairman. 


The council approved a motion to add 
four alternate members to the three- 
member claims arbitration committee. 
The following were elected to that com- 
mittee: Members: H. C. Brown, Consoli- 
dated Freightways, Inc., Portland, Ore.; 
H. D. Lorance and J. L. Hopkins, Akers 
Motor Lines, Gastonia, N.C.; alternates: 
T. W. O’Neill, Edward Morgan, W. P. 
Downey, and Martin Long. 


A motion carried that the three officers 
of the council serve as an appeals com- 
mittee. 


The following were elected to member- 
ship on the national freight claim com- 
mittee, the regional chairmen being men- 
tioned first in each case: 


Region 1: Ralph R. Melendy, South- 
western New Hampshire Transportation 
Co., Wilton, N. H.; L. D. Bailey, St. 
Johnsbury Trucking Co., St. Johnsbury, 
vt.; G. D. Johnston, Middle Atlantic 
Transportation Co., New Britain, Conn.; 
C. L. Fox, Fox & Ginn, Inc., Bangor, Me.; 
Maurice M. McCarthy, Wings’ Express, 
Inc., Haverill, Mass., and Russell B. Cur- 


nett, Arrow Transport Co., Providence, 
_ 2 

Region 2: Dan Gusaeff, Branch Motor 
Express, New York City; D. J. Scheckter, 
Associated Transport, Inc., New York 
City; Charles A. Bonacci, AAA Trucking 
Corporation, Trenton, N. J.; Donald 
Marsh, Boyce Motor Lines, Canandaigua, 
N.Y.; Noah Maislin, Maislin Brothers, 
New York City, and George F. Himsel, 
Liberty Motor Freight, Secaucus, N. J. 

Region 3: W. E. Maurer, Davidson 
Transfer & Storage Co., Baltimore, Md.; 
Robert A. Patterson, Rodgers Motor 
Lines, Scranton, Pa.; B. R. Manning, 
Baltimore Transfer Co., Baltimore; A. 
Markowitz, Helm’s New York & Pitts- 
burgh Motor Express, Pittsburgh; A. R. 
Wilkerson, Mason Trucking Co., Milford, 
Del., and A. H. Wooten, Victor Lynn 
Lines, Salisbury, Md. 

Region 4: J. L. Hopkins, Akers Motor 
Lines, Gastonia, N.C.; Frank Dull, Jr., 
Smith Transfer Corporation, Staunton, 
Va.; E. H. Sellstrom, Rutherford Freight 
Lines, Bristol, Va.; J. R. Mathews, Great 
Southern Trucking Co., Jacksonville, 
Fla.; M. C. Dalton, Jr., Southern Motor 
Carrier Rate Conference, Atlanta, Ga.; 
B. E. Nix, Atlanta-New Orleans Motor 
Freight, Atlanta; C. C. Helms, Johnson 
Motor Lines, Charlotte, N. C., and W. P. 
Mearkle, Griggs Trucking Co., Ruby, 
S.C. 

Region 5: William Dennis, ET & WNC 
Motor Transport Co., Johnson City, 
Tenn.; E. H. Blake, Huber & Huber 
Motor Express, Inc., Louisville, Ky.; 
J. R. Hasson, Dixie Highway Express, 
Meridian, Miss.; A. E. Spadie, Silver 
Fleet Motor Express, Louisville; James I. 
Page, Spanish Trail Transport, Mobile, 
Ala.; Martin Long, The Mason & Dixon 
Lines, Inc., Kingsport, Tenn., and Rich- 
ard Gadd, Jack Cole Co., Inc., Birm- 
ingham, Ala. 

Region 6: J. A. Brown, Jr., Eastern 
Motor Express, Terre Haute, Ind.; A. J. 
Evenson, Decatur Cartage Co., Chicago; 
Raymond J. Leuser, Spector Motor Serv- 
ice, Chicago; M. A. Wilson, Mercury 
Motorways, South Bend, Ind.; P. M. 
Greenberg, Werner Transportation Co., 
Chicago; Ralph Harlan, Security Cart- 
age Co., Ft. Wayne, Ind.; W. P. Herbst, 
Dohrn Transfer Co., Rock Island, III; 
Paul S. Stonerock, Courier Express, 
Logansport, Ind., and W. R. Federle, 
Indiana Motor Rate and Tariff Bureau, 
Indianapolis. 

Region 7: L. C. Welch, Southern Ex- 
press, Dallas; Sam T. Meadors; Harry 
Duckworth, Yellow Transport Co., Dallas, 
D. G. Griffin, Southwestern Motor 
Freight Bureau, Dallas; R. O. Logan, 
T. S. C. Motor Freight Lines, Houston; 
E. D. Trust, Couch Motor Lines, Shreve- 
port, La.; R. F. Thames, Sunset Motor 
Lines, San Angelo, Tex.; Walter A. 
Miles, New Orleans Motor Carrier As- 
sociation, New Orleans; H. B. McManus, 
Southwestern Transportation Co., Tex- 
arkana, Tex.; Loren Pendergast, Jones 
Truck Lines, Inc., and E. Groh, Keys- 
town Freight Lines, Tulsa, Okla. 


Region 8: Glen J. Jacob, Be-Mac 
Transport Co., St. Louis; R. R. Sullivan, 
Des Moines Transfer Co., Des Moines; C. 
E. Martin, Campbell “66” Express, Inc., 
Springfield, Mo.; Hugh C. Peters, Wat- 
son Bros. Transportation Co., Omaha; 
Les T. Osborn, The Santa fe Trail 
Transportation Co., Wichita, Kan., and 
H. F. Roessel, Toedebusch Transfer, Inc., 
St. Louis. 


Region 9: John V. Lund, Dakota 
Transfer & Storage Co., Minneapolis; 
A. F. Nash, Motor Transport Co., Mil- 
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waukee; Seymour Holley, Glendenning 
Motorways, St. Paul; Jack Kriha, Mur- 
phy Motor Freight Lines, Inc., St. Paui; 
A. J. Hunter, Olson Transportation Co., 
Green Bay, Wis.; R. C. Horn, Albrent 
Freight & Storage Co., Wausau, Wis., ard 
A. W. Aish, Buckingham Transportation 
Co., Rapid City, S.D. 

Region 10: A. J. Fregeau, Weicker 
Transfer & Storage Co., Denver; R. &. 
Yeamnan, Salt Creek Freightways, Cas- 
per, Wyo.; J. C. Donahue, Ringsby Truck 
Line, Denver; Roy B. Adams, Denver- 
Chicago Trucking Co., Denver; J. R. 
Arnold, Northeastern Motor Freight, 
Denver; George Garrett, McKie Trans- 
fer Co., Longmont, Colo.; V. R. Peters, 
Independent Truckers, Inc., Denver, and 
Boyd C. Gunderson, Arrowhead Freight- 
lines, Salt Lake City. 


Region 11: H. C. Brown, Consolidated 
Freightways, Inc., Portland, Ore.; Roy 
Badham, Pacific Highway Transport, 
Inc., Seattle; Ross G. Waters, Garrett 
Freight Lines, Inc., Pocatello, Idaho; W. 
G. King, Inland Motor Freight, Spokane; 
Leo Cassidy, Oregon Motor Transport 
Association, Portland; Weldon R. Sloan, 
Pierce Freight Lines, Portland, and 
Harold H. Bille, Intercity Auto Freight, 
Tacoma. 


Region 12: R. V. Walker, Pacific In- 
termountain Express, Oakland, Calif.; 
Harold Forell, Asbury Systems, Los An- 
geles; John F. Pinney, Western Trans- 
portation Co., Los Angeles; Harry E. 
Hassett, Motor Truck Association of 
Southern California, Los Angeles; Roy 
H. Dahlberg, Truck Owners Association 
of California, San Francisco; Floyd V. 
Browne, Mavajo Freight Lines, Los An- 
geles; O. H. Foote, Western Truck Lines, 
Los Angeles, and W. O..Reed, California 


Motor Express, San Francisco. 
Region 13: Alfred Joyce, Roadway Ex- 


press, Akron, Ohio; Max Demaray, 
Transamerican Freight Lines, Detroit; 
W. P. Downey, Eastern Motor Dispatch, 
Columbus, Ohio; T. W. O’Neill, Geo. F. 
Alger Co., Detroit; Clement M. Stone, 
Associated Truck Lines, Grand Rapids, 
Mich.; B. H. Parke, Norwalk Truck Line 
Co., Norwalk, Ohio; John Quist, Wilson 
Freight Forwarding Co., Cincinnati; R. 
H. Miller, Earl C. Smith, Inc., Port 
Huron, Mich.; E. J. Buikema, Inter- 
state Motor Freight Systems, Grand 
Rapids, Mich.; W. J. Fisher, White Owl 
Express, Inc., Pontiac, Mich., and R. E. 
Armentrout, Trojan Freight Lines, Day- 
ton, Ohio. 

The council adopted a resolution ex- 
pressing its appreciation for the hos- 
pitality received in Omaha, thanking 
the Hotel Paxton, city officials, the 
Falstaff Brewing Co., guest speakers, 
judges of the claim prevention contest, 
retiring Chairman Mathews, Hugh 
Peters and the local arrangements com- 
mittee, Secretary Miller, and Assistant 
Secretary E. J. Hoy, Jr. A _ resolution 
was addressed to Robert J. Bayer, editor, 
TRAFFIC WorLD, who is ill, expressing 
hope for his speedy recovery. 


Approximately 250 members and guests 
attended the Omaha meeting. 


A ladies’ entertainment program in- 
cluded a luncheon June 17 at the Omaha 
Athletic Club; a luncheon June 18 at the 
Falstaff Brewing Co.; a bus tour to Boys 
Town, June 19, and a luncheon at Hill- 
top House June 20. Council membe:s 
and guests attended a Western League 
baseball game between Omaha ard 
Wichita, the evening of June 18, and a 
cocktail party and reception for in- 
coming council officers, June 20, in the 
American Legion Club. 
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Ohio Valley Board Asks Additional Cars Lcnetanmemnan WEEK 


To Move Expected Heavy Grain Harvest 


Adopts Resolution Calling on A.A.R. Car Service Division and 
Commission’s Bureau of Service to Take ‘Immediate Steps’ to Boost 
Board’s Car Supply. Forecasts 7.7 Per Cent Decline in Carloadings. 


By R. W. BARROW 


A resolution asking that the car 
service division of the Association of 
American Railroads and the Bureau 
of Service of the Commission “take 
immediate steps to relieve the car 
shortage” in the territory of the 
Ohio Valley Transportation Advisory 
Board so that sufficient cars will be 
on hand to move an expected heavy 
grain crop in the territory was 
adopted by the board June 18 at its 
regular quarterly meeting in the 
Hotel Antlers, Indianapolis, Ind. 


The board also adopted a resolution 
voicing its support of S. 2355, the so- 
called section 22 “rate finality” bill. Un- 
der provisions of the bill agreements be- 
tween carriers and the federal govern- 
ment for transportation of passengers 
and freight at reduced fares or rates 
negotiated under section 22 of the inter- 
state commerce act would not be subject 
to subsequent suits for reparation by the 
government. According to Mendel 
Keith, traffic manager, Columbus (O.) 
Coated Fabrics Co., who gave the report 
of the legislative committee, and who 
moved that the resolution be adopted, 
the bill had the support of most ship- 
pers. 

The resolution asking that more cars 
be made available to the territory to 
move the expected heavy grain crop 
was introduced by Freeman Bradford, 
general manager of the Indianapolis 
Board of Trade, who said that additional 
cars would be necessary to move a grain 
crop in the states of Illinois, Indiana 
and Ohio, totaling more than 100,000.- 
000 bushels, the “second largest crop 
of soft winter wheat in history.” 


The resolution read as follows: 


“Whereas the soft winter wheat belt 
shows every indication of being the sec- 
ond largest wheat crop of record, 

“And, whereas the harvesting of such 
wheat will be at its height in the next 
ten days or two weeks, 

“And whereas there is already a short- 
age of Class A box cars for loading such 
wheat, 

“And, whereas the rail carriers serv- 
ing the wheat territory are by order 
compelled to deliver empty box cars to 
the western lines for loading wheat and 
especially to lines serving the northwest 
spring wheat territory which wheat is 
not yet near the harvesting season, 

“And, whereas the western lines are 
prohibited from returning eastern line 
cars to eastern lines except under load 
with the result that a surplus of cars 

‘ow exists in western territory, 

“Therefore, be it resolved by Ohio 
valley Transportation Advisory Board 
shippers that the car service division of 
‘he A.A.R. and the Bureau of Service of 

“e Commission be petitioned to take 
imediate steps to relieve the car short- 
22e in this territory, and be it further 





resolved that a copy of the resolution 
be furnished to the several operating of- 
ficials of the principal rail lines serving 
the wheat territory of Illinois, Indiana 
and Ohio.” 

In a discussion of the resolution, J. J. 
Kelley, manager, military transportation 
section of the A.A.R., Washington, D.C., 
who previously reported on national 
transportation conditions, said that there 
were no cars being stored in the north- 
west, but that they were being moved 
there to move last year’s grain crop. 

The cars now in the southwest are all 
home-owned, he reported, and said that 
railroads serving the grain shippers of 
the Ohio valley had a 100 per cent own- 
ership. Three of the largest railroads in 
the board’s territory had an ownership 
of 94, 99 and 104 per cent, respectively, 
he said. 

“So the railroads here are not being 
discriminated against,” he asserted. 

“Ownership figures mean nothing,” 
Mr. Bradford replied. It was the number 
of good cars suitable for grain loading 
which counted, he said. 


Featured speaker at the luncheon ses- 
sion of the board was Dr. Lynd Esch, 
president of Indiana Central College, 
Indianapolis, who spoke on “Freedom Is 
Not Free.” The luncheon session was 
co-sponsored by the Indiana State 
Chamber of Commerce, the Indianapolis 
Traffic Club, the Indianapolis Chamber 
of Commerce, and the Indianapolis 
Board of Trade. 


Presiding throughout the meeting was 
general Chairman A. C. Coyle, traffic 
manager of Johns-Manville Products 
Corporation, Richmond, Ind. 


Third Quarter Loading Forecast 


The board forecast a decline of 7.7 per 
cent in regional carloadings in July, Au- 
gust and September of this year, com- 
pared with the same period last year. 
It estimated that carloadings in the 
third quarter would total 939,944, com- 
pared with 1,017,892 cars loaded in the 
third quarter of 1951. 


Of 18 major commodities included in 
the board’s forecast, increases were pre- 
dicted for 14, and decreases for four. 


The greatest expected increase, 4.2 per 
cent, will come in the loadings of flour, 
meal and other mill products, which 
are expected to rise from 11,911 in the 
third quarter of 1951, to 12,411 in the 
coming quarter. Other commodities for 
which increases are predicted are: Agri- 
cultural implements, 4.2 per cent; grain, 
3.9 per cent; gravel, sand and stone, 3.3 
per cent; fertilizer, 2.4 per cent; petro- 
leum and petroleum products, 1.9 per 
cent, and food products in cans and 
packages, 1.8 per cent. 

Among the commodities for which de- 
creased loadings are forecast are: Coal 
and coke, 9.4 per cent; cement, 8.5 per 
cent; paper, paper board and prepared 
roofing, 3.9 per cent; and livestock, 2.5 
per cent. . 


Loadings of coal and coke, largest com- 
modity handled in Ohio board territory, 
are expected to decline from 845,355 car- 
loads in the third quarter of 1951, to 
765,892 in the third quarter of this year. 
Reasons for the expected decrease were 
given as a heavy decline in coal exports, 
and a more than seasonal decline in 
domestic demand, “due to release of 
competitive heating equipment and fur- 
ther gas supplies.” 

Mr. Kelley, in reporting on national 
transportation conditions, said the 
United States was now going into a 
period in which the entire economy 
would be affected by military require- 
ments and demands. 

There was no indication that the mili- 
tary program would be relaxed in the 
light of present international conditions, 
he said. 

Heavy military demands for flat cars 
were causing the difficulty in meeting 
the commercial demands of shippers for 
flat cars, Mr. Kelley said. 

“Today, with flat car ownership 12,000 
less than in the last war, tanks are 
heavier and larger, with the result that 
in many cases we are able to get only 
one on a flat car, compared with two 
in the last war,” he said. 

To meet their needs, the military serv- 
ices were now building a large number 
of 80 to 100-ton capacity flat cars, Mr. 
Kelley reported, which would ease their 
demands on the railroads for this type 
of equipment. There were now 60 to 70 
such cars in active service, he said. 


Military Transportation Demands 


Illustrating the extent to which the 
military program was taxing the nation’s 
transportation system, Mr. Kelley re- 
ported that the M-47 tank, in addition to 
large quantities of iron and steel, re- 
quired one ton of chromium, one-half ton 
of manganese, three and a half tons of 
bauxite ore, and nearly one ton of cop- 
per. Much of this material had to be 
imported, and transported from ports, in 
many cases, involving long hauls, he 
said. 

The movement of troops and supplies 
to training centers, to ports of embarka- 
tion, and to overseas bases wouid con- 
tinue to require a large part of the 
nation’s transportation facilities, Mr. 
Kelley said. 

“Six tons of material must accompany 
each man on his initial trip overseas, 
and one ton of material must be sent 
each month thereafter for his mainte- 
nance and supply,” he reported. 

A. M. Harris, superintendent of freight 
transportation of the Pennsylvania Rail- 
road, Chicago, reporting as chairman of 
the railroad contact committee, said that 
the railroads in board territory had made 
preparations for moving the 1952 grain 
crop. 

The Pennsylvania, for instance, had 
been upgrading cars “to make them good 
grain cars” at the rate of 22 cars a day, 
he said. 

As to the freight car supply in board 
territory, Mr. Harris reported that there 
was a surplus of Grade B and rough 
freight box cars, “some tight spots” as 
far as Class A box cars were concerned, 
and a definite shortage of flat cars. 
There was no serious shortage of labor 
or materials and the bad order car situa- 
tion was similar to the 53 per cent 
figure existing nationally, he said. 

As to railroad service, car supply and 
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car condition generally, Mr. Harris re- 
ported that a recent survey of shippers 
in board territory indicated that there 
had been a 20 per cent improvement in 
service, a 56 per cent improvement in 
car supply and a 16 per cent improve- 
ment in car condition, for an over-all 
improvement of 30 per cent in the last 
year. 

The railroads were continuing their 
efforts to reduce car cleaning costs and 
turn-around time by inspecting cars on 
cleaning tracks to determine which ship- 
pers were neglecting to clean their cars, 
he said, and were reporting such in- 
formation-to local car efficiency commit- 
tees. 


Car Efficiency 


H. N. Hill, traffic manager of the West 
Virginia Steel & Manufacturing Co., 
Huntington, W.Va., chairman of the car 
efficiency committee, reported that car 
service order information was not reach- 
ing shippers promptly, and that it was 
the opinion of the committee that dis- 
semination of such information should 
be expedited. 

Urging full observance of car service 
rules, Mr. Hill reported that in some 
cities in board territory, one “chronic 
offender” often accounted for as much 
as 50 per cent of car detention. 

Turning to the dirty car problem, Mr. 
Harris said much improvement could be 
brought about by local car efficiency 
committees working in conjunction with 
local railroad freight agents. 

From eight to ten inches of dirt and 
debris had been recently found in some 
gondola cars in board territory, he re- 
ported. A similar situation had been 
found in hopper cars containing sand, 
gravel and coal, he said. 

R. J. Joyce, general traffic manager 
of the Central Ohio Paper Co., Columbus, 
O., reporting for the executive committee 
of which he is chairman, said a special 
committee had been set up to formulate 
a dirty car improvement program which 
would get results. The program would 
be reported at the next meeting, he said. 

There had been “some talk of placing 
a penalty in the tariffs assessing a charge 
on dirty cars” at the executive commit- 
tee meeting the preceding day, he re- 
ported. 

J. E. Kilgus, of International Harvester 
Co., Louisville, Ky., reported for the loss 
and damage prevention and less-carload 
committee in the absence of R. J. Tyler, 
committee chairman. 

The Louisville version of the “Griffin 
Plan,” which provided for speedier han- 
dling of  less-carload merchandise 
through the establishment of overhead 
cars to certain transfer points, had had 
“very gratifying results” in the last sev- 
eral months, Mr. Kilgus said. 

The Louisville Chamber of Commerce 
was presently publishing a guide, cov- 
ering about 7,000 points, which would 
be furnished to shippers interested in 
the plan, he said. The chamber also 
planned to contact various shippers in 
groups and explain the plan, he said, 
with “emphasis to be placed on the fact 
that the purpose of the guide is to chan- 
nel freight to certain destinations via 
specified routes, so that freight will be 
handled expeditiously and so that the 
carriers involved will have sufficient ton- 
nage available to make cars to scheduled 
points.” 

In connection with this plan, Mr. Kil- 


gus continued, “the committee’s atten- 
tion was directed to two articles in the 
(June 14) issue of TRAFFIC WORLD, men- 
tioning this plan and other means of 
recovering less-carload traffic which has 
been diverted to other modes of trans- 
portation.” 

“The committee strongly recommends 
that each board member read both of 
these articles,” he said. 

J. G. Young, chairman, traffic com- 
mittee of the Columbus (O.) Chamber 
of Commerce, gave a report on traffic 
committee topics, and Vern W. Porter, 
assistant transportation director of the 
Indiana State Chamber of Commerce, 
reported on “Transportation Planning 
for the Future.” 

Reporting for the publicity committee 
in the absence of committee chairman, 
Emil G. Stanley, executive vice-presi- 
dent and secretary of the Traffic Service 
Corporation, Chicago, was R. W. Barrow, 
editorial associate of TRAFFIC WORLD. 

J. P. Dockter, district manager for the 
A.A.R. car service division at Cincinnati, 
O., called on various railroad represent- 
atives to report on transportation con- 
ditions on their railroads. 

Following the presentation of the rail- 
road reports, Mr. Dockter said that the 
number of freight cars on order by Ohio 
valley railroads represented 49 per cent 
of the total cars on order in the entire 
United States. 

Mr. Coyle, before adjourning the meet- 
ing, called attention to the Chesapeake 
& Ohio Railroad advertisements out- 
lining the work and importance of the 
industrial traffic manager. 

Although it was his opinion that the 
local traffic manager should sell him- 
self, Mr. Coyle said such advertisements 
and all other efforts by the railroads to 
get to know the industrial traffic man- 
ager’s business would “do a lot in solving 
many of the problems” the board had 
today. 

The next board meeting would be held 
September 16 and 17 in Louisville, Ky., 
Mr. Coyle announced. 


Plans Made for A. S. T. & T. 
Conference and Seminar 


The second annual conference and 
seminar of the American Society of Traf- 
fic and Transportation will be held at 
the University of Pittsburgh in Pitts- 
burgh, Pa., September 11-12, F. Russell 
White, attendance chairman, has an- 
nounced. 

“It will be of the same high caliber as 
the one held in Chicago last year,” said 
Mr. White. “Speakers of national prom- 
inence will be there and a package charge 
of $20 has been arranged to cover the 
cost of registration, attendance at two 
noon luncheons and also attendance at 
the banquet that will be held the eve- 
ning of September 11. A very prominent 
speaker will address the banquet. The 
$20 fee should be sent to our national 
treasurer: Kenneth H. Jamieson, Ameri- 
can Society of Traffic and Transporta- 
tion, P.O. Box 875, Rochester 3, New 
You.” 


H. L. Underwood Retires 


H. L. Underwood, a member of the 
Commission’s legal group from 1929 to 
1934, and again from 1939 to the present 
time, has announced his retirement as 
of June 30. 

Mr. Underwood is a native of Bing- 
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hamton, N.Y. After a number of years 
in private law practice, Mr. Underwood 
served from 1907 until 1917 with the 
Department of the Interior, followed by 
nine years as an attorney in the Depari- 
ment of Justice, and as a special assist- 
ant to the Attorney General of the 
United States. In 1926 he returned to 
private practice in which he remained 
until 1929, when he joined the Com- 
mission’s staff. He served as an attor- 
ney and assistant director in the Bureau 
of Law. 

From 1934 to 1939, Mr. Underwood was 
principal assistant to the United States 
attorney for the District of Columbia. 

In November of 1939 he joined the 
Commission’s Bureau of Inquiry, later 
becoming its director. In 1926 he became 
a member of the staff of the Commis- 
sion’s chief counsel. 

Mr. Underwood became a member of 
the District of Columbia bar in 1926, 
and a member of the Supreme Court bar 
in 1919. 


Steam Locomotives Now 


Outnumbered by Diesel 
Power Units, Gass Says 


With the number of steam loco- 
motives retired from rail service in 
May having set “another all-time 
high record,” diesel locomotive 
ownership of the Class I roads as 
expressed in power units now 
amounted to 19,082 and exceeded, for 
the first time, the ownership of steam 
locomotives of those roads on the 
same date (June 1, 1952), said Chair- 
man A. H. Gass, of the car service 
division of the Association of Ameri- 
can Railroads, in his June report on 
the national rail transportation 
situation. 


The report showed that the number of 
serviceable steam locomotives owned on 
June 1 by the Class I roads was 16,252 
and that the number of diesel locomo- 
tives (not diesel power units) they owned 
on that date was 13,306. 

Serviceable freight cars owned by the 
Class I railroads and private refrigera- 
tor car lines controlled by such roads on 
June 1, Mr. Gass stated, totaled 1,742,902, 
or about 26,000 more than on June 1, 
1951, including gains of 5,000 box cars, 
8,000 gondolas and 6,000 hoppers. 


Grain Storage at Terminals 


After observing that “only 837 box 
cars were reported short for the week 
ended June 7,” Mr. Gass said that was 
“one indication of the present healthy 
box car supply available to meet the in- 
creases in requirements now starting.” 
He said that at this time last year the 
box car shortage averaged 3,324 cars. In 
the course of a discussion of the job the 
railroads faced in transporting grain this 
summer, Mr. Gass said: 

“While the terminals and sub-termi- 
nals all report a favorable storage situa- 
tion this year, 38.5 per cent occupied 
compared with 62.8 per cent last year, 
the car service division is taking no 
chances and has arranged for increased 
supervision. of all phases of terminal op- 
erations within the larger terminals. 
This supervision has been arranged 
through the cooperation of the local rail- 
roads which are supplying some of the 
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manpower and the terminal grain com- 
mittees of the various Shippers Advisory 
Boards who are assisting in operation of 
the plan. It is firmly believed that this 
plan will enable the grain movement to 
be successfully handled with less delay 
and will prevent congestion of important 
terminal facilities.” 


Mr. Gass presented information as to 
adequacy or inadequacy of supplies of 
various types of freight cars, essentially 
as follows: 

Stock cars—supply adequate, no diffi- 
culties anticipated in immediate future; 
hoppers and gondolas—supply ample on 
practically all lines, as result of steel 
strike; flat cars of special types—require- 
ments at high level and increasing; 
covered hoppers—requirements steadily 
increasing, a few light shortages re- 
ported; refrigerator cars—only prompt 
loading and prompt release and handling 
will prevent a shortage. 


Freight Car Utilization 


A slackening in the tempo of car utili- 
zation was “the natural result of de- 
creased freight traffic,” said Mr. Gass, 
as he reported that it had been estimated 
that net ton-miles per serviceable car 
per day in April this year averaged about 
964 as compared to 996 in the preceding 
month and 1,042 in April, 1951. Net 
ton-miles in April were 8.3 per cent be- 
low the corresponding figure for April, 
1951, and car shortages averaged less 
than 2,000 cars a day as compared with 
nearly 15,000 cars a day a year ago, he 
said. 

The report by Mr. Gass showed that 
the volume of export freight, excluding 
coal and coke, handled through the At- 
lantic, Gulf and Pacific coast ports in 
May totaled 91,933 cars, a decrease of 7 
per cent below the corresponding total 
for May, 1951, which was 99,113. 


Export grain unloaded at the ports in 
May totaled 22,355 cars, compared with 
30,150 in the same month last year, 
while other exports unloaded in May 
this year (except coal and coke) totaled 
60,573 cars, as against 59,624 in May, 
1951, according to the A.A.R. tabulation. 
Coastal freight unloaded at the ports in 
May, 1952, totaled 9,005 cars, or 4 per 
cent less than the total of 9,339 unloaded 
in the same month of last year. 


On the basis of five weekly car deten- 
tion reports made by rail agents in 765 
cities in May and sent to shippers’ car 
efficiency committees, said Mr. Gass, 
the average percentage of freight car 
detention in May was 14.62, compared 
with 14.00 for April this year and 13.67 
for May, 1951. 


“In May this year,” he said, “railroad 
agents in eleven districts reported to 
shippers’ car efficiency committees 2,263 
cases of consignees leaving dunnage, 
Strapping or other debris in cars after 
unloading.” 





!.C.C. Motor Bureau Head 
At Philadelphia Retires 


The Commission has announced the 
retirement of William L. Snodgrass as 
cistrict director in charge of district 
No. 3, Bureau of Motor Carriers, with 
neadquarters in Philadelphia, Pa., effec- 
tive June 30. 


Mr. Snodgrass will be succeeded on 
‘uly 1 by Charles O. Frey, now serving 


as district supervisor at Buffalo, N.Y., 
the Commission announced. 

Mr. Frey entered service of the Com- 
mission as district supervisor in 1936 and 
has served in Binghamton and Buffalo. 
Prior to his association with that agency, 
he served for approximately 14 years in 
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the motor carrier field, specializing in 
manufacturing, sales, financing and op- 
erations. 





Claim Prevention Program Emphasized 
At West Coast Shipper Board Meeting 


Pacific Coast Transportation Advisory Board Also Gives Attention 
To Freight Car Efficiency Activities. Increase of 4.6 Per Cent 
In Third-Quarter Loadings Forecast. Bills in Congress Discussed. 


Freight claim prevention needs 
were emphasized and car efficiency, 
transportation legislation and a fore- 
cast of rail freight loadings for the 
third quarter of this year were other 
matters that received attention at 
the eighty-eighth regular meeting 
of the Pacific Coast Transportation 
Advisory Board in the Bellevue hotel, 
San Francisco. 


George D. Cron, newly elected general 
chairman of the board and traffic man- 
ager of the Chevrolet-Oakland Division, 
General Motors Corporation, Oakland, 
Calif., presided at the meeting, which 
was attended by 457 shipping and trans- 
portation executives. 

The board’s estimate of loadings for 
the third quarter of this year indicated 
an over-all increase of 4.6 per cent. The 
major increases by commodity groups 
shown in the forecast were: Ore and 
concentrates, 24.2 per cent; gravel, sand 
and stone, 20 per cent; potatoes, 20 per 
cent; chemicals and explosives, 8.5 per 
cent; food products in cans and pack- 
ages, 5.4 per cent. The principal de- 
creases predicted were: Vegetables, 6.4 
per cent; flour, meal and other mill 
products, 5 per cent. 

On the first day of the two-day meet- 
ing there were six committee sessions. 
Attendance of 199 at the meeting of the 
freight claim prevention committee es- 
tablished a record for that group. Other 
committee sessions and the attendance 
figure for each were: Less-carload sub- 
committee, 56; central car efficiency com- 
mittee, 161; legislative committee, 10; 
railroad contact committee, 24, and exec- 
utive committee, 26. 

Newly appointed officers of the board’s 
railroad contact committee were an- 
nounced as follows: A. K. McNeill, super- 
intendent of transportation, Union Pa- 
cific Railroad, Salt Lake City, Utah, 
chairman; Grant S. Allen, superintend- 
ent of transportation (effective July 1) 
of Western Pacific Railroad, San Fran- 
cisco, vice-chairman, and R. D. Shelton, 
assistant general manager, of the Atchi- 
son, Topeka & Santa Fe Railway, Los 
Angeles, secretary. 


Loss and Damage Discussion 


The freight claim prevention com- 
mittee meeting was conducted by Ed- 
ward Rutherford, division traffic man- 
ager, Schenley Industries, Inc., Wine 
Division, Fresno, Calif., committee chair- 
man, assisted by T. W. Brandes, traffic 
manager, Rexall Drug Co., Los Angeles, 
committee vice-chairman. In the course 


of the meeting, John W. Witherspoon, 
past general chairman of the board and 
assistant general traffic manager of 
United States Rubber Co., Los Angeles, 
voiced the opinion that the shipper rep- 
resentatives on the freight claim pre- 
vention committee were not doing 
enough investigating and handling of 
the causes of loss and damage in the 
months between the regular meetings of 
the board. He asserted it was important 
to develop ways to improve that situa- 
tion. He suggested establishment of one 
subcommittee to handle freight losses 
and another to handle damage matters. 
It was stated that such subcommittees 
would be set up. 

J. A. MacLellan, special representative 
of the freight loss and damage preven- 
tion section of the Association of Ameri- 
can Railroads, Chicago, reported that 
the estimated freight loss and damage 
for the first three months of 1952 showed 
an increase of 12.8 per cent over the 
same 1951 period, while new claims 
showed an increase of 2.0 per cent in 
those same three months. 

P. Steele Labagh, traffic director of 
the California Packing Corporation, San 
Francisco, in an address at the meeting 
said that some form of concerted action 
by all the carriers with respect to reduc-' 
tion of freight loss and damage was 
necessary if canned goods were to con- 
tinue to be shipped from the Pacific 
coast to transcontinental territory. 

“Conditions have changed since the 
war,” he said. “The customer will no 
longer remove dented merchandise from 
the shelves of the stores. The large 
chain store operators and supermarkets 
and cooperatives do not have facilities 
for reconditioning cars containing large 
amounts of damage.* Salesmen are meet- 
ing resistance in trying to dispose of Pa- 
cific coast products because of the dam- 
age at destination. 

“Although much has been said and 
much has been done, the fact remains 
that the claim prevention program to 
date is a failure insomuch as claims in 
heavy volume continue to take place... 


‘Ray of Hope’ for Railroads 


“The carriers do have some ray of 
pope on this damage to canned goods. 
nstead of building the same old freight 
cars with four walls and a floor and a 
ceiling, Pullman has put on the market 
the ‘Pullman Compartmentizer.’ The 
Compartmentizer car is equipped with 
two pairs of steel bulkhead gates sus- 
pended from the ceiling of the car which 
can be locked to divide the load into 
three compartments at any desired loca- 
tion within the car. This type of car 
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is able to absorb impacts without dam- 
age to the merchandise that in an ordi- 
nary box car would result in substantial 
claim. The reason is that instead of 
100,000 pounds moving as a unit it is 
separated into three small lots and the 
force is reduced so substantially that 
claims in this type of car are practically 
non-existent. 


“In suggesting that Compartmentizer 
cars be established on all lines we point 
to the number of automobile cars with 
special equipment. During the calendar 
year 1951 there were 231,000 automobile 
cars originated with an average revenue 
of $337 per car. During this same period 
there were 411,000 canned goods cars 
with an average revenue of $437 per car. 


“If the carriers were able to equip 
automobile cars with special equipment 
on less revenue per car, together with 
the fact that many automobile cars 
return empty because of not being suit- 
able for other types of carriage, cars for 
canned goods that can be used in both 
directions are in just as good a position 
to justify the special equipment sug- 
gested. 


“The Western Pacific Railroad is the 
only railroad in the United States that 
has these cars in quantity. In this they 
have shown themselves progressive and 
have shown the way to the other rail- 
roads to make it possible for the Pacific 
coast canner to continue to ship his 
goods transcontinentally. 


Damage After Partial Unloading 


“There is another form of damage that 
needs investigation and that is damage 
in cars that are stopped to partially un- 
load. Much of this damage could be 
eliminated if all of the carriers would 
establish the same system as that now 
in effect on the lines of the three western 
carriers, Santa Fe, Southern Pacific, and 
Western Pacific. After the car has stop- 
ped to partially unload, they inspect the 
car before permitting it to go forward. 
If the eastern carriers do not wish to 
follow this of their own volition in the 
same manner as indicated, then it is my 
suggestion that the tariff be changed in 
such a way as to make it a requirement 
that the car not be moved until put in 
proper order for forwarding to further 
destination.” 


The question of clean cars was also 
discussed in considerable detail and spe- 
cific examples of heavy damage to ship- 
ments caused by the loading of dirty cars 
were presented. It was suggested that 
the carriers instruct their employees to 
select only clean cars for loading. 


In the course of discussion of assess- 
ments of freight charges for dunnage, 
committee members took the position 
that, since extra expense on the part of 
the shipper was necessary in supplying 
and installing dunnage in order to pro- 
tect shipments for movement by the 
carriers, no freight charges shall be as- 
sessed or paid for this protective effort 
on the part of the shipper. 


The subject of considerable damage to 
shipments in stop-over cars was also dis- 
cussed, and it was stated that it was 
important that the railroads make prop- 
er inspection of such cars at all stop- 
overs before allowing the car to move. 
It was decided that this matter would 
be placed before the freight loss and 
damage prevention section of the A.A.R. 


with request that the subject be handled 
with the railroads. 


The less-carload subcommittee of the 
board was critical of the railroads be- 
cause, it said, difficulty had been ex- 
perienced in tracing of l.cl. shipments. 
It asked for improvement. It went on 
record as opposed to abolition of pick-up 
and delivery services by railroads in Of- 
ficial Territory and referred to discus- 
sions in its meeting regarding the atti- 
tude of the railroads toward the handling 
of less-carload business. Some of the 
shipper representatives claimed they 
were unaware that some of the railroads 
were soliciting this business through 
shipping clerks instead of through traf- 
fic managers. This, they said, had led 
them to believe that no efforts were being 
made by the railroads to obtain such 
business. A. H. Nasher, chairman of 
the committee, and supervisor of sta- 
tions and merchandise service, Pacific 
Electric Railway, Los Angeles, assured 
the board that railroads in the board’s 
territory wanted l.c.l. business and were 
making efforts to obtain it. 


In reporting for the executive com- 
mittee, George E. Vawter, general secre- 
tary of the committee and traffic man- 
ager of Sun Maid Raisin Growers of 
California, Fresno, Calif., stated that 
F. Z. Wakefield, western traffic manager, 
Great Lakes Carbon Corp., Los Angeles, 
had been elected to membership of that 
committee, and that Charles B. Clark, 
vice-president, The Traffic Service Cor- 
poration, had been elected chairman of 
the publicity committee of the board. 


C. R. Megee, Vice Chairman, car serv- 
ice division, Association of American 
Railroads, Washington, D. C., spoke at 
the general session of the board and out- 
lined the national transportation situa- 
tion with respect to the railroad car sup- 
ply, new cars installed during the past 
year and the total number on order by 
all railroads. He discussed the bad order 
car situation, the condition of all the 
railroads in general and the outlook for 
the next several months. 


Car Efficiency Vigilance 


Although it said the car supply at this 
time seemed ample for most loadings, the 
central car efficiency committee requested 
that vigilance on the part of both 
shippers and the railroads be not re- 
laxed for a moment. Mr. Wakefield, of 
Great Lakes Carbon Corp., was appointed 
chairman of this committee, and for the 
purpose of greater efficiency the terri- 
tory was divided into two sections. Lloyd 
Gragg, traffic manager, Kaiser Gypsum, 
Oakland, was appointed vice-chairman 
to handle the northern section, and Mr. 
Wakefield undertook to handle the 
southern section. 

With respect to transportation legisla- 
tion pending in Congress, the board 
adopted recommendations made by its 
legislative committee, headed by Walter 
A. Rohde, manager of the transporta- 
tion department of the San Francisco 
Chamber of Commerce. Bills for which 
the board expressed support were: Subh- 
stitute version of S. 2348, relating to 
I.C.C. procedure; S. 2355, the so-called 
section 22 rate finality bill; S. 2746, vest- 
ing administrative duties in the I.C.C. 
chairman; S. 2754, revising section 4 of 
the act, and S. J. Res. 20, relating to 
ownership of tidelands. Opposition was 
expressed to the following bills: S. 2362, 
relating to operations of private motor 
carriers; S. 2518, the so-called quick 
rail rate increase bill; S. 2712, providing 
for issuance of certificates instead of 
permits to freight forwarders; S. 2713, 
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to clarify status of shipper associations 
under part IV of the act; S. 2829, to em- 
power the Commission to require aban- 
donment of uneconomic intrastate rail 
services, and S. J. Res. 27, the St. Law- 
rence seaway and power project resolu- 
tion. 


Address by L. E. Graybiel 


Lloyd E. Graybiel, vice-president of 
the American Trust Co., San Francisco, 
spoke on “Transportation’s Stake in Dol- 
lar Diplomacy” at a luncheon sponsored 
jointly by the Industrial Traffic Associa- 
tion of San Francisco, Pacific Traffic 
Association of San Francisco, San Fran- 
cisco Traffic Club, Transportation Club 
of San Francisco, Women’s Traffic Club 
of San Francisco, Oakland Traffic Club, 
and Women’s Traffic Club of Oakland. 


. “Of the 2,000,000 freight cars in west- 
ern Europe before the war,” said Mr. 
Graybiel, “300,000 were destroyed and 
800,000 were damaged. Still worse are 
the figures for locomotives. Figures on 
utter destruction varied from 50 per 
cent for the Netherlands to 23 per cent 
for Belgium. Of those remaining, no 
nation had as much as 30 per cent 
serviceable. 

“The destruction of rail lines and 
facilities also varied but probably 
reached its high in Germany. Figures 
for the three Allied zones were unusable, 
with a proportionately heavy destruction 
of depots, marshaling yards, freight 
yards and like facilities. 

“The chaos in transportation in west- 
ern Europe was substantially alleviated 
before the Marshall Plan took effect, 
through our loans, funds provided by 
the United Nations Relief and Rehabili- 
tation Administration, and by military 
surplus supplies. More than 50,000 freight 
cars and 1,000 locomotives brought to 
the continent by the Allied armies and 
by U.N.R.R.A. were a big factor in resto- 
ration of rolling stock. By the end of 
1947, completely serviceable freight cars 
of standard gauge numbered 1,250,- 
oe... 

It was announced that the next meet- 
ing of the board would be held September 
18 and 19 at the Biltmore hotel, Los 
Angeles. 


O.P.S. and Oil Trucking Rates 


Director Arnall, of the Office of Price 
Stabilization, has issued supplementary 
regulation 104 to the General Ceiling 
Price Regulation, so as to enable motor 
contract carriers of bulk petroleum prod- 
ucts to establish ceiling rates for opera- 
tions conducted pursuant to temporary 
operating authority issued by the Inter- 
state Commerce Commission or by an 
appropriate state regulatory body, to 
engage in contract carriage of a type 
or over routes or in areas which their 
permanent authority does not permit. 
The OPS. director indicated that is- 
suance of supplementary regulation 104 
had been occasioned by “the recent oil 
strike” and said it was effective for the 
period from April 15 to July 1, 1952. 


South Dakota Rate Increases 


The Public Utilities Commission of 
South Dakota has authorized the rail- 
roads operating in that state to increase 
intrastate freight rates, with exceptions, 
to the interstate level authorized by the 
Commission in Ex Parte 175, Increased 
Freight Rates, 1951 (T.W., April 19, p. 
17). The state commission disallowed 





JORLD 


ticns 
em- 
ban- 
rail 
Law= 
solu- 


t of 
risco, 
Dol- 
sored 
9cia- 
‘afiic 
ran- 
Club 
Club 
Slub, 
land. 
yvest- 
Mr. 
and 
are 
s on 
per 
cent 
, no 
cent 


and 
ably 
‘ures 
able, 
‘tion 
‘ight 


Test- 
ated 
fect, 
| by 
bili- 
tary 
ight 
t to 
and 
sto- 
1 of 
cars 
50,- 


eet- 
iber 
Los 


rice 
‘ary 
ling 
tor 
‘od- 
ra- 
ary 
ter- 
an 
to 
ype 
1eir 
nit. 
is- 
104 
oil 
the 


of 
ril- 
ase 
ns, 
the 
sed 


ved 


June 28, 1952 


increases on sand, gravel and crushed 
stone, brick and sugar beets and related 
commodities, stating that increasing the 
rates on these commodities would result 
in “unjust and unreasonable rates,” 
would divert “substantial” traffic to com- 
peting forms of transportation, and 
would “injure both the producers and 
processors and the rail carriers” of such 
commodities. 


New Superliner Delivered 
As Truman Suggests Move 
For Subsidy ‘Adjustment’ 


Secretary of Commerce Sawyer an- 
nounced on June 20 that the super- 
liner “United States,” largest Ameri- 
can-built passenger ship, had been 
delivered to the United States Lines 
Co. and described the occasion as 
“the proudest day in our maritime 
history”—but on the same day Presi- 
dent Truman asked Attorney Gen- 
eral McGranery to determine what 
legal action the government should 
take with respect to the subsidy in- 
volved in the sale of the ship by the 
federal government to the United 
States Lines. 


The President, in a letter to the At- 
torney General, said there was “doubt 
as to the correctness of the subsidy al- 
lowances” granted by the old Maritime 
Commission to United States Lines Co. 
in connection with sale of the ship, 
built by the government at a cost of 
$78 million, to that company for about 
$28 million. 

“It would seem advisable,” the Presi- 
dent wrote, “to consider the steps that 
should now be taken to protect the gov- 
ernment’s rightful interests. . . . It is 
difficult to believe that the government 
would take a basis for obtaining an 
adjustment that would compensate fairly 
for any excessive subsidy that may have 
been involved in the contract in this 
case.” 

In connection with his request that 
the Attorney General determine “what 
legal action should be taken by the 
government,” the President said he 
wanted the Attorney General to consult 
freely with the Secretary of Commerce, 
the Maritime Board and the Comptroller 
General. He said that the government 
was “not helpless in this matter.” He 
said he was impressed by “the fact that 
the (United States Lines) company has 
been operating for many years under 
the benefits of construction subsidies, 
operating subsidies, tax benefits and 
other privileges accorded by the mer- 
chant marine act.” He advised the At- 
torney General, in the event it would be 
impossible to take corrective action 
under existing law, to consider the kind 
of new legislation that could be recom- 
mended for this purpose. 


In other parts of his letter, the Presi- 
dent reviewed criticism expressed by the 
Comptroller General and by a subcom- 
mittee (headed by Representative Hardy, 
of Virginia) of the House committee on 
expenditures in the executive depart- 
ments, concerning the subsidy and “na- 

‘onal defense feature” allowance made 
'y the Maritime Commission in the con- 
‘ract of sale of the superliner to United 
“tates Lines. He said he was firmly con- 


vinced of the importance of having a 
strong and healthy American-flag mer- 
chant fleet for reasons of national de- 
fense and the nation’s international 
commerce. 

“The S.S. ‘United States’ admirably 
serves both of these purposes,” President 
Truman wrote. “I feel, therefore, that 
this ship will represent an important ad- 
dition to our merchant fleet. It was for 
that reason I supported its construction 
in my budget recommendations to the 
Congress. However, the clearly desira- 
ble objective of promoting an adequate 
merchant marine cannot be used to con- 
done the allowance of excessive subsidies 
to individual ship operators... 

“In November, 1949, and again in 
March, 1950, I requested that, as rec- 
ommended by the Hardy subcommittee, 
the former Maritime Commission review 
the legal and substantive aspects of this 
contract, with a view toward obtaining 
whatever adjustments might be neces- 
sary to protect the financial interests 
of the government. I asked that this 
review include an appraisal of the basic 
data, assumptions, and calculations un- 
derlying the contract. However, I have 
received no information, from a review 
or from any other source, which answers 
the charges as to the substantive defi- 
ciencies in the contract from the govern- 
ment’s point of view. . .” 

Secretary Sawyer made his announce- 
ment of the delivery of the new super- 
liner to United States Lines Co. after 
he had been advised by Maritime Ad- 
ministrator Cochrane that the transfer 
of title had been completed at Hoboken, 
N.J., and that formal acceptance and 
delivery of the ship was being accom- 
plished at Newport News, Va. 


Car ‘Renting’ System Is 
Cause of Shortages in 


Emergencies, Gurley Says 


The present system of “renting” 
cars instead of building them was the 
major reason why the railroads faced 
equipment problems in emergencies, 
F. G. Gurley, president of the Santa 
Fe Railway, Chicago, said at the re- 
cent regular quarterly meeting of 
the Trans-Missouri-Kansas Shippers 
Board in the Broadview Hotel, 
Wichita, Kan. There would be equip- 
ment problems as long as the present 
“renting” system continued, Mr. 
Gurley, asserted, because renting 
was cheaper than present day con- 
struction. 


“The per diem rate has not been suffi- 
ciently large,” Mr. Gurley said. “In 
theory, each road has ownership of cars 
sufficient for their business. However, 
that is not actually so.” 

Although the railroads were in good 
shape to handle the grain harvest, there 
would be “headaches,” he said. 

Mr. Gurley spoke at the board’s lunch- 
eon session which was co-sponsored by 
the Traffic Club of Wichita. 

The board forecast a 11.7 per cent in- 
crease in carloadings for the third quar- 
ter of 1952, compared with the same 
period last year. Contributing greatly to 
the anticipated increases in carloadings 
was an expected increase of 48.7 per cent 
in grain loadings. It was estimated that 
approximately 110,000 cars of grain would 
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be loaded in board territory in the third 
quarter, compared with 73,968 cars in the 
same quarter of last year. 


R. E. Clark, manager, closed car sec- 
tion, car service division, Association of 
American Railroads, Washington, D.C., 
reporting on national transportation 
conditions, told board members that the 
railroads were better prepared than ever 
before to meet the expected bumper 
wheat crop in Kansas. 

Approximately 28,000 box cars were 
available on May 15 for wheat ship- 
ments, 11,000 more than was available 
last year, Mr. Clark reported. There was 
also more space at elevators for storing 
the grain, he said. 

J. D. Vincent, traffic manager, Granite 
City (Ill.) Steel Co., Blast Furnace De- 
partment, reporting for the car efficiency 
committee, of which he is chairman, said 
there had been no increase in car deten- 
tion in board territory in the period of 
relaxed requirements under service order 
No. 865. He reported that movement of 
cars through the St. Louis, Mo. terminal 
had improved. 

Jess B. Smith, president of the Kansas 
Wheat Improvement Association, Kansas 
City, Mo., talking on sanitation in grain 
handling, explained the recent tighten- 
ing of Food and Drug Administration 
regulations connected with wheat storage 
and shipments, warning that all possi- 
ble steps should be taken to eliminate 
insect and ‘rodent infestation in both 
shipments and storage facilities. 

Condemnation could result in as much 
as $2,000 reduced value a car, a loss 
which could be avoided through proper 
supervision, he said. 

Two new committee chairmen were 
appointed at the meeting. They were 
R. Metivier, traffic manager, LaClede 
Christy Co., St. Louis, who is the new 
chairman of the freight loss and damage 
committee, and E. E. Foulks, general 
superintendent of transportation, Rock 
Island Lines, Chicago, who is the new 
chairman of the railroad contact com- 
mittee. 

Approximately 330 persons attended 
the meeting. 

The board would hold its next meeting 
September 24 and 25 at the Mayo Hotel, 
Tulsa, Okla., General Chairman G. W. 
Thompson, general traffic manager, Mis- 
souri Portland Cement Co., St. Louis, 
announced. 


Diamond on Claim Committee 


C. H. Diamond, freight claim agent, 
Reading Co., Philadelphia, Pa., was one 
of five members elected to the general 
committee of the Freight Claim Division, 
Association of American Railroads, at its 
annual meeting in New York City. His 
name was inadvertently omitted from 
the list of committee members in the 
report of the meeting in the TRAFFIC 
Wor.p of June 14, p. 25. 





Handling of Sodium 


Properties of sodium and information 
on its safe handling and use are given 
in Chemical Safety Data Sheet SD-47, 
“Sodium, Sodium Metal, Metallic So- 
dium,” published by the Manufacturing 
Chemists’ Association, Inc., 15th and H 
Sts., N.W., Washington 5, D.C., which will 
supply copies at 25 cents each. 








DEGREE of confusion can arise 
in those circumstances when it is 
necessary to draw a distinction between 
a contractor, or subcontractor, engaged 
in the performance of some task to 
which movement of property is inci- 
dental to the performance of his con- 
tract and a contractor whose services 
in movement of property does constitute 
“transportation” as contemplated by the 
taxing Act. In the former instance the 
service is not liable to tax, in the latter 
instance it is liable. 


Services Performed by Contractors or 
Subcontractors 


Closely allied to this is the matter of 
determining whether, in a given in- 
stance, a person engaged in the occupa- 
tion of moving property for hire has 
the status of independent agent or 
“servant” (i.e. direct employe) with re- 
spect to the person paying for his serv- 
ices. Again the service of the former 
is liable to the excise tax on transporta- 
tion whereas the service of the latter is 
exempt. 


Guidance to correct determination of 
tax liability or tax exemption is sug- 
gested by several Court decisions. 


The decision in the case J. D. Williams 
et al. v. United States pertained to 
the use of leased trucks. The plaintiff 
was the owner of a fleet of trucks 
which he rented out to various persons 
engaged in construction and allied work. 
When the contractors ordered trucks 
from Williams, drivers for the trucks 
were ordered through the Union Hall 
and went directly onto the payroll of 
the contractors. The drivers’ wages, in- 
come and Social Security taxes, Work- 
men’s Compensation premiums, etc., were 
handled by the contractors in all re- 
spects the same as for their other em- 
ployes. 

The Court ruled that these services 
were exempt from tax for two reasons: 
(1) the drivers were employes of the 
contractors rather than of the truck 
lessor, and (2) the use of the rented 
trucks was incidental to construction 
operations and was not “transportation” 
within the meaning of the Act.* 

The decision of a more recent case 
pertained even more definitely to the 
matter of independent contractor versus 
direct employe in haulage incidental to 
construction. This was the case Earle 
v. Babler.* 

The appellees were general contrac- 
tors who had undertaken the construc- 
tion and resurfacing of certain roads 
and airports. The work had required 





1 (72 Fed. Supp. 300), 1947. 
2 (72 Fed. Supp. 300, 301,) 1947. 
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haulage of bulk construction materials 
from stockpiles and quarries to the 
job sites. The contractors had entered 
into verbal agreements with various 
owners of trucks for service on an 
hourly, load or yard-mile basis. Some 
trucks were operated by their owners. 
Drivers of other trucks were hired by 
the truck owners while still other drivers 
were hired directly by the contractors. 


The Court noted that the drivers were 
subject to the will and control of the 
contractors as to how the work should 
be done as well as what should be done. 
The drivers’ times of arrival and de- 
parture were recorded and each detail of 
their work was supervised. Drivers could 
be discharged at any time without regard 
for ownership of the vehicle. All of 
them worked the same hours and were 
paid the same wages and with the same 
deductions for social security premiums 
and other payments. They were re- 
quired to work exclusively for the con- 
tractors during their period of employ- 
ment, and a driver might even be taken 
off a truck and put onto a different job. 
For these reasons the Court was satis- 
fied that the drivers were, in fact, em- 
ployes and not independent contractors. 
Under such circumstances the excise tax 
on transportation did not apply. 


Haulage Incidental to Construction 


Still another decision dealt with haul- 
age incidental to construction as com- 
pared with “transportation” as_ such. 
This was in the case Lyle v. United 
States. + 

In this instance the C. M. Lyle Con- 
struction Company was engaged in the 
construction of airfields at Tifton and 
Dublin, Ga. It was necessary to do a 
certain amount of grading and leveling 
at each of these locations as part of the 
task of building airfields. The con- 
struction company employed a subcon- 
tractor who furnished his own trucks 
and drivers for a charge of $2.75 per 


4 (76 Fed. Supp. 787), 1948. 


This is the second of two articles dealing 
with the imposition of federal taxes on 
amounts collected by carriers for the 
transportation of property. The first ap- 
peared in Traffic World, June 21, p. 45. 
The authors are C. A. Williams, instructor, 


transportation and public utilities, Uni- 
versity of Pittsburgh, and G. Lloyd Wil- 
son, chairman, transportation and public 
utilities department, Wharton School ‘of 


Finance and Commerce, University of 
Pennsylvania.—Editorial Director. 








hour. The function of the subcontractor 
was to receive earth from the grading 
shovel and move this earth from the 
shovel to a dump or fill. All operations 
were within the boundary of the in- 
dividual airport. The Court ruled that 
such haulage was, in fact, an incident to 
the construction rather than transporta- 
tion for hire, and hence exempt from the 
excise tax. 


Movement Incidental to Industrial 
Production or Processing 


One must be careful not to conclude 
from the above that movement of prop- 
erty by a carrier for hire is exempt from 
taxation if the movement is incidental 
to production or processing. The decision 
of the case Getchell Mine, Inc. v. United 
States*® indicates that the opposite may 
be true. The mine company had found 
it necessary, in the production and proc- 
essing of its ores, to use the services of 
a for-hire motor carrier in moving the 
ore from its mine to its stock piles and/or 
its mill. Even though all carriage took 
place on land belonging to the company 
and over roads built and maintained at 
its own expense, the Court ruled that 
the movement constituted “transporta- 
tion by carrier for hire” as contemplated 
by the Act and was, therefore, subject 
to tax. 


Accessorial Services 


In general, one may state that, if a 
given movement of property is deemed 
to be “transportation” of property with- 
in the meaning of the law, and if the 
service is rendered by a carrier for hire, 
then all amounts paid to that carrier 
are subject to the Federal excise tax on 
transportation of property. This applied 
to intrastate as well as to interstate 
movement. It also applies, with few ex- 
ceptions, to charges made by carriers for 
accessorial services. Accessorial services, 
and charges therefor, include: switching, 
car placing, loading and unloading, brac- 
ing and blocking, storage by the carrier, 
demurrage, protective services, recon- 
signment, diversion, etc. 


General Exceptions 


Possibly the most common exception to 
taxation is that represented by amounts 
which one carrier pays to another under 
circumstances where the first carrier 
collects and returns to the Government 
the proper excise tax. An example is 
that of a freight forwarder who collects 
individual shipments from individual 
consignors, consolidates them into rail- 
road carload lots, loads the cars and then 
turns the cars over to a railroad for in- 
tercity movement. The railroad levies 
a charge upon the freight forwarder for 





5 50—1 United States Tax Court, Paragraph 929”. 
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its line haul service, but is not required 
to exact from him the excise tax. The 
forwarder must, however, exact the tax 
from his customers and return it to the 
Federal Treasury. Another example is 
that of amounts paid to operators of 
ferry boats by operators of motor ve- 
hicles when the trucks are under load for 
which the shippers must pay the tax. 

A second important exception in the 
whole field of accessorial services when 
they are rendered in connection with the 
transportation of coal. This commodity 
is taxed on a flat charge basis; four 
cents per net ton. The length of haul, 
freight rate, or amount of accessorial 
charges does not serve to increase or de- 
crease the amount of tax. 


Exemption of accessorial charges in 
connection with other kinds of property 
is rare. It appears to apply only to 
movement of household goods and feed- 
ing of livestock, and even here is subject 
to restrictions. With household goods 
amounts paid for packing and unpacking, 
crating and uncrating are exempt if the 
services are rendered before or after the 
transportation movement and_ the 
charges are billed separately. Charges 
for storage are also excused under cer- 
tain limitations. 


Charges for feeding of livestock, insur- 
ance premiums and pen rental are ex- 
empt if they apply to service rendered 
after the carrier has made delivery of 
the shipment and if the charges are 
billed separately. 


Special Problems of Petroleum and 
Liquid Products via Pipe Line 


The Federal excise tax on pipe line 
transportation of petroleum and liquid 
products made from it is a levy of four 
and one-half per cent of the transporta- 
tion charges. Unlike the more general 
tax on transportation service rendered 
by carriers for hire this tax applies to all 
transportation service without regard’ to 
whether the service is rendered by a 
— for hire or by a carrier not for 

ire. 


Four highly realistic and, to some ex- 
tent interrelated, factors present them- 
selves as matters which can lead to com- 
plications in administration. These are 
(though not necessarily in the order of 
their relative importance): (1) deter- 
mination of differing conditions under 
which movement of these commodities 
does not constitute “transportation”; (2) 
establishment of an appropriate hypo- 
thetical transportation charge for prop- 
erty moving through the line(s) of a 
private carrier which publishes no tar- 
iffs; (3) distinction, in certain instances, 
between so-called “trunk line” service 
and so-called “gathering” service; and 
(4) determination of whether certain 
liquid commodities which can move 
through a pipe line are petroleum or 
its products, or are something else. 


Movement Constituting ‘Transportation’ 


In the decision of the case Alexander 
v. — Oil Company the Court pointed 
out: 

There are four phases of the oil busi- 
ness: Production of crude oil; transpor- 
tation; refining; and marketing of the 
refined product. Congress has singled 

cut the phase of “transportation” for 
.axation. 

In this case the oil company was en- 
gaged solely in the production of crude 
etroleum. The trunk line facilities 
erving the field in which the company 
perated were inadequate to carry the 


* (53 Fed. 2nd 964,966), 1931. 





production at times, and it became nec- 
essary for the company to construct 
storage tanks in order to conserve its 
oil. Impossibility of drilling out the 
leases and the danger of creating a fire 
hazard in the field forced the company 
to locate the tanks several, miles from 
the individual wells. The oil moved 
from the wells to “flow” or “settling” 
tanks and thence by pipe line to the 
storage tanks. Beyond this point it 
moved via the line of a carrier for hire, 
the tanks not being at or near either a 
refinery or a center of consumption. 


The Court ruled that the pipe line 
movement from the settling tanks to 
the storage tanks was, in this instance, 
a necessary portion of production rather 
than taxable “transportation”. 

For purpose of comparison it seems 
well to compare the above decision with 
that of the case Dizie Oil Company v. 
United States* where _ short-distance 
movement from storage tanks was held 
to be taxable “transportation”. In this 
instance the company had a number of 
producing wells in a field whose eastern 
boundary was about 8,000 feet from the 
line of the Texas and Pacific Railroad. 
The Dixie Company owned a pipe line 
connecting its wells with a loading rack 
on the railroad and also owned the 
loading rack. The oil produced was 
pumped from the wells into two batteries 
of settling tanks and thence directly to 
the loading rack and into tank cars if 
cars were available. If cars were not 
available the oil was stored in a tank 
on the company’s field property and held 
until they should be available. 


Under these circumstances it was held 
that the production phase of the crude 
petroleum was completed when the oil 
reached the settling tanks, or the storage 
tank, as the case might be. Pipe line 
movement beyond that point constituted 
taxable transportation even though the 
distance was short. 


Petroleum or Its Liquid Products 


The decision in the case Big Lake Oil 
Company v. Driscoll® serves to clarify 
the determination of whether a liquid 
which can move via a pipe line should, 
or should not, be called “petroleum”. 


The Company had, in 1923, developed 
an oil field in Reagan County, Texas, 
and shortly thereafter had entered into 
a contract to sell its product to a pipe 
line carrier named the Reagan County 
Purchasing Company. Pursuant to the 
contract the purchasing company had 
constructed a pipe line from its tank 
farm to the Big Lake Company’s lease 
and also had constructed and operated 
a system of gathering lines on the leased 
property. 

This condition prevailed until 1926, 
when the oil in many of the wells be- 
came filled with basic sediment and 
water of such a nature that draining at 
the settling tanks could not bring it up 
to market standards. The purchasing 
company declined to accept it, and re- 
moved the gathering lines. Following 
this removal the oil company connected 
its settling tanks with gathering lines 
of its own leading to a central treating 
plant on the company’s premises. Here 
the oil was brought up to standard spec- 
ifications by heat and the use of chem- 
icals, and then transferred by pipe line 
to six storage tanks for sale to the 
purchasing company. 

In its opinion the Court stated: 

It seems plain that the transfer of 


7 (24 Fed. 2nd 804), 1928. 
§ (40 Fed. Supp. 510), 1941. 
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plaintiff’s mixture of water, sand and 
crude oil from the flow tanks to the 
treating plant was not “substantially 
similar to movements which pipeline 
carriers make” but was “merely local or 
incidental to another business or related 
business engaged in by the person so 
transporting, such as the producing or 
refining of oil.” ... As it appeared in 
the flow tanks, plaintiff’s emulsified, 
sediment-containing mixture had not 
been “produced” for market... 


From the treating plant the product 
went to storage tanks ... This was 
mere storage, comparable to the transfer 
of oil from the mouth of the well to the 
flow tanks. Pipe line service began upon 
delivery to the Purchasing Company for 
transportation to market.® 


The status of natural gasoline, or 
“casinghead gas” as a product of crude 
petroleum was determined by the case 
General Petroleum Corporation of Cali- 
fornia v. United States.+° The testimony 
in this case revealed that the casinghead 
gas is gasoline extracted by means of a 
separator from wet (natural) gas as the 
gas leaves the well. There was general 
agreement among the witnesses that the 
presence of the particles of those various 
things which constitute gasoline showed 
clearly a petroleum origin. ‘There was 
also agreement that the same commodi- 
ties could be created from crude petro- 
leum by means of refining processes. 


The Court concluded that natural gas- 
oline was, therefore, a liquid “product” 
of crude petroleum and thus subject to 
taxation when transported by pipe line. 


Demurrage and Storage 


The Bureau of Internal Revenue stated 
its opinion on this matter in 1934," 
pointing out that service of this nature 
is essentially the same whether it is ren- 
dered by a railroad’s permitting a car- 
load of freight to remain on its tracks 
until delivery is made or whether it is 
petroleum held in the storage tanks of a 
pipe line company. In both cases the 
charge is made for retention of the ship- 
ment by the carrier after the shipment 
has reached its billed destination, and 
the charge arises out of, and as a result 
of, the transportation of the commodity. 
For these reasons the charges made by 
pipe line carriers for demurrage and/or 
storage are subject to tax. 


Manufacture Versus Transportation 


The various processes through which 
petroleum goes while it is being refined 
into its several end products are likely 
to require a number of separate pipe line 
movements of the commodities to and 
from different parts of the refinery area. 
Such movements offer opportunities for 
differences of opinion with respect to 
whether they constitute taxable trans- 
portation or are merely incidental to the 
tasks of refining. . 


In 1942 the wording of the Act was 
modified, and the result was a high de- 
gree of clarification with respect to the 
above problem. ‘The pertinent portion 
now states that: 1? 


The tax does not apply to the move- 
ments on and after November 1, 1942, 
of crude petroleum or liquid products 
thereof through lines of pipe within the 
premises of a refinery, a bulk plant, a 
terminal, or a gasoline plant, if such 


® 8 (40 Fed. Supp. 310, 511 and 512), 1941. 

10 (24 Fed. Supp. 285), 1938. 

11 Treasury Department, Bureau of Internal Reve- 
nue, Bulletin CB XIII-2, U. - » ee Printing 
Office, Washington, D. c. 

12 Section 616, Revenue ket a 1942, 26 N.S.C.A. 
Int. Rev. Code No. 3460 (c). 
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movement is not a continuation of a tax- 
able transportation. For purposes of 
this exemption, a movement is regarded 
as being carried on within the premises 
of a refinery, bulk plant, terminal, or 
gasoline plant even though in connection 
with such a movement the pipe line 
incidentally traverses rights-of-way, 
streets, highways, railroads, levees or 
narrow bodies of water such as creeks 
or canals. 

One should note carefully that the ex- 
emption from tax does not apply to 
movement by pipe line from a refinery 
to a bulk plant, from a storage tank 
farm to ship-loading or similar facilities. 
The basic test appears to be whether the 
movement is similar to that which a pipe 
line company for hire would perform. If 
it is of that nature then the movement 
is taxable without regard for where, or 
by whom, it is rendered.** 


Applicable Transportation Charges 


The Commissioner has_ interpreted 
“all” transportation to include “gather- 
ing service within the producing field or 
area, trunk line transportation service, 
and loading service furnished as part of, 
or in connection with, a transportation 
service.”** The term “gathering serv- 
ice” means movement through a pipe line 
reaching from wells or settling tanks to 
storage tanks, a trunk line, a refinery, a 
market or any other point within the 
producing area. “Trunk line service” 
includes movement of specified property 
from the end of gathering lines, or stor- 
age tanks, or unloading points to a point 
of delivery. “Loading service” includes 
the loading of specified property into 
tank cars or tank vessels over loading 
racks or wharves, if the service is part of 
a transportation service. 

It would be relatively simple to assess 
and collect the appropriate tax if all 
the services indicated above were ren- 
dered exclusively by independent carriers 
for hire whose charges would have to be 
published, filed and posted in accordance 
with State and Federal regulations. 

In fact, however, there are many in- 
stances where the company which owns 
and operates the pipe-line facilities is 
the same company which produces the 
oil and/or refines it, and/or markets the 
product. Such pipe lines are truly pri- 
vate carriers. In many instances they do 
not make any direct charge to the own- 
ing companies for the transportation 
services which they render. For this 
reason it becomes necessary to determine 
or establish a hypothetical rate upon 
which the tax can be based. 

The Act provides that, for tax pur- 
poses, the rate may be computed in 
that one of three alternative methods 
which is most appropriate to the prevail- 
ing circumstances of a given case: 

(1) if a bona fide rate or tariff does 
exist, it must be used; 

(2) if no such rate or tariff exists for 
that particular service but one does exist 
for a comparable service, then it must 
be used; and 

(3) if neither of the first two methods 
can be used, then the basis for a rea- 
sonable charge shall be determined by 
the Commissioner. 

One might expect that the third set 
of circumstances would have led to seri- 
ous disputes between the Commissioner 


13 Magnolia Petroleum Company v. United States, 
(53 Fed. Supp. 231), 1944. 

14 United States Treasury Department, Bureau of 
Internal Revenue, Regulations 42, Relating to Taxes 
on Safe Deposit Boxes, Transportation of Oil by 
Pipe Line, Telephone, Telegraph, Radio and Cable 

sages and Services, and Transportation of Per- 
sons, United States Government Printing Office, 
Washington, D. C., 1942, Section 130, 21 (Part D). 


and the companies, and to a number of 
appeals to the Federal Courts for relief. 
It is probable that differences of opinion 
have occurred in this respect, but the 
differences do not appear to have been 
so great as to lead numerous court cases. 
The explanation may lie in the Commis- 
sioner’s policy of establishing appropriate 
hypothetical charges through confer- 
ences with the interested taxpayers. 
Rates in the oil field known as the Los 
Angeles Basin appear to have been es- 
tablished in this manner, and to the 
expressed satisfaction of ninety per cent 
of the oil industry in that area.*> 


The Federal excise tax on the trans- 
portation of coal by carrier for hire dif- 
fers from the other levies in the very 
important respect that it is assessed as 
the single sum of four cents per short 
ton. It is collectible only once, on the 
first taxable movement; and its amount 
bears no necessary relationship to the 
number of movements which a given 
shipment may receive between the mine 
and the market, the distance of move- 
ment, the amount of charges, nor the 
employment of various accessorial serv- 
ices. 


It does not apply, of course, to trans- 
portation service rendered by a private 
carrier, nor does it apply to the move- 
ment of unprepared coal from a mine to 
a preparation plan such as a breaker, 
a washer or a tipple. Thus carriage by 
carrier for hire to a washer and carriage 
beyond that point by private operation, 
such as a privately operated barge line, 
to the point of consumption would leave 
the entire movement exempt from tax. 

Coal includes not only anthracite, 
bituminous and semibituminous coal but 
also sub-bituminous and lignite coal, coal 
dust, and coke and briquettes made from 
coal. 

There can be no doubt that the exist- 
ing excise taxes on the transportation of 
property return many millions of dollars 
annually to the Federal Treasury. Like- 
wise there can be little doubt that the 
Acts, as administered, make, of the car- 
riers, very effective tax collectors. 
Whether the general taxation of service 
for hire and the general exemption of 
privately rendered service, except in 
petroleum pipe-line operations, may serve 
as an inducement toward further expan- 
sion of private carriage—and whether 
such a policy is in the public interest— 
is not easy to determine. On the other 
hand there seems good reason to expect 
that the need on the part of the Federal 
Government for great and dependable 
revenue will cause great reluctance on 
the part of legislators to repeal these 
taxes. 


15 Caminol Company, Ltd. v. United States, (41 
Fed. Supp. 819, 820), 1941. 


Bar Harbor-Yarmouth Ferry 


Special Correspondence from Ottawa, Canada 


The federal goverment has given the 
go-ahead signal for construction of a 
modern auto ferry to operate between 
Bar Harbor, Me., and Yarmouth, Nova 


Scotia. The project was approved a 
couple of years ago when a commercial 
steamship company which provided serv- 
ice between the two points across the 
Bay of Fundy went out of business. Its 
execution was held up on account of the 
shortage of steel and priorities given by 
the government to naval shipbuilding. 
Transport Minister Lionel Chevrier 
announced that the steel supply position 
had been reviewed and it had now been 


TRAFFIC WorRiD 


decided to call for tenders for construc- 
tion of the vessel. It will carry 600 pas- 
sengers and 150 automobiles and the 
lower deck will have head clearance for 
refrigerated trucks and buses. 


Waterways Operators 


Report Improvements 


“Ports—both sea and inland have 
passed the half-way mark of the big- 
gest port facility improvement program 
ever undertaken in the history of water 
transportation in the United States,” 
says The American Waterways Opera- 
tors, Inc., the national association of the 
barge and towing vessel industry. 

A survey made by it showed more port 
improvement projects undertaken this 
year than in any previous year on record, 
it said. Projects in the planning stage 
also were more numerous, it added. 

“Growth of the nation’s foreign and 
domestic waterborne commerce has 
made these improvements necessary,” it 
continued. 

“The Port of New York is working on 
a two-year program involving the ex- 
penditure of 75 million dollars in munic- 
ipal and private funds.” 

“Port improvement funds totaling $30,- 
000,000 will be required to complete the 
Port of Baltimore program. 

“The Port of Philadelphia has adopted 
a port improvement program to cost 
more than four million dollars. 

“Georgia’s Port Authority will com- 
plete in November an improvement pro- 
gram at the port of Savannah for which 
20 million dollars were appropriated. 

“Boston, Mass., is expanding and im- 
proving its port facilities at a cost of 
7 million dollars. 

“Next September North Carolina will 
complete a five-million dollar improve- 
ment program at the twin ports of Wil- 
mington and Morehead City. 

“The Port of Mobile, Ala., recently 
placed in operation a new $3,500,000 
grain elevator as a part of its $35,000,000 
port plant. 

“At the Port of New Orleans, La., the 
municipal grain elevator is being doubled 
in capacity and new wharves have been 
built under a twenty-million-dollar im- 
provement program. 

“All ports on the Pacific Coast are 
augmenting the shipping facilities and 
formulating plans for additional chan- 
nel, dock and terminal capacity. 

“Houston, Texas, has a long-range im- 
provement program calling for the ex- 
penditure of thirty-two million dollars. 
New wharves have been built and the 
channel is being deepened and widened. 

“The Gulf ports of Brownsville, Beau- 
mont, Gulfport, Pensacola, Galveston, 
Port Arthur, Corpus Christi and Lake 
Charles all have port projects and the 
new port of Harlingen, Texas, on the 
Gulf Intracoastal Waterway is adding 
docks, warehouses and terminals. A 
second deep-water channel and turning 
basin and elimination of a traffic bottle- 
neck are covered by the Corpus Christi 
program. 

“The Brazos River Harbor Navigation 
District has financed a deep-water port 
for Freeport, Texas, at an estimated 
cost of $2,600,000. 

“Jersey City has approved a water- 
rail-truck terminal to cost $35,000,000. 
Port of Albany, N.Y., is seeking a deeper 
ship channel and additional port facili- 
ties. Buffalo, N.Y. has an expansion 
program. 

The association listed other projects 
in various parts of the country. 
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INTERSTATE COMMERCE 
COMMISSION NEWS 


Bid Exemption Rule Modified 
By I.C.C. After Permitting 
Sale of Bonds by Coast Line 


The Commission, by two reports 
and orders, has authorized the At- 
lantic Coast Line to sell $20,000,000 
of general mortgage bonds, Series C, 
without competitive bidding, and to 
issue the bonds. The Commission 
modified the exemption rule for 
future application. 


The reports and orders were in Fi- 
nance No. 17748, Atlantic Coast Line 
Railroad Co. Competitive Bidding Ex- 
emption, and in Finance No. 17791, At- 
lantic Coast Line Railroad Co. Bonds. 
The report in Finance No. 17748 was by 
the entire Commission, and that in Fi- 
nance No. 17791 by division 4 of the 
Commission. 

However, in connection with exempting 
the railroad from obtaining competitive 
bids on the involved issue, the Commis- 
sion said that Halsey Stuart & Co., 
which had intervened in opposition to 
the application, had “established its con- 
tention that applicants who desire to 
avoid competitive sale should not nego- 
tiate in advance with prospective pur- 
chasers and then present us with a fait 
accompli,” 


“It will hereafter be our policy,” the 
Commission continued, “to deny any ap- 
plication for exemption from our com- 
petitive bidding requirement where com- 
petitive bidding is prima facie required 
and the applicant has, before obtaining 
the required exemption from us, entered 
into any discussions or any negotiations 
with respect to the terms of sale with 
any prospective purchaser of its securi- 
ties. Our competitive bidding require- 
ment is modified to this extent. A sim- 
ilar requirement is imposed by the 
Securities and Exchange Commission 
and the Federal Power Commission. See 
New England Gas and Electric Associa- 
tion, Holding Co. Release No. 7973, p. 16, 
and Federal Power Commission Rules 
and Regulations, Section 34.” 

The Commission said that, after ex- 
tended discussions with various invest- 
ment institutions, the A.C.L. had been 
able to obtain subscriptions to the pro- 
posed bonds from several insurance 
companies, a bank, and 304 holders of 
A.C.L. first consolidated mortgage bonds 
maturing July 1. 

ft also said that, of the total issue, 
>33,500,000 would be sold July 1, $2,- 
500,000 would be sold January 1, 1953, 
ind $4,000,000 on July 1, 1953, and that 

commitment fee on the $2,500,060 de- 
erred to January 1, 1953, would be one- 
iaif of one per cent, and for the $4,000,- 
005 deferred to July 1, 1953, would be 
taree-fourths of one per cent. 

“he Commission referred to its report 
n Ex Parte 158, In Re Competitive Bid- 
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ding in Sale of Securities, 257 I.C.C. 
129, in which, it said, it had included an 
exception to the rule requiring competi- 
tive bidding in railroad securities. 

After reviewing the contentions of the 
railroad and of Halsey Stuart & Co., in 
connection with the instant issue, and 
setting out the exception in the report 
in Ex Parte 158, and excerpts from the 
report on the reasons for competitive 
bidding and the occasions on which a 
railroad might be exempted from the 
rule, the Commission said that one of the 
significant factors it had considered in 
Ex Parte 158 was “which method of sale 
will produce higher prices at lower 
capital cost for the railroads.” From 
what it had quoted, the Commission 
said, it was clear that the primary pur- 
pose of its competitive bidding rule was 
to aid it in determining whether an ap- 
plicant under section 20a of the inter- 
state commerce act was getting a fair 
and adequate price for its securities. 


“If an applicant can demonstrate 
that under certain market conditions it 
can obtain a better price by direct place- 
ment of its securities than by competi- 
tive bidding,” the Commission continued, 
“that would constitute an adequate 
showing under exception (7). By per- 
mitting the applicant to make such 
showing we are not modifying our com- 
petitive bidding requirements.” 


The Commission said that, in the past 
eight months, there had been only five 
offerings of large issues of railroad 
bonds. It named the issues and said 
that the annual cost to A.C.L. on a pre- 
vious issue sold, with the permission 
of the Commission, without competitive 
bidding, and of an issue by the Illinois 
central, was 4.25 per cent. The other 
three issues, it said, had annual cost 
to the railroads involved of 4.37, 4.45 
and 4.60 per cent. 

It said, with reference to an issue of 
Chicago & Western Indiana bonds, that 
on the day they were issued “they rose 
from 102.1, the offering price, to 104%.” 
It also cited a spread in the price paid 
the carrier and the price paid by the 
public of 2.22 points in the sale of Fort 
& Denver bonds. 

“While: we call attention to the spreads 
between the prices paid by the pur- 
chasers and those received by the car- 
riers,’ the Commission said, “the ap- 
plicant’s contention that the absence of 
such spread should be considered in 
determining whether the proposed issue 
should be exempt from competitive bid- 
ding is not sustained. The action of the 
market in the case of the Chicago & 
Western Indiana bonds indicates how 
far wrong those upon whom the rail- 
roads must depend for competitive bid- 
ding may be at times as an aid in de- 
termining whether an applicant is 
getting a fair and adequate price for its 
securities. We find that the applicant 
is getting such a price for the proposed 
issue.” 

The fact that the applicant could sell 


enough bonds to meet present needs and 
at the same time obtain firm commit- 
ments for the later sale of $6,500,000 of 
the bonds, and that the applicant 
would be able to retain as investors a 
large number of the present holders of 
a substantial amount of its bonds, were 
factors to be given weight in determining 
whether the exemption should — be 
granted, the Commission said. 


Utah Railway Accident Report 


A recommendation that the Utah 
Railway promptly take necessary steps 
to obtain compliance with existing rules 
governing the operation of trains on 
grades is set forth in a report by the 
Commission (dated June 17) on investi- 
gation of an accident on that road at 
Jacobs, Utah, on April 23. 

By report, No. 3462, written by Coni- 
missioner Patterson, it was found that 
the accident, a derailment of a loco- 
motive with cars resulting in the death 
of one employe and the injury of one 
employe, was caused by excessive speed 
of the locomotive with cars moving out 
of control on a curve on a heavy de- 
scending grade, as a result of the brakes 
on the cars being inoperative because of 
a closed angle cock between the loco- 
motive and the first car. 


M. & B. Reorganization 


On application of the reorganization 
manager in Finance No. 10020, Meridian 
& Bigbee River Railway Co. Reor- 
ganization, the Commission, division 4, 
has issued a report and supplemental or- 
der authorizing acquisition of the prop- 
erties in reorganization by the reorgan- 
ized Meridian & Bigbee Railroad Co., 
and granting authority for the issuance 
of securities and warrants, and the as- 
sumption of obligations and liabilities in 
reorganization by the reorganized com- 
pany. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
Prompt application to the Commission. 





Road Scraper 


No. 30881, R. A. Young & Son, Inc. v. 
Chicago & North Western Railway Co. 
et al. By division 3. Complaint dis- 
missed on finding not shown to have 
been unreasonable, charges on a ship- 
ment of one road scraper from Little 
Rock, Ark., to Cedar Rapids, Ia., on May 
21, 1948. The Commission said a request 
by the complainant that the Missouri 
Pacific Railroad furnish a car suitable 
for moving a road scraper 7 feet 8 inches 
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high, 10 feet 4 inches wide, and 27 feet 
4 inches long was an order for a car of 
such size as would accommodate the 
shipment. It said the railroad was not 
informed that the width of the article 
at the points of rest was such that it 
could be loaded on a 41-foot car, and 
was not reasonably chargeable with the 
duty to determine whether it was prac- 
tical to load the scraper on a car of a 
width narrower than the specified width 
of the scraper. The defendant railroad, 
it said, had a right to rely on the size 
of the article to be shipped as described 
in the shipper’s order for a car. From 
the dimensions given in that order, it 
was reasonable to assume that a car 
larger than 41 feet 6 inches was required, 
said the Commission. 


Beer 


No. 30780, Robertson Distributing Co. 
et al. v. St. Louis-San Francisco Railway 
Co. By division 3, Commissioner Patter- 
son concurring in the result and Com- 
missioner Johnson dissenting. Found 
inapplicable, rates charged on numerous 
carloads of beer shipped from St. Louis, 
Mo., to Blytheville, Ark., on and between 
July 31, 1948, and September 30, 1950. 
Applicable rates, determined by use of 
intermediate rule, found to be 18 cents 
a 100 pounds, minimum 40,000 pounds, 
or 14 cents, minimum 60,000 pounds 
(whichever made the lowest charge) , plus 
general increases authorized on Decem- 
ber 29, 1948, and later, in effect on date 
of movement. Reparation awarded. The 
Commission said that on the shipments 
that moved before June 7, 1949, charges 
were collected on the basis of a 29-cent 
class rate. Subsequent to that date, it 
said, a 30-cent class rate was charged, 
exception four carloads that moved on 
and between July 21 and August 12, 
1949, on which the rate charged was 
28 cents. It said the complainants con- 
tended that charges should have been 
based on specific commodity rates of 14 
cents, minimum 60,000 pounds, or 18 
cents, minimum 40,000 pounds, pursuant 
to item 2111 of Agent D. Q. Marsh’s I.C.C. 
No. 3624, or reissue I.C.C. No. 3923, from 
St. Louis to Arbyrd, Mo., through Blythe- 
ville, under authority of an intermediate- 
points rule in item 130 series of these 
tariffs. The Commission said the inter- 
mediate rule did not limit to the direct 
route the application of the rate to the 
more distant point. It said the route 
sought to be used did not appear to be 
unreasonable so as to prevent applica- 
tion of the intermediate rule. 


Barley Malt 


No. 30698, National Malting Co. v. 
Delaware, Lackawanna & Western Rail- 
road Co., et al. By division 2. Complaint 
dismissed on finding not shown unrea- 
sonable or otherwise unlawful, rate on 
barley malt from Buffalo, N.Y., to New 
York, N.Y., applicable on barley from 
Buffalo, to Paterson, N.J., there milled 
in transit into barley malt, and shipped 
from there to New York for export. The 
Commission said the complainant alleged 
the rate was unjust and unreasonable, 
and unduly prejudicial, as compared 
with rates on grain and grain products, 
including barley malt, from Chicago, II1., 
and Milwaukee, Wis., to New York and to 
New Orleans, La., for export. In No. 
30287, Bunge Corporation v. Ann Arbor 


R. Co. (mimeographed, decided Novem- 
ber 30, 1951), said the Commission, it 
found unjust and unreasonable the ex- 
port rates on buckwheat to New York 
when moving from or through Chicago, 
Milwaukee, or Minneapolis, in that they 
were different from the export rates con- 
currently maintained on barley, corn, 
oats, rye, and wheat. It said that in that 
case it pointed out that the export-traf- 
fic was not inherently entitled to lower 
rates than domestic traffic, but that rate- 
wise the grains were considered as an 
homogeneous group that should not be 
disrupted except for clear and com- 
pelling reasons. In the instant case, it 
continued, the defendants maintained 
from Buffalo to New York the same rate 
on all grain products for export, includ- 
ing malt, with the single exception of 
wheat flour. The Commission said there 
was no competition between barley malt 
and wheat flour. It said that although 
the proportional export rate on barley 
malt from Chicago to New York was on 
a lower level than the rate assailed that 
rate appeared to be depressed by compe- 
titive conditions that differed materially 
from the conditions that affected the rate 
under attack. From Chicago to New 
York, it said, the proportional export, the 
proportional domestic, the flat export, 
and the flat domestic rates on malt were, 
respectively, 4, 14, 25.5 and 28 cents 
higher than the rate assailed. Thus, it 
said, as compared with domestic ship- 
ments of barley milled into malt at Chi- 
cago and shipped to New York, the com- 
plainant benefitted by the use of barely 
moved from Duluth to Buffalo and malt- 
ed by it for movement to New York. 


Liquefied Petroleum Gas 


No. 30867, William P. Huston v. Abilene 
& Southern Railway Co., et al. By divi- 
sion 2. Complaint dismissed on finding 
applicable, charges collected on numerous 
shipments of liquefied petroleum gas, 
in tank-car loads, between September 1, 
1948, and January 31, 1950, from origins 
in Southwestern Territory to destina- 
tions in 17 states. The Commission said 
the complainant, as assignee of approxi- 
mately 100 consignees of shipments of 
the gas, sought reparation amounting to 
about $12,000 for alleged overcharges on 
the shipments. It said the issue pre- 
sented was whether the defendants, in 


_ computing the assailed charges, properly 


applied the provisions of the applicable 
tariffs in ascertaining the weights of the 
shipments. The Commission said the 
tariff did not provide for a determina- 
tion of the actual gallons loaded at a 
temperature of 60 degrees Fahrenheit, or 
any other temperature, as was provided 
for determination of the minimum 
weight. It said the tariff merely pro- 
vided that the charges would be com- 
puted on the basis of the number of 
gallons actually loaded at an estimated 
weight of 4.7 pounds a gallon. It was 
clear, said the Commission, that the 
words “actual gallons loaded” in the 
tariff meant the number of gallons 
loaded at the actual loading tempera- 
ture. The method used to determine the 
space, in gallons, occupied by the gas 
after loading, was not shown to have 
resulted in inaccuracies, said the Com- 
mission. By agreement of the parties, it 
continued, questions relating to the 
validity, sufficiency, and legality of the 
assignments to complainants as well as 
the proof of paying or bearing of the 
freight charges were reserved for con- 
sideration after a determination of the 
issue of applicability. It said that in 
view of the conclusions in the instant 


TRAFFIC WoORiD 


report, those questions required no con- 
sideration. 


| RAILROAD ABANDONMENTS 


D. M. &C. I. 


By an application in Finance Nb, 
17821, the Des Moines and Central Iowa 
Railway Co., has asked the Commissicn 
for authority to abandon 16.67 miles of 
line extending from the town of Granger 
to the town of Perry, all in Dallas coun- 
ty, Ia., and to abandon operation over 
the line. The applicant said it had con- 
tracted to sell certain trackage, sidings, 
spurs, and industrial tracks in the town 
of Perry to the Minneapolis & St. Louis 
Railway Co., and desired to abandon the 
remaining portion of the line as afore- 
mentioned. The D. M. & C. I. said that 
if authority to abandon the aforemen- 
tioned portion of line was granted, serv- 
ice to shippers would continue to be 
given by the M. & St. L. 


Milwaukee 


By an application in Finance No. 
17828, the Chicago, Milwaukee, St. Paul 
& Pacific Railroad Co. asks authority to 
abandon a portion of its railroad, be- 
tween Ashdale and Fay, in Carroll 
county, Ill., 8.3 miles. The applicant 
said the portion of the line proposed 
to be abandoned had been used solely 
for its “operational convenience,” but 
that it was no longer required in the 
operation of the railroad or for the serv- 
ice of the public. It added that no 
traffic originated or terminated between 
Fay and Ashdale on the line. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





* MC-39406, Sub. 7, Central Motor 
Lines, Inc., Extension—Regular Routes. 
On reconsideration, findings in prior re- 
port modified and certificate granted as 
to general commodities, with exceptions, 
between named points in IIl., Ind., N.Y., 
N.J., Pa., Del., Md., N.C., S.C., and Ga., 
over regular routes, serving certain in- 
termediate and off-route points. Com- 
missioner Lee dissented in part. 

* MC-73795, Sub. 3, Clyde R. Sauers, 
Pittsburgh, Pa., Extension—East Cam- 
bridge, Mass. Permit and dual opera- 
tions granted, Commissioner Mitchell 
noting dissent. Over irregular routes, 
caskets, casket parts, casket accessories, 
and funeral supplies (1) between Chi- 
cago, Ill., Connersville and Indianapolis, 
Ind., Louisville, Ky., Baltimore, Md., 
Newark, N.J., Brooklyn, White Plains, 
Albany, Hempstead, Long Island City, 
Rochester, Syracuse, and Buffalo, N.Y., 
Cleveland, O., Nashville, Tenn., Norfolk, 
Va., Philadelphia, Scranton, and Pitts- 
burgh, Pa., and D.C., and (2) between 
East Cambridge, Mass., New Haven, 
Conn., and Providence, R.I., and Syra- 
cuse, Rochester, and Buffalo, N.Y.,, 
Cleveland, O., Scranton and Pittsburgh, 
Pa., Chicago, Ill., Connersville and In- 
dianapolis, Ind., Louisville, Ky., Baliti- 
more, Md., Nashville, Tenn., Norfoik, 
Va., and D.C., conditioned on cancelia- 
tion of permits issued in MC-73795, Subs. 
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i and 2, and elimination of certain au- 
thority from permit MC-73795. 


* MC-76430, Sub. 9, Miller Transport 
Co., Inc., Philadelphia, Pa., Extension— 
Kearny, N.J. Permit granted, on re- 
consideration and findings in prior report 
modified. Over irregular routes, soap, 
soap products, lard substitute or com- 
pounds, cooking oil, glycerine, coconut 
oil and coconut oil products, stearin, 
shampoos, dentrifices, and facial prepa- 
rations, with or without advertising 
matter and premiums, from Kearny, 
N.J., and Clifton, Staten Island, N.Y., 
to points in Berks, Bucks, Chester, 
Delaware, Montgomery and Philadelphia 
counties, Pa., and in Atlantic, Burling- 
ton, Camden, Cape May, Cumberland, 
Gloucester, Ocean, and Salem counties, 
N.J., with returned shipments in reverse. 
Dual operations authorized. 

* MC-88220, Sub. 8, Fred M. Meneely, 
Brazil, Ind., Extension—Clay County, 
Ind. Certificate granted. Over irregu- 
lar routes, joint compound and joint 
compound solvent, and silos, grain cribs, 
grain bins, and related commodities, 
from Clay county, Ind., to various points, 
territories and states. 

* MC-105809, Sub. 5, Mack Transporta- 
tion Co., Philadelphia, Pa., Extension— 
New York. Permit granted. Coal-tar 
products, in bulk, in tank vehicles, from 
Philadelphia to points in N.Y., except 
in the New York, N.Y., commercial zone, 
over irregular routes.’ Holding of permit 
and certificate found consistent. 

* MC-109165, Sub. 4, Cody Schlomer, 
Woonsocket, S.D., Extension—Montana. 
Permit granted. Over irregular routes, 
farm implements and farm machinery, 
from Brookings, S.D., to points in a 
described Mont. area. 


UNCONTESTED FINANCE CASES 





Report and order in F.D. No. 17700, New 
York Central Railroad Co. et al. Merger, and 
F.D. No. 17701, New York Central Railroad 
Co., Assumption of Obligation and Lia- 
bility, approved. By its application in F.D. 
No. 17700, the N.Y.C. asked approval of 
merger into itself of the properties and 
franchises of West Shore Railroad Co., New 
Jersey Junction Railroad Co., New York & 
Fort Lee Railroad Co., Wallkill Valley Rail- 
road Co., Toledo & Ohio Central Railway 
Co., Lake Erie, Alliance & Wheeling Rail- 
road Co., and Federal Valley Railroad Co., 
for ownership, management and operation 
of the properties now in separate ownership, 
to simplify the corporate structure of Cen- 
tral’s system. In F.D. No. 17701, the N.Y.C. 
asked authority to assume obligation and 
liability in respect of securities of the com- 
panies proposed to be merged into it in 
F.D. No. 17700. 

* * at 

Report and order in F.D. No. 17704, 
Louisiana Midland Railway Co. Lease, etc., 
approved. The Louisiana Midland, by its 
application, asked authority to lease and 
operate the Black River branch of the Mis- 
souri Pacific Railroad extending from Wilds- 
ville to Concordia Junction, 14.7 miles; to 
use under trackage rights the line of the 
M.P. from Concordia Junction to Vidalia, 
8.95 miles of main line and 2.40 miles of 
side track, and for joint use and opera- 
tion with the M.P., of the latter’s Vidalia 
terminals, all in Concordia parish, La. The 
application involves continuance of a 
present operation. 

* ” a 

Report and order in F.D. No. 17777, Chi- 
cago & North Western Railway Co. Equip- 
ment Trust Certificates, granting authority 
to assume obligation and liability, as guar- 
sntor, in respect of not exceeding $6,555,000 

Chicago & North Western Railway Co. 
second equipment trust of 1952, 344-per cent 

,uipment-trust certificates, to be issued 

The Northern Trust Co., as trustee, and 

sold at 99.13 and accrued dividends in con- 
ction with the procurement of certain 
uipment, approved. | 


Report and order in F.D. No. 17786, Min- 

avdolis St. Paul & Sault Ste. Marie Rail- 

Toad Co., Equipment Trust Certificates, 
+ 


granting authority to assume obligation and 
liability, as guarantor, in .respect of not 
exceeding $2,850,000 of Minneapolis, St. Paul 
& Sault Ste. Marie Railroad equipment- 
trust certificates, series A, to be issued by 
the First National Bank of Minneapolis, as 
trustee, and sold at 99.0369 and accrued 
dividends in connection with the procure- 
ment of certain equipment, approved. 
Ed * * 


Report and certificate in F.D. No. 17765, 
Duluth, South Shore & Atlantic Railroad 
Co. Construction, approved. The D. S. S. 
& A., by its application, asked authority to 
construct, acquire, maintain and operate a 
spur track from Bergland, Mich., to White 
Pine, Mich., about 14 miles. The company 
said it would construct the new spur track 
as agent for and for the account of White 
Pine Copper Co., and planned to operate over 
the track, maintain it, and to purchase it 
from White Pine. The railroad said that 
White Pine had obtained a loan from the 
Reconstruction Finance Corporation for the 
development and placing into production 
of mining and processing facilities at White 
Pine. 





MOTOR FINANCE CASES 


MC-F-5028, Thomas A. Eazor—Control; 
Eazor Express, Inc.—Purchase—Orange and 
Black Express, Inc. Purchase by Eazor Ex- 
press. Inc., Pittsburgh, Pa., of the operat- 
ing rights of Orange and Black Express, 
Inc., Perry, N.Y., and acquisition by Thomas 
A. Eazor, also of Pittsburgh, of control of 
the rights through the purchase, authorized, 
with conditions. 

* * * 

MC-F-5154, Ernest Capitani, et al.—Con- 
trol—Rockland Coaches. Inc., et al. Ac- 
quisition by Ernest Capitani, Ernest A. 
Capitani, Jr., Mary Capitani, and Amelia 
Capitani Gerace, of Jersey City, N.J., pres- 
ent holders of 50 per cent of the capital 
stock of Rockland Coaches, Inc., and Hill 
Bus Co., of Bergenfield, N.J., and of Rockland 
Transit Corporation, Spring Valley Motor 
Coach Co., Inc., and Tappan .and Nyack 
Bus, Inc., of Spring Valley, N.J., of control 
of these carriers, through purchase of the 
remaining 50 per cent of their capital stock, 
authorized, with conditions. 

cg * x 


MC-F-5231, Sherwood Brannon—Control; 





ICC NEWS 


Standard Motor Freight, Inc.—Purchase— 
Madison Transportation Co. Application for 
authority under section 210a(b) of Standard 
Motor Freight, Inc., of Pittsburgh, Pa., for 
temporary operation of the motor-carrier 
rights of Madison Transportation Co., of 
New Haven, Conn., granted, with condi- 
tions. 
* ae * 

MC-F-5236, George E. Thieroff—Control; 
Wheeling-Steubenville Truck Service, Inc.— 
Purchase—Tower Trucking Co. Application 
for authority under section 210a(b) of 
Wheeling-Steubenville Truck Service, Inc., 
of Wheeling, W.Va., for temporary operation 
of the motor-carrier rights and properties 
of Tower Trucking Co., also of Wheeling, 
denied. s 

OK 


MC-F-5238, F. E. McCreary, Jr.—Control; 
American Coach Co., Inc.—Purchase (Por- 
tion)—Cardinal Lines, Inc. (Robert B. Wood, 
Trustee). Application for authority under 
section 210a(b) of American Coach Co., Inc., 
of Skokie, Ill., for temporary operation of 
a portion of the motor-carrier rights of 
Cardinal Lines, Inc. (Robert B. Wood, Trus- 
tee), of Madison, Wis., granted, with condi- 
tions. 

* * * 

MC-F-5213, Romeo J. Lavigne—Purchase— 
Boston & Berlin Transportation Co., Inc. 
Application for authority under _ section 
210a(b) of Romeo J. Lavigne, doing business 
as Lavigne’s Red Wing Express, of Berlin, 
N.H., for temporary operation of the motor- 
carrier rights and properties of Boston & 
Berlin Transportation Co., Inc., also of 
Berlin, denied. 


MC-F-5234, C. H. Case—Control—Drury 
Bros. Transfer & Storage Co., Inc. Applica- 
tion for authority under section 210a(b) of 
C. H. Case, of Huntington, W.Va., for tem- 
porary control through management of. 
motor-carrier rights and properties of Drury 
Bros. Transfer & Storage Co., Inc., of Hunt- 
ington, W.Va., granted, with conditions. 

a a a 


MC-F-4863, Sam L. Bewley and Francis 
Courtney—Purchase-—U.S. Truck Line. On 
hearing, application of Sam L. Bewley and 
Francis Courtney, dba Arrow Trucking Co., 
Tulsa, Okla., denied. Prior report decided 
August 31, 1951. 


* * 


ORDERS 


Rails Granted 60-Day 


Delay in Ocean-Rail Case 


The Commission has granted a peti- 
tion of the eastern and southwestern 
railroads for an extension of not less 
than 60 days of the effective date of 
its order of May 19 in No. 28300, Class 
Rate Investigation, 1939, prescribing 
ocean-rail class rates. The Commission 
extended the effective date of the order 
in the proceeding to September 20 on 
30 days’ notice. 


In their petition (T.W., June 21, p. 57), 
the railroads said postponement of the 
order, which was to become effective 
July 22, on 30 days’ notice, was neces- 
sary because it would be physically im- 
possible to compute, compile, and pub- 
lish the prescribed rates within the time 
allowed. 


The water lines involved in the case, 
Newtex Steamship Co., Pan-Atlantic 
Steamship Corporation, and Seatrain 
Lines, Inc., had asked for denial of the 
railroads’ request for postponement. 
They said the railroads’ petition for a 
60-day delay was not justified, and that 
the railroads had “unreasonably delayed 
the commencement of the necessary 
work.” 

The Commission’s order, according to 
the railroads, did not set forth the first- 
class rates required to be published, but 
merely stated the method for their de- 


termination. The order also required 
the substitution of the grouping used in 
connection with the No. 28300 all-rail 
rates for the groupings used with the 
present rates, the railroads said. 





Rails’ Proposal to Cancel 
Free P. U. & D. Suspended 


The Commission, by an order in I. and 
S. No. 6013, Pick-Up & Delivery Charges 
in Official Territory, has suspended from 
June 23 until and including January 22, 
1953, the operation of railroad tariff 
schedules proposing to cancel free pick- 
up and delivery service and to apply 
Separate charges, on less-carload and 
any-quantity shipments moving between 
points in Official Territory (T.W., June 
21, p. 29, June 14, p 51, June 7, p. 24, 
May 31, p. 16, and May 10, p. 15). 

These schedules, published in supple- 
ment No. 16 to Agent C. W. Boin’s joint 
tariff I.C.C. No. A-933, were protested 
by numerous shippers and shipper organ- 
izations. 





Trackage Case Review Denied 


The Commission has overruled a mo- 
tion filed by protestants in Finance No. 
17539, Chicago, Rock Island & Pacific 
Railroad Co., et al., Acquisition, etc., for 
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reconsideration of the decision in that 
proceeding which authorized the Rock 
Island and the Santa Fe jointly to ac- 
quire certain lines of railroad, to abandon 
other lines, and each to acquire trackage 
rights over portions of the lines of the 
= all in and around Oklahoma City, 
a. 


The Commission said that no question 
had been presented in the motion, or in 
an earlier so-called motion, which had 
not been considered by the entire Com- 
mission and that there was, therefore, 
no good reason why the Commission 
should hear the motion. 





Motor Contract Carrier 
Rate Order Postponed 


The Commission, by Commissioner 
Lee, has issued an order in MC-C-1107, 
Auto »Transports, Inc., Suspension of 
Permit, modifying an order of May 17, 
1950, in that proceeding, so as to become 
effective July 1, to give Auto Transport 
time in which to file a petition seeking 
relief from filing schedules under section 
218(a) of the interstate commerce act. 


The proceeding was one in which the 
the Commission, in 1950, suspended the 
permit of Auto Transport pursuant to a 
show cause order which required the 
carrier, a motor contract carrier, to file 
and publish a schedule of minimum rates 
actually charged under its contract. The 
district court upheld the Commission’s 
order, which granted a temporary in- 
junction pending determination of an 
appeal to the Supreme Court of the 
United States (T.W., Nov. 24, p. 61). 


In its instant order, the Commission 
said that the decision of the lower court 
was affirmed by the Supreme Court and 
rehearing denied May 26, but that the 
temporary injunction staying the effec- 
tive date of the Commission’s order 
pending appeal to the higher court had 
not yet been dissolved. 


L.I. Rerouting Order Vacated 


An order authorizing the Long Island 
Rail Road Co. trustee, because of a work 
stoppage, to divert or reroute that rail- 
road’s traffic over any available route, 
has been vacated, effective at 11:59 p.m., 
June 18 (T.W., June 21, p. 55). The 
action was by Taylor’s I.C.C. order No. 
2-A which vacated and set aside Taylor’s 
I.C.C. order No. 2, issued under the Com- 
mission’s revised service order No. 562, 
Rerouting of Traffic—Appointment of 
Agent. 





Wardlaw Towing Rights 


By an order in W-957, Sub. 3, L. A. 
Wardlaw, Sr., and L. A. Wardlaw, Jr., 
Temporary Authority—Ouachita River, 
the Commission, division 4, has author- 
ized the applicant partnership, doing 
business as Wardlaw Towing Co., to con- 
tinue temporary operation as a contract 
carrier by non-self-propelled vessels with 
the use of separate towing vessels. It 
said the considered authority was for 
transportation of (1) cotton from Cam- 
den, Ark., to New Orleans, La., (2) sul- 
phate of ammonia from Camden and 


Calion, Ark., to New Orleans, (3) barite 
from Camden to New Orleans, (4) metal 
pipe from New Orleans. to Calion and 
Camden, and (5) sugar from New Or- 
leans and Houma, La., to Calion and 
Camden. The Commission said _ the 
service corresponded in part with that 
for which the applicant, by application 
in W-957, Sub. 2, sought a permit. The 
temporary operation was authorized un- 
til further order of the Commission, but 
not beyond the time that the applica- 
tion in W-957, Sub. 2, had been finally 
determined. 





Exceptions Cancellation 
Ruling Affirmed by I.C.C. 


Acting on a petition of the southwest- 
ern railroads, and a freight forwarder, 
the entire Commission has affirmed the 
action of its division 2 in refusing to 
suspend cancellation by Official and 
Southern Territory railroads of their 
participating in less-carload and any- 
quantity exceptions ratings between 
points in Official and Southern terri- 
tories and Southwestern Territory (T.W., 
June 21, p. 50, May 31, p. 16). 

The division had permitted the can- 
cellations to go into effect over many 
protests. Among the tariff supplements 
filed to go into effect May 30 and later, 
was supplement No. 42 to Agent Schultz’ 
tariff I.C.C. No. 463, effective June 20. 
It was explained at the Commission that 
the action of division 2 in permitting 
the cancellations to go into effect had 
included the Shcultz supplement, and 
that the further action by the entire 
membership of the Commission followed 
petition of the southwestern carriers and 
the freight forwarder. 





Revocation Partly Vacated 


On petition of the respondent in MC- 
C-1231, Red Star Motor Coaches, Inc.— 
Revocation of Certificates, the Commis- 
sion, division 5, by an order in that pro- 
ceeding and MC-%75665, Red Star Motor 
Coaches, Inc., and Subs. 12 and 13, has 
vacated an order of March 10 to the 
extent that it revoked a portion of the 
certificate in MC-75665, Sub. 12, covering 
rights from Cecilton, Md., over U.S. high- 
way 213, to Chesapeake City, Md., and 
return over the same route. 


B. & O. Record Forms 


The Baltimore & Ohio Railroad Co. 
has been authorized to keep certain 
forms embodying information additional 
to that prescribed by the Commission. 
The authorization was by an order of 
the Commission by Commissioner Pat- 
terson in “In the Matter of Method and 
Form of Records to be Kept by Carriers 
Relating to the Time on Duty of Em- 
ployes and the Movement of Trains.” 
The order said the record was titled 
“Dispatcher’s Record of Movement of 
Trains, For Monongah Division—Form 
834-AC-Spl.” 


Greyhound Terminal Notes 


The Commission, division 4, has per- 
mitted extension from June 30 until April 
1, 1953, of the period within which The 
Greyhound Corporation is authorized to 
obligation and liability as 


assume 
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guarantor respecting payment of prin- 
cipal, interest, and premium in connec- 
tion with $6,000,000 of promissory notes 
and $6,000,000 of 20-year first-mortgage 
sinking fund bonds to be issued by Chi- 
cago Greyhound Terminal, Inc. A sec- 
ond supplemental order was issued in 
Finance No. 16770, The Greyhound Cor- 
poration Assumption of Obligation and 
Liability. It said the issues were to pro- 
vide interim and long-term financing, 
respectively, of a part of the cost of con- 
structing a new motorbus terminal in 
Chicago, IIl. 





Demurrage Order Extended 
As to Gondolas and Flats 


Penalty provisions of service order No. 
865, Demurrage on Freight Cars, with 
respect to Class G gondola cars and Class 
F flat cars, have been continued in effect 
for another six months. 

By amendment No. 28 to the service 
order, the Commission, division 3, ex- 
tended the order’s effective period from 
11:59 p.m., June 30, until 11:59 p.m., De- 
cember 31. The service order assessed 
penalty demurrage charges for detention 
of freight cars. 

It also issued amendment No. 29 to the 
service order, however, suspending the 
service order from 7 a.m., July 1, until 
11:59 p.m., December 31, except with re- 
spect to the aforementioned gondola and 
flat cars. 


Bay Cities Water Right 


The Commission, division 4, has au- 
thorized Bay Cities Transportation Co., 
San Francisco, Calif., to operate as a 
common carrier by towing vessels in the 
performance of general towage between 
ports and points on San Francisco, San 
Pablo, and Suisun bays, and along the 
Sacramento and San Joaquin rivers and 
their tributaries, except between Oak- 
land, Calif., and Rough and Ready Is- 
land, Calif. An order to that effect was 
issued in W-379, Sub. 3, Bay Cities Trans- 
portation Co., Temporary Authority— 
Towage. The order was to continue in 
force to and including December 12, said 
the Commission. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
suspended by the Commissicn. Suspen- 
sion orders contain many schedules not 
reproduced here. Details of such orders 
are published in The Traffic Bulletin. 


I. and S. No. 6011, Anti-Knock Com- 
pound, Baton Rouge to Twin Cities, from 
June 20 to and including January 19, 1953, 
certain schedules as published in supple- 
ments 190 and 193 to Agent W. P. 
Emerson, Jr.’s tariff I.C.C. 378. The sus- 
pended schedules propose to increase the 
rates on motor fuel anti-knock com- 
pound, in tank cars, from Baton Rouge 
and North Baton Rouge, La., to Minne- 
apolis and St. Paul, Minn. 

I. and S. No. 6012, Routing From or To 
Cantonment, Fla., from June 20 to and 
including January 19, 1953, certain 
schedules as published in supplements 
Nos. 25, 26, 27 and 28 to Louisville & 
Nashville Railroad Co.’s tariff I.C.C. No. 
A-16634. The suspended schedules pro- 
pose to cancel certain routing arrange- 
ments in connection with the St. Louis- 
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San Francisco Railway Co., as originat- 
ing or delivering carrier at Cantonment 
(North Pensacola), Fla. 

I. and S. M-4270, Electric Lamps— 
Memphis to New Orleans, from June 19 
to and including January 19, 1953, cer- 
tain schedules published in supplements 
Nos. 8 and 9 to tariff MF-I.C.C. No. 569 
of Southern Motor Carriers Rate Con- 
ference, agent, Atlanta, Ga. ‘The sus- 
pended schedules propose to establish 
reduced less-truckload commodity rates 
on incandescent electric lamps from 
Memphis, Tenn., to Jackson and Natchez, 
Miss., and New Orleans. La. 

I. and S. M-4271, Groceries—New Eng- 
land Territory, from June 20 to and in- 
cluding January 19, 1953, schedules pub- 
lished in tariff MF-I.C.C. No. 32 of La- 
vigne’s Red Wing Express, Berlin, N.H. 
The suspended schedules propose new 
motor common carrier commodity rates 
on groceries and grocery supplies from 
Boston, Mass., to points in Maine, New 
Hampshire and Vermont. 

I. and S. M-4272, Groceries—Rapid 
Motor Lines, Inc., from June 20 to and 
including January 19, 1953, certain sched- 
ules published in tariff MF-I.C.C. No. 17 
of Rapid Motor Lines, Inc., New Haven, 
Conn. The suspended schedules propose 
new motor common carier commodity 
rates on groceries and grocery supplies 
from Boston, Mass., to points in Con- 
necticut. 

I. and S. M-4273, Merchandise—Cleve- 
land to Baltimore, from June 20 to and 
including January 19, 1953, certain sched- 
ules published on second revised page 
No. 78 to tariff MF-I.C.C. No. 1 of Con- 
tinental ‘Transportation Lines, Inc., 
Pittsburgh, Pa. 'The suspended sched- 
ules propose a local (single line) com- 
modity rate of 107 cents a 100 pounds, 
minimum 20,000 pounds, on “all com- 
modities”, with certain exceptions, in 
mixed truckloads, from Cleveland, O., to 
Baltimore, Md., in lieu of higher and 
lower class or commodity rates. 

I. and S. M-4274, Rough Castings— 
Miller Transportation, Inc., from June 20 
to and including January 19, 1953, cer- 
tain schedules published on second re- 
vised page 28-A to tariff MF-I.C.C. No. 
5 of Miller Transportation, Inc., Kokomo, 
Ind. The suspended schedules propose 
a new motor common carrier commodity 
rate on iron or steel castings, N.O.I., in 
the rough, loaded on pallets or elevating 
truck platforms, minimum 30,000 pounds, 
— Muskegon, Mich., to Indianapolis, 
nd. 

I. and S. M-4275, Rates of H. H. Stacey 
—Arizona and California, from June 20 
to and including January 19, 1953, cer- 
tain schedules published on various re- 
vised pages to tariff MF-I.C.C. No. 5 of 
H. H. Stacey, Redlands, Calif. The sus- 
pended schedules propose reduced motor 
common carrier local (single-line) less 
truckload and truckload class and com- 
modity rates on various commodities ap- 
plicable from or to or between points in 
California and points in Arizona. 

I. and S. M-4276, Coal—Over Charles 
B. Alpaugh, from June 22 to and includ- 
ing January 21, 1953, certain schedules 
published in tariff MF-I.C.C. No. 2 of 
Charles B. Alpaugh, Lebanon, N.J. The 
Suspended schedules propose to estab- 
lish reduced motor common carrier com- 
modity rates on coal, minimum 26,000 
pounds, from Tamaqua, Pa., to Annan- 
daie, Clinton, and Whitehouse, N.J. 

fr. and S. M-4277, Syrup—Granite City, 
Ili, to Chattanooga, from June 21 to 
anc including January 20, 1953, certain 
Sciiedules published in joint tariff MF- 
IC.c. No. 112 issued by Central and 





Southern Motor Freight Tariff Associa- 
tion, Inc., agent, Louisville, Ky. The 
suspended schedules propose to estab- 
lish a reduced motor common carrier 
truckload commodity rate on syrup, col- 
oring, minimum 36,000 pounds, from 
Granite City, Ill., to Chattanooga, Tenn. 

I. and S. M-4278, Window Glass—Os- 
borne Trucking Co., Inc., from June 23 
to and including January 22, 1953, cer- 
tain schedules as set forth in supple- 
ment No. 2 to tariff MF-I.C.C. No. 9 of 
Osborne Trucking Co., Inc., Vincennes, 
Ind. The suspended schedules propose 
to establish new motor common carrier 
commodity rates on window glass, mini- 
mum 30,000 pounds, from Vincennes, 
Ind., to points in Illinois, Iowa and Ohio, 
to alternate with present higher rates 
subject to a minimum weight of 20,000 
pounds, 

I. and S. M-4279, Leather—Whitehall, 
Mich., to Nashville, from June 21 to and 
including January 20, 1953, certain sched- 
ules published in tariff MF-I.C.C. No. 112 
of Central and Southern Motor Freight 
Tariff Association, Inc., agent. The sus- 
pended schedules proposed to reduce the 
motor common carrier rates on leather, 
in truckloads, from Whitehall, Mich., to 
Nashville, Tenn., via Blue Arrow Trans- 
port Lines, Inc., in connection with Ad- 
kins Transfer Co., Inc. 

I. and S. M-4280, Iron & Steel Articles 
—Indiana to Illinois, from June 23 to 
and including January 22, 1953, certain 
schedules published on revised pages to 
tariff MF-I.C.C. No. 11 of Sims Motor 
Transport Lines, Inc., Riverdale, Ill. The 
suspended schedules propose to establish 
new motor-common-carrier rates on iron 
or steel articles from Terre Haute, Ind. 
and South Bend, Ind. to points in Illi- 
nois, and to add wire forms to lists of 
iron and steel commodities on which 
rates between points in Central Territory 
apply. 

I. and S. M-4281, Oleomargarine— 
Memphis to Eastern Points, from June 23 
to and including January 22, 1953, certain 
schedules published in joint tariff MF- 
I.C.C. No. 574, issued by Southern Motor 
Carriers Rate Conference, agent, Atlanta, 
Ga. The suspended schedules propose 
new and reduced motor common carrier 
commodity rates on oleomargarine, mini- 
mum 22,000 pounds, from Memphis, 
Tenn., to eastern points. 

I. and S. M-4282, Machinery, Assem- 
bling Rates to Chicago, from June 24 
to and including January 23, 1953, cer- 
tain schedules published in supplement 
No. 7 to tariff MF-I.C.C. No. 18 of Dennis 
Truck Line, Inc., Chicago, Ill. The sus- 
pended schedules propose a motor com- 
mon carrier local (single-line) less truck- 
load assembling commodity rate of 80 
cents per 100 pounds, on certain ma- 
chines, machinery, or parts, from Cin- 
cinnati, O., and Louisville, Ky., to Chi- 
cago, Ill., in lieu of higher less truckload 
assembling class rates. 

I. and S. M-4283, Magazines—Chicago 
to Des Moines, from June 25 to and in- 
cluding January 24, 1953, certain sched- 
ules published in supplement No. 38 to 
tariff MF-I.C.C. No. 202 of Middlewest 
Motor Freight Bureau, agent, Kansas 
City, Mo. The suspended schedules pro- 
pose a reduced motor common carrier 
commodity rate on magazines or peri- 
odicals, minimum 30,000 pounds, from 
Chicago, Ill., to Des Moines, Iowa. 

I. and S. M-4284, Dairy Products—Pro- 
portional Missouri to Chicago, from June 
25 to and including January 24, 1953, 
certain schedules published in supple- 
ment No. 38 to tariff MF-I.C.C. No. 202 
of Middlewest Motor Freight Bureau, 
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agent, Kansas City, Mo. The suspended 
schedules propose to establish a motor 
common carrier proportional commodity 
rate of 40 cents per 100 pounds, mini- 
mum 20,000 pounds, to Chicago, Ill., from 
Kansas City on butter and eggs and 
from St. Joseph, Mo., on frozen eggs ap- 
plicable on shipments moving beyond 
Chicago to all points in 15 eastern and 
southern states. 

I. and S. M-4285, Various Commodities 
—From & To Twin Cities, from June 25, 
to and including January 24, 1953, cer- 
tain schedules as set forth in supplement 
No. 27 to MF-I.C.C. No. 184 of the Mid- 
dlewest Motor Freight Bureau, agent, 
Kansas City, Mo. The suspended sched- 
ules propose to establish new and re- 
duced motor common carrier commodity 
rates on various commodities, such as 
groceries, canned goods, fresh fruits and 
vegetables, scrap metals.and scrap rags, 
and scrap or waste paper from, to or 
between the Twin Cities and Fargo, 
Grand Forks, and West Fargo, N. Dak. 
and East Grand Forks and Moorhead, 
Minn. 

I. and S. M-4286, Drugs—Connecticut 
to Boston, from June 25 to and including 
January 24, 1953, all schedules published 
in tariff MF-I.C.C. No. 13 of Peerless 
Motor Express, Inc., Holbrook, Mass. The 
suspended schedules propose to establish 
reduced motor-common-carrier commod- 
ity rates on drugs and drug store sup- 
plies, minima 20,000 and 28,000 pounds, 
from Bridgeport and Fairfield, Conn., to 
Boston, Mass. 


COMMISSION ORDERS ; 


W-103, Joseph R. Hutton Contract Carrier 
Application. Order of Oct. 18, 1951, requiring 
Callanan Road Improvement Co. to take 
certain action on one day’s notice, further 
modified so as to become effective Sept. 15, 
on same notice, instead of June 21. 


No. 13528, Investigation of Power Brakes 
and Appliances for Operating Power Brake 
Systems. Effective date of order of Sept. 21, 
1945, as amended, insofar as it applies to 50- 
ton ore cars of Duluth, Missabe & Iron Range 
Ry. Co., extended to Dec. 31. 


No. 30964, United States Pipe and Foundry 
Co. v. W. P., et al. Complaint dismissed on 
request of complainant for reason that car- 
riers have agreed to publish rates agreed on 
by complainant and defendants. 


MC-340, Sub. 7, J. L. Querner Extension— 
Frozen Foods. Applicant’s request for argu- 
ment denied. ee 

MC-981, Sub. 11, Sawyer Lines; MC-10274, 
Sub. 1, Barzilliar G. Shinn; MC-30837, Sub. 
125, Kenosha Auto Transport Corp.; MC- 
66585, Sub. 2, Turner Cartage & Storage Co.; 
MC-80504, Sub. 6, Shein’s Express; MC-113050, 
Alger Motors, Inc.; MC-113056, Thomas Bros. 
Applications dismissed on request of appli- 
cants. 

a * * 

MC-10101, A-C Truck Line. Certificate re- 

voked, effective July 18, on request of carrier. 
* 


MC-28319, Harbor Springs Transit Co. Cer- 
tificate of registration of Sept. 26, 1939, can- 
celled. Application dismissed on request of 
applicant. —- - 

MC-52947, Sub. 17, Pinson Transfer Co., 
Inc. Common Carrier Application; MC- 
107423, Sub.. 4, J. David Conken Common 
Carrier Application. Motion of applicant in 
MC-52947, Sub. 17, for a consolidated hear- 
ing, overruled. : ‘. 

MC-F-4357, J. D. Brothers and W. F. Grin- 
nels—Control; New Dixie Lines, Inc.—Pur- 
chase (Portion)—Jocie Motor Lines, Inc: 
Time within which authority granted by 
order of July 11, 1951, may be exercised, 
further extended to Jan. 2, 1953. 


MC-F-4703, Bill Watkins—Control; Wat- 
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kins Motor Lines, Inc.—Purchase—Everett 
L. Baker. Petition of Alterman Transport 
Lines for further hearing denied. 


No. 30674, Montana Intrastate Freight 
Rates and Charges. Order of May 20 modified 
to become effective Aug. 1, on not less than 
five days’ notice, instead of July 1. 

* 


MC-8283, Nigro Freight Lines. Applicant’s 
petition for modification of certificate so as 
to permit transportation of general commod- 
ities between Hartford, Conn., and Atlanta, 
Ga., denied, effective Aug. 18. 


MC-36850, Sub. 1, Arthur J. Goupille; MC- 
111469 and Sub. 1, Great Western. Operating 
authority revoked, effective July 21, on re- 
quest of carriers. 4 4 r 

MC-45860, Ferguson Freight Lines, Inc. 
Modification of Certificate (now entitled Jet 
Motor Lines, Inc. Modification of Certificate. 
Reopened for reconsideration. 

* 


MC-60871, Sub. 1, G. V. Ankeny’s Transfer; 
MC-70330, Sub. 23, Miller Truck Line; MC- 
111449, Sub. 6, Dillon Transport. Applications 
dismissed on request of applicants. 

* aa 


MC-61616, Sub. 5, Missouri Pacific Trans- 
portation Co. Reopened for appropriate pro- 


ceedings 
* * *” 


MC-84737, Sub. 62, Nilson Motor Express. 
Petition of Cook Truck Lines, Inc., et 
al. to adjourn hearing, after taking of testi- 
mony, to some future date for further hear- 
ing in New Orleans, La., denied. 

* 


MC-112156, Cooper Transport. Certificate 
as amended revoked, effective June 21, on 
request of carrier. 

+ * * 

MC-FC-54080, Nye Milam Trucking Serv- 
ice, Transferee, and John J. Barry, Trans- 
feror. Transfer of operating rights authorized 
on conditions. F 

MC-35628, Sub. 173, Intestate Motor Freight 
System Extension—Packard Plant. Applicant 
asks reconsideration of order of May 21. 

* 


MC-75840, Sub. 88, Malone Freight Lines, 
Inc. Extension—Textiles. Georgia Highway 
Express, Inc., et al., ask reconsideration by 
Division 5 and consideration and reconsid- 
eration by the full Commission. 


MC-97788, Sub. 1, Beck Motor Lines, Inc., 
Common Carrier Application. Applicant 
moves that findings be amended. 


Ex Parte MC-39, Practices of Property 
Brokers. All States Moving Service asks 
clarification and reconsideration. 

* 


No. 29996, Vacuum Cleaner Manufacturers 
Ass’n. v. A. T. & S. F., et al. Reopened for 
further hearing. aan 

No. 30771, Apex Smelting Co. v. N.Y.C. 
et al. Complainant’s request for argument 
denied. oe? ae 


No. 30931, Signode Steel Strapping Co. v. 
W.P., et al. Defendant’s request for argu- 
ment denied. te 

I. & S. 5866, Sugar Cases of 1951, Sugar 
to Ill., Ind., and Southern and Western 
Trunk-Line Points, and embraced cases. 
Order of Feb. 6 in I. & S. 5866, and Fourth 
Section Order 17110 further modified to be- 
come effective Oct. 15, on not less than one 
day’s notice, instead ot July 14. 


MC-2228, Sub. 34, Merchant’s Fast Motor 
Lines, Inc. Extension—El Paso Commercial 
Zone. Date on which recommended order 
shall become order of the Commission and 
become effective postponed to June 26. 

- - 


MC-55209, Roger Sherman Transfer Co. 
Joint protest of John R. Foster, Inc., et al. 
objecting to amendment of certificate pro- 
posed in order of Sept. 6, 1951, denied, effec- 
tive Aug. 19. - 

» ~~ 


I. & S. M-4155, Coffee—Jacksonville, Fla. 
to Birmingham, Ala. Respondent’s peti- 
tion for vacation of order of suspension 
denied. So? ote 


MC-F-4568, E. W. King—Control; Mason 
& Dixon Lines, Inc.—Purchase—W. D. Sar- 
tain and J. R. O’Guin; MC-59583, Sub. 60, 
Mason & Dixon Lines, Inc. Extension— 


Memphis, Tenn Reopened for further hear- 


ing. Order of April 21 vacated. 
* 


MC-F-4647, A. B. Crichton, Sr., et al.— 
Control; 


Super Service Motor Freight Co., 





Inc. — Purchase (Portion) —Hayes Freight 
Lines, Inc. Reopened for further hearing. 
Order of April 21 vacated. 


MC-FC-53557, Henry H. Stevens, Inc., 
Transferee, and Mattoon Transfer & Storage 
Co., Transteror. Transfer of operating 
rights authorized on Conditions. 

s 


I. & S. 5900 and F.S.A. 25816, Sulphur, 
La. and Tex. to Calvert, Ky. Petition of 
American Barge Line Co. and others for 
reopening and further consideration denied. 

+ 


MC-27204, Bernalillo Express; MC-68880, 
Martin J. Roach, Martin J. Roach, Jr., Ad- 
ministrator; MC-111699, Goerndt & Dahlke. 
Certificates revoked, effective July 23, on re- 
quest of carriers. oat See a 

MC-35362, City Transfer Co. Portion of 
certificate remaining after transfer proceed- 
ing in MC-F-5071 of Feb. 6 dismissed effec- 
tive July 23, on request of carrier. 


MC-104523, Sub. 12, Huston Truck Line; 
MC-111053, Sub. 1, Ehrlick Horse Transport; 
MC-112505, Sylvania Electric Products, Inc. 
Contract Carrier Application; MC-112638, J. 
H. Hall; MC-112664, Art Halliwell Horse 
Transport; MC-113354, Odell Sheets; MC- 
FC-53770, Cleco Truck Lines, Inc., Trans- 
feree, and Diamond Trucking Co., Inc., 
Transferor. Applications dismissed on re- 
quest of applicants. r 

* * 

MC-109761, Sub. 1, Carl Subler Extension 
—Canned Goods from Fla. Petition of 
Eastern Railroads, except C. & O. Ry. Co., 
for reconsideration denied. 

* OK aE 


MC-111395, Kermyt W. Callahan and Neil 
Miller Common Carrier Application. Joint 
petition of North American Van Lines, Inc., 
et al. for reconsideration denied. 

co * 


Respondents having cancelled suspended 
schedules under special permission, the 
Commission has issued orders discontinuing 
the proceedings in I. & S. M-4010, Wharfage 
Allowance—Blue Line Express, Inc.; I. & 
S. M-4090, Iron and Steel Articles—Kansas 
City to Hastings; I. & S. M-4115, Machinery 
& Equipment—Va. & Eastern Points; and 
I. & S. M-4161, Chemicals, Feed—Philadel- 
phia to NJ. 

cd * oe 

I. & S. M-4131, Classification Clothing— 
Central and South. Respondent’s petition 
for vacation of order of suspension denied. 


FF-148, Sub. 4, Republic Carloading and 
Distributing Co., Inc. Extension—Southeast; 
FF-148, Same Freight Forwarder Applica- 
tion; FF-148, Sub. 1, Same Extension—Utah; 
FF-148, Sub 2, Same Extension—Ill.; FF-148, 
Sub. 3, Same Extension—Midwest Origins; 
FF-144, Gulf Carloading Co., Inc. Freight 
Forwarder Application. FF-148, Sub. 4 re- 
opened for reconsideration. Fifth amended 






APPLICATIONS 
AND PETITIONS 


TRAFFIC WORD 


permit and order of April 1 further moci- 
fied so as to postpone effective date of July 
21 until further order of the Commission 


No. 30604, Cities Service Oil Co. v. P. R.R. 
Co. Defendant’s petition for reopening and 
reconsideration denied. ? 

* 

No. 30661, Coal, Ill. and Ind. to Ontona- 
gon, Mich. Petitions of eastern rail protes- 
tants, Wisconsin Coal Bureau, Inc., et ai., 
and Property Owners’ Committee for re- 
opening, reconsideration and argument 
denied. . a 


No. 30694, Southwestern Tank Truck Car- 
riers Committee, et al. v. A. & S., et al. 
Reopened for reconsideration. Order of Jan. 
22 further modified so as to postpone effec- 
tive date of Aug. 1 until further order of 
the Commission. " 

* oi 

No. 30820, Zinsser & Co., Inc. v. National 
Carloading Corp.; No. 30864, Blaw-Knox Co. 
and its Divisions v. P. & L. E., et al.; No. 
31033, Graystone Tile Co. v. D. & H., et al. 
Complaints dismissed on request of com- 
plainants. 

a * ok 

I. & S. 5680, Brick, Ky., Ohio, and W. Va. 
to South; I. & S. 5738, Brick, From, To, 
and Between Ohio River Crossings. Peti- 
tion of Aetna Fire Brick Co., et al. for re- 
opening and reconsideration of record as 
made denied. ‘ 

oe 

Respondents having cancelled suspended 
schedules under special permission, the 
Commission has issued orders discontinuing 
the proceeding in I. & S. 5998, Cast Iron 
Soil Pipe, Utah to Pacific Coast; I. & S. 600, 
Caustic Soda, Kansas City to Chicago & St. 
Louis; and I. & S. 6002, Drugs & Medicines, 
Brooklyn, N. Y. to Columbus, Ga. 

ok ae a 


MC-30655, Sub. 4, Jones Transfer; MC- 
52458, Sub. 119, T. I. McCormack Trucking 
Co., Inc.; MC-79851, Sub. 2, Eldin Braught; 
MC-94007, Sub. 7, Kinnaman’s Storage Ex- 
tension—N. C.; MC-95627, Subs. 3 and 4, Eu- 
gene Nelms Extensions; MC-107522, Sub. 1, 


Circle Carrier Corv.; MC-112916, Galena 
Towing Service; MC-112958, Rays Garage; 
MC-113154, Trail ‘OR’ Coach & Supplies 


Cc.; MC-113160, Heptinstall Molasses Co.; 
MC-113173, Veteran Trucking Co. Applica- 
tions dismissed on request of applicants. 

zs of x 


MC-87523, Sub. 27, Francis M. J. Cosgrove 
and Charles E. Demers Extension—Niagara 
Falls, N. Y. Applicant’s petition for recon- 
sideration and further hearing denied. 

at co 


MC-110585, Sub. 1 (Now MC-73992, Sub. 31), 
John J. Kleimer Extension—Western States. 
Reopened for further hearing. 

* * 


MC-113321, Auto Travel Service. Appli- 
yen Ba request for dismissal of application 
enied. 








Western Roads Ask I.C.C. to Deny Pleas 
For Reduction of Ex Parte 175 Increase 


Replying to Petitions of Mountain-Pacific Interests, the Western 


Railroads Say Those Interests Had Adequate Hearing. Assert That 
Western Carriers Were Not Treated More Favorably Than Others. 


The railroads operating in the west 
have filed a lengthy reply with the 
Commission in Ex Parte 175, In- 
creased Freight Rates, 1951, to nu- 
merous petitions filed on behalf of 
various Mountain-Pacific interests 
seeking reconsideration of the Com- 
mission’s report and order of April 
11 in that proceeding, or, in the al- 
ternative, reopening of the case for 
the purpose of receiving data regard- 
ing the current financial results of 
the operations of the western rail- 


roads (T.W., June 7, p. 40, June 14, 
p. 50, June 21, p. 58). 


Counsel for the eastern railroads, and 
the southern railroads, in letters filed 
with the Commission, when the reply of 
the western railroads was filed, joined 
with the latter railroads in asking that 
the petitions be denied. 

The 33-page reply of the western car- 
riers to the petitions dealt with the pleas 
by groups. In conclusion, the western 
carriers asserted that the basic conten- 
tions contained in the various petitions 
had been presented to the Commission 
by testimony offered by representatives 
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of the Pacific Coast interest, and in oral 
argument or brief. The Commission, in 
its April 11 report, said the western car- 
riers, had disposed of those contentions. 

In confirmation of the full opportunity 
for hearing which had been accorded 
the petitioners, said the western roads, 
they called attention to a list of west 
coast representatives who had introduced 
testimony or of counsel who participated 
in oral argument on further hearing in 
the proceeding. The list comprised 18 


groups and public utility commissions. 


A footnote to the list said it did not in- 
clude representatives of the fresh fruit 
and vegetable industry, canning indus- 
try, or the lumber industry. 


Earnings Issue 


Manifestly, said the western railroads, 
the position of Mountain-Pacific inter- 
ests was presented adequately to the 
Commission and disposed of by it on a 
comprehensive record. They continued: 

“In conclusion, we call attention again 
to the complete silence on the part of all 
of the petitions concerning the Commis- 
sion’s finding that the ‘rates of return 
earned or prospectively to be earned by 
the railroads, by the districts and 
regions’ specified in its prior decisions, 
including the Western District, are sub- 
standard and inadequate judged by any 
standard shown of record. Failure to 
meet this important ultimate finding 
furnishes its own conclusive condemna- 
tion of these petitions. It is highly 
significant that none of the petitioners 
have urged that the railroads serving 
the Western District are earning a fair 
return and the relative statistics on 
which they rely in no way meet this 
vital issue. We most respectfully sub- 
mit that petitioners have failed to show 
any error in the Commission’s carefully 
considered report of April 11, 1952, or 
any changed conditions which would 
justify a lower levei of relief than was 
accorded therein. 

“The petitions are without merit and 
should be denied. We sincerely ask that 
they be disposed of promptly to avoid 
possible delays in intrastate proceedings 
in the Western District.” 

Before considering the petitions by 
groups, in a section of their reply headed 
“General,” the western railroads said 
that the petition of the Mountain-Pacific 
States Conference appeared to be the 
prototype of most of the petitions and 
would be considered initially. 

“But before doing so,” the railroads 
said, “we want to observe that all of 
these petitions reflect the same basic 
errors. They rest on the dual misconcep- 
tions that the west has been accorded 
greater rate relief in Ex Parte 175 than 
the east and that the allegedly superior 
financial status of the railroads serv- 
ing the west makes this erroneous.” 


Effect of Authorizations 


As a result of “these misconceptions,” 
the western roads said, the Commission 
was asked to reduce the authorized in- 
creases from, to, and within the West- 
ern District to 12 per cent by the Moun- 
tain-Pacific States Conference and by 
several other petitioners, including the 
Utah Citizens Rate” Association. They 
Said the Public Utilities Commissioner 
of Oregon suggested 10 per cent, while 
shipper. representatives asked modifica- 
tion of. the Commission’s order to pro- 
vide rates “which are properly adjusted 
to meet the revenue needs of the West- 
ern District carriers.” After reviewing 
the request of grain and wool shippers, 
the western railroads continued: 

“All of these petitioners have entirely 


overlooked the fact that the railroads’ 
amended petition of March 28, 1951, 
sought authority to increase their freight 
rates throughout the United States by 15 
per cent, subject to certain maxima on 
specific commodities which were of par- 
ticular interest to the Mountain-Pacific 
states. The following tabulation of 
estimated percentage increases involved 
in that amended petition, giving effect to 
so-called “hold-downs”, reflects the im- 
portance of the proposed maxima to the 
Western District: United States, 14.3; 
Eastern District, 14.6; Pocahontas Re- 
gion, 14.5; Southern Region, 14.5; West- 
ern District, 14.0. - 

After an interval of over a year, which 
involved extensive hearings and a full 
opportunity to be heard on brief and oral 
argument, the Commission on April 11, 
1952, handed down its decision and 
granted the relief sought by the rail- 
roads, subject to certain modifications 
which tend to reduce the over-all per- 
centage increases in the west somewhat 
below those estimated above. 

“Thus, as a matter of fact, the west 
has not been accorded more favorable 
rate authorization than the east in Ex 
Parte 175 and contrary assumptions in 
the petitions are erroneous. Both dis- 
tricts have been authorized to increase 
their rates generally by the same per- 
centage amounts and this action has 
been taken on the basis of a most com- 
prehensive record which thoroughly con- 
vinced the Commission of the individual, 
— and national need for such re- 
ief. 

“It is pertinent to note that the rela- 
tive financial status of the railroads in 
each of the several regions is immaterial 
in a proceeding such as this where the 
record conclusively demonstrated that 
the carriers in each of the regions and 
in the country as a whole were entitled 
to the relief sought. The significant and 
controlling fact legally in such circum- 
stances is the general need for the re- 
quested relief. Notwithstanding the de- 
cisive character of this legal principle, 
we will show in the next portion of this 
brief dealing with the Mountain-Pacific 
States Conference petition that petition- 
ers are mistaken also in their concept of 
the relative financial position of the 
Eastern and Western Districts.” 


Southwest Rails Ask Rate 
Relief on Sulphuric Acid 


By a petition in No. 13535 et al., Con- 
solidated Southwestern Cases, the south- 
western railroads have asked the Com- 
mission for approval under finding: No. 
27 in those proceedings of establishment 
of a rate of 802 cents a ton of: 2,000 
pounds, from Tulsa, Okla., to Walport, 
Ark., on acid, sulphuric, in tank cars, 
carloads, subject to rule 35 of the cur- 
rent Western Classification. They speci- 
fied the execption that in no case would 
charges be computed on a lower mini- 
mum weight basis than 100,000 pounds. 

The petitioners said a fertilizer plant 
at Walport utilized a considerable 
quantity of sulphuric acid in the manu- 
facture of fertilizers and fertilizer mate- 
rials. 

“Some of these products,” they added, 
“can be produced by use of spent sul- 
phuric acid while others require virgin 
sulphuric acid. Under the allocation 
program of the National Production Ad- 
ministration, users of sulphuric acid 
must use spent acid wherever possible. 
The consumer at Walport, Ark., uses 
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spent sulphuric acid to the fullest extent 
possible, but, since virgin sulphuric acid 
is required to produce certain types of 
fertilizers, he is compelled to draw re- 
quirements of virgin sulphuric a¢cid from 
any available source.” 


The petitioners said the Walport con- 
sumer stated he could obtain virgin sul- 
phuric acid at Tulsa, but that he could 
not transport it at the present rate of 
54 cents a 100 pounds and remain in 
competition with other fertilizer manu- 
facturers who supplied the same destina- 
tion area as he did and who obtained 
virgin sulphuric acid at lower transpor- 
tation costs. The petitioners said the 
Walport consumer also stated that he 
could not pay transportation of this acid 
from Tulsa at a rate in excess of the 
proposed rate of 802 cents a ton. 


The petitioners said the proposed rate 
was considered proper, distance con- 
sidered, in comparison with rates ap- 
plicable to Walport of 609 cents a ton 
of 2,000 pounds from St. Louis, Mo., and 
East St. Louis, Ill., and 18 cents a 100 
pounds, subject to tariff X-175-A but 
not tariff X-175-B, from North Little 
Rock, Ark. 





Denial of Petitions for 
Investigation of $1.50 
Surcharge ‘Suggested’ 


The Lincoln Electric Co., Cleve- 
land, O., in a reply to petitions for 
investigation of a motor carrier $1.50 
surcharge, filed wtih the Commis- 
sion, “suggested” that the Commis- 
sion deny the petitions. 

The Commission had received re- 
quests that it investigate a surcharge 
of $1.50 a shipment applicable on any 
shipment of less than 5,000 pounds, 
which became effective in schedules 
of Central States Motor Freight 
Bureau, Inc., agent, on May 6, after 
the Commission refused to suspend 
the charge (T.W., June 14, p. 47). 


The Cleveland firm, in its reply, said 
it had previously opposed petitions for 
suspension of the surcharge. Events 
since that date, it continued, had 
strengthened its conclusion that the 
surcharge method was the best answer 
to the problem of obtaining proper reve- 
nue from shipments incurring the ex- 
penses of transportation. 

“T good faith and as a matter of sin- 
cerity we are obliged once again to de- 
fend this proposal,” it said. 

Under the heading, “attitude of ship- 
pers,” the Lincoln Electric Co.’s com- 
munication said that it was unfortunate, 
but true, that most shippers, especially 
“small shippers,” had “fought each and 
every proposal to increase the efficiency 
of traffic.” 

“This history goes back some years,” 
it said, “and in this period those close 
to traffic will recall bitter opposition to 
revised L.C.L and L.T.L. rate scales, per 
package charges, minimum weights per 
package, concessions for palletisation, 
concessions for all-prepaid shipments or 
for simplified bills of lading. 

“We cannot make progress by con- 
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stantly clamoring for a return to the 
good old principles of 1890. All of this 
opposition, and today’s opposition, sim- 
ply refuses to face the facts.” 

Among those filing additional com- 
munications in the proceeding, were Na- 
tional Paint, Varnish and Lacquer Asso- 
ciation; Portable Electric Tools Co., Inc., 
Chicago, ill.; Chapman & Smith Co., 
Melrose Park, Ill.; S. C. Johnson & Son, 
Inc., Racine, Wis.; Close & Co., Chicago; 
Ekco Products Co., Chicago; Retailers 
Transportation Committee, New York, 
N.Y.; Mystik Adhesive Products Co., Chi- 
cago; Gane Brothers & Lane, Inc., Chi- 
cago. 

The Jennison Hardware Co., Owens 
Brush Co., Toledo, O.; P .R. Mallory & 
Co., Inc., Indianapolis, Ind.; Metalcraft 
Corporation, Chicago; Continental Coffee 
Co., Chicago; Ferrara Candy Co., Chi- 
cago; Gold Medal Candy Corporation, 
Brooklyn, N.Y.; The Harrison Paint & 
Varnish Co., Canton, O.; Ph. Orth Co., 
Milwaukee, Wis. 

American Colortype Co., Chicago; J. 
C. Claeys Candy Co., South Bend, Ind.; 
Fair, Inc., Chicago; Elmer Candy Co., 
New Orleans, La.; Garrott Candy Co., St. 
Paul, Minn.; Glaser, Crandell Co., Chi- 
cago; S. & W. Fine Foods, Inc., Chicago; 
John J. Maloney & Co., Chicago; Schultz 
Bros. Co., Chicago. 

American Marietta Co., Chicago; Reid 
Murdoch, Division, Consolidated Grocers 
Corporation, Chicago; Carson Pirie Scott 
& Co., Chicago; and Colgate-Palmolive- 
Peet Co., Inc., Jersey City, N.J. 


A.T,A. Files Applications 


For Motor Released Rates 
Secretary Bartel, of the Commission, 


by notices, has announced that the 
American Trucking Associations, Inc., 
agent, of Washington, D.C., by its issuing 
officer, F. J. Freund, has filed released 
rates applications as follows: 

MC-522, for authority to publish rat- 
ings, dependent on value, in the National 
Motor Freight Classification’s MF-I.C.C. 
Nos. 3 and 11, applicable on personal 
effects of the armed forces. 

MC-523, for authority to publish rat- 
ings released as to value in the afore- 
mentioned classification’s Nos. 3 and 11, 
applicable on “metals or alloys.” 

MC-524, for authority to publish re- 
leased ratings in the aforementioned 
classification’s MF-I.C.C. Nos. 3 and 11 
on “essential oils.” 

MC-525, for authority to publish re- 
leased ratings in the aforementioned 
classification’s MF-I.C.C. Nos. 3 and 11 
on “chemicals, drugs, medicines and 
other articles.” 


Mail Pay Order Change Asked 


Counsel for the Postmaster General 
and for the railroads in No. 9200, Rail- 
way Mail Pay, have petitioned the Com- 
mission for modification of its order of 
November 13, 1951, which prescribed a 
system of rates, charges and compen- 
sation for the transportation of the 
mail and service connected therewith. 

They asked that the order be amended 
to provide an alternative method for 
computing compensation for terminal 
services performed in connection with 


storage car and lesser storage unit serv- 
ice. 

The modification, the petitioners said, 
should be limited to the period January 
1, 1951, to June 30, 1952, inclusive, as the 
Postmaster General and the railroads 
would jointly file with the Commission 
a further petition requesting the estab- 
lishment of an average rate a foot for 
application to terminal services of all 
mail-carrying railroads on and after 
July 1. They said the proposed formula 
would produce revenue to the railroads 
in the aggregate substantially equivalent 
to that which would accrue for such 
—" under the November 13, 1951, 
order. 


Los Angeles Chamber Asks 
1.C.C. Reconsideration 
In Ex Parte No. 175 


The Los Angeles Chamber of Com- 
merce has petitioned the Commis- 
sion to reconsider its decision in Ex 
Parte 175, Increased Freight Rates, 
1951, and to reopen the proceeding 
“for the purpose of supplementing 
the record with current evidence of 
financial results of carriers’ opera- 
tions.” 


The Commission’s decision in authoriz- 
ing a uniform, nation-wide increase of 
15 per cent, with certain exceptions on 
some commodities, in lieu of previously 
authorized non-uniform increases of 9 
per cent in the east and 6 per cent in 
the west.and 6 per cent interterritorially, 
the chamber said, “fails to recognize the 
relatively superior economic situation of 
the rail carriers in the Western District, 
and their need for correspondingly 
smaller percentage increases in revenue 
than rail carriers in the east.” 

The Commission erred, said the cham- 
ber, in authorizing an “approximately 50 
per cent greater increase in the west 
than in the east,” and asked that it 
modify its report and order in the pro- 
ceeding by “reaffirming the non-uniform 
revenue needs of the carriers,” recognized 
in prior decisions in the proceeding and 
in other post-war rate proceedings. 

“We further recommend that in lieu 
of the uniform nationwide 15 per cent 
increase, an increase be authorized in 
the west and transcontinentally, com- 
mensurate with the revenue require- 
ments of the rail lines serving these 
territories,” the chamber said. , 

The petition sought no modification of 
the “several maximum increases” au- 
thorized in the Commission’s decision, it 
added. 


Evidence Previously Introduced 

The Los Angeles group said it had in- 
troduced evidence in the Ex Parte 175 
proceeding “showing the. relatively su- 
perior financial condition of the trans- 
continental rail lines serving California 
and the west as contrasted to eastern 
lines seeking the identical percentage 
rate increases.” This evidence had also 
showed the “disruptive effects of hori- 
zontal percentage increases, especially 


.uniform nationwide percentage in- 


creases, on our competitive market re- 
lationships,” it added. 

“When traffic transported within, from 
or to Mountain-Pacific Territory (rough- 
ly, the 11 western states) is compared 
with traffic in other areas,” the petition 
continued, the following facts stood out: 
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“1. Shipments travel a greater dis- 
stance, on the average. 


“2. Distribution costs to the shipper 
are higher per production unit, and per 
100 pounds. 


“3. Federal transportation tax is high- 
er per production unit, and per 100 
pounds. 

“4, Horizontal percentage freight rate 
increases on these longer hauls (a) re- 
duce and limit market radii, and (b) 
reduce and limit rail tonnage.” 


Such longer hauls and higher rates 
per traffic unit, the Los Angeles group 
said, “cause uniform, nationwide per- 
centage rate increases to fall with greater 
impact upon western shippers and re- 
ceivers of freight, resulting in greater 
dollars-and-cents increases in transpor- 
tation costs in the west than elsewhere 
in the nation.” 


“These total freight costs which ac- 
crue upon western shipments,” it con- 
tinued, “are higher than upon shipments 
in other areas of the nation when a 
uniform nationwide percentage rate in- 
crease is applied; and do violence to our 
markets for western products, by ad- 
versely affecting our competitive posi- 
tion.” 

The petition said that the transcon- 
tinental rail lines had a “relatively 
superior earnings position,” and greater 
opportunity to increase their freight 
tonnage and revenues due to the “great 
population growth and industrial de- 
velopment in Mountain-Pacific terri- 
Ey...” 


Rate Uniformity 


Commenting on uniformity of rates, 
the Los Angeles group asserted that 
“uniformity, merely for the sake of uni- 
formity cannot be condoned.” 

“The inherent danger in attempts to 
cast rates or rates-of-return on invest- 
ment into mathematically uniform for- 
mulas and percentages lies in the cer- 
tainty that many such rates and rates- 
of-return on investment will thereby be 
raised more than sufficient and others 
less than enough .. .” it said. 

“Obviously, a uniform percentage in- 
crease, applied nationwide as authorized 
by the Commission herein, produces rate 
disruption, unjustly enriches some car- 
riers, and leaves other carriers with less 
than enough revenues.” 


Comment in Western Views 


The California Manufacturers Associa- 
tion and the California Retailers Asso- 
ciation have issued a press release re- 
viewing the nature of their opposition to 
the 9 per cent increase granted the west- 
ern railroads in Ex Parte 175. After re- 
ferring to petitions of other western in- 
terests, the two California groups said: 

“The current revolt of shippers in the 
west climaxes a series of rail freight in- 
creases since the end of the war. The 
last in the series stems from a request a 
year ago for a straight percentage in- 
crease of 15 per cent. The I.C.C. in Au- 
gust, last vear, granted a 9 per cent in- 
crease in the east and 6 per cent in the 
west and south because of differences in 
revenue requirements. Over the strong 
opposition of shippers, the I.C.C. in April, 
this year, reversed its territorial: consid- 
erations and granted an additional 6 per 
cent in the east and 9 per cent in the 
west. 

“Western shippers contend the latest 
increase is not needed to maintain the 
currently excellent revenue position of 
railroads serving the west. In this, signi- 
ficantly, the rate regulatory bodies of the 
various western states concur.” 
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Middlewest Motor Carrier 


increases Draw Protests 


The Commission has received a num- 
ber of requests for the suspension of 
Middle West Motor Freight Bureau tariff 
supplements which the protestants as- 
sert provide for increases in motor car- 
rier rates. 

Among the protestants are the Iowa 
Industrial Traffic League, the Waterloo- 
Cedar Falls Traffic Association of Water- 
loo, Ia., the Ottumwa (Ia.) Chamber of 
Commerce, and the Fargo (N.D.) Cham- 
ber of Commerce. 

The protestants name several tariff 
supplements, among then supplement 
No. 71 to M.W.M.F.B. MF-I.C.C. No. 167. 

The Iowa Industrial Traffic League 
said the proposed increases represented 
a level of rates about 6 per cent above 
the rail level authorized in the final re- 
port in Ex Parte 175, Increased Freight 
Rates, 1951, which became effective May 
2. The league said that, in view of the 
Commission’s decision in that proceed- 
ing, and in the classification and class 
rate cases, and “the Commission’s deter- 
mination to bring about uniformity in 
the classification rates,” it believed that 
“the rail basis of rates as a maximum 
should be observed by the motor car- 
i 

Both the Iowa league and the Water- 
loo-Cedar Falls Traffic Association said 
they believed the motor carriers should 
be subject to the same limitations as 
the rail carriers and that the Commis- 
sion should not only prescribe maximum 
rates, but also minimum rates “as they 
affect the motor carriers, subject to part 
2 of the act.” 

The two traffic groups observed that 
the Commission at present had no au- 
thority to prescribe minimum rates for 
motor carriers, but they recommended 
that the Commission request legislation 
to provide it with the necessary author- 
ity. 

They also called attention to a 50-cent 
surcharge effective June 15, and said it 
was a “so-called emergency charge,” add- 
ing that the carriers would have the 
Commission believe that the surcharge 
was inadequate to meet their revenue 
requirements. They said the schedules 
under attack were “an attempt by the 
motor carriers to bring about compound 
increases, each increase within the 30- 
day period, and each increase subject 
to the other, both without justification 
and both in violation of section 216(c) 
part 2 of the interstate commerce act.” 

The Ottumwa Chamber of Commerce 
also referred to the 50-cent surcharge, 
saying it was allowed to go into effect 
although no justification was given and 
the charge was “bitterly opposed by the 
shipping public.” If the special charge 
was only granted temporarily until a 
permanent general increase could be 
added, why was the special charge being 
retained in addition to “another 8 per 
cent increase listed in the supplements 
under attack,” it asked. 

The Fargo Chamber of Commerce said 
the proposed increase in supplement 111 
to Agent Lawson’s MF-I.C.C. No. 35, and 
the supplement No. 142 aforementioned, 
would result in rates on exceptions rated 
traffic of about 6 per cent over rail rates 
on like traffic “with a further arbitrary 
©f 10 cents on shipments less than 1,500 
pounds, in addition to the 50-cent sur- 
charge. The Fargo Chamber of Com- 
merce said that the Commission had 
“refused to suspend at least the last four 
feeneral increases published by these mo- 


tor carriers with the result being absence 
of rate regulation in actuality.” It said 
that, on the one hand rail rates were 
made uniform and on the other, motor 
carrier rates “are allowed to run ram- 
pant.” It said divergent action in con- 
nection with the rail class rates would 
intensify the “chaos” and only if uni- 
form action was taken and motor rates 
made on the new rail basis or the pres- 
ent arbitraries over rail rates, would the 
chaos be eliminated and that then the 
long-haul shipments must necessarily 
receive reductions. 


Cedar Rapids Protest 


The Traffic Bureau of the Chamber of 
Commerce, Cedar Rapids, Ia., asserted 
that supplement No. 26 to M.W.M FB. 
tariff No. 25, MF-I.C.C. No. 205, pro- 
vided for “an approximate 8 per cent in- 
crease in transportation rates over pres- 
ent rates now in effect.” 

It said that the motor carriers had 
submitted no evidence to substantiate 
their need for this additional revenue 
“either to your body or to shipper rep- 
resentatives.” It also said that the motor 
carriers had consistently failed to justify 
the rate increases “they have arbitrarily 
published,” and asked why the 50-cent 
“special charge” was being retained in 
addition to another 8 per cent increase, 
asserting that it was a “further proof of 
bad faith of the motor carriers towards 
the shipping public” that the aforemen- 
tioned supplement “is subject to the ob- 
noxious fifty cents special charge which 
has been so bitterly protested by the 
shipping public.” 

“In conclusion,” said the bureau, “we 
respectfully submit that it is becoming 
increasingly apparent the motor carriers 
are considering their freight rates not 
as prices for transportation but as 
methods of squeezing as much revenue 
as possible from the shipping public.” 


Burlington Shippers 


The Burlington Shippers’ Association, 
Inc., of Burlington, Ia., protesting the 
increased motor rates in the Middlewest 
bureau tariffs, said, among other things, 
that “obviously when the Commission 
prescribes increases or a formula for 
rate-making for rail lines, respondent 
motor carriers will, without any showing 
whatsoever, automatically increase their 
rates and charges accordingly, plus the 
addition of arbitrary charges and break- 
downs in weights, all of which is not the 
proper manner in which to formulate 
rates, charges and etc.” 

“It has been the practice of the Inter- 
state Commerce Commission,” the asso- 
ciation continued, “to permit increases 
in rates and charges patterned after the 
rail lines to become effective, disregard- 
ing shippers’ protests, and without a 
showing to the Commission and ship- 
pers alike of their revenue needs.” 

In addition to asking suspension of 
the involved tariffs, the association also 
requested that the Commission, after 
hearing and investigation, require the 
tariff publishing officer of the motor 
carriers to put in force the scale of rates 
prescribed by the Commission in connec- 
tion with the new Uniform Classification 
for railroad freight. Should the Com- 
mission think it advisable for the scalé 
to reflect the Ex Parte 175 increase of 
15 per cent, as an emergency charge, to 
expire February 28, 1954, unless sooner 
cancelled or changed, the association 
said that should be permitted. Also the 
association said, if the Commission 
thought it lawful, the respondent motor 
carriers should be permitted to cancel 
all exception ratings applicable to less- 
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truckload traffic and apply the so-called 
Appendix 18 scale in the rail class rate 
case to the classification ratings in the 
National Motor Freight Classification 
No. A-1, MF-I.C.C. No. 3, supplements 
and reissues thereof. 


Southern Pacific Proposes 
Two-for-One Stock Split 


By an application in Finance No. 17825, 
the Southern Pacific Co. has asked au- 
thority to double the number of its 
shares of common stock outstanding and 
reserved for conversion of its 3 per cent 
convertible debentures, due April 1, 1960. 

It asks authority to issue not exceed- 
ing 4,527,315 shares of stock without par 
value, in part to holders of the com- 
pany’s stock on the effective date of an 
authorizing amendment of its certificate 
of incorporation, and in part to holders 
of the debentures. 


On June 11, the railroad said, there 
were issued and outstanding 4,388,453 
shares, and there were reserved for is- 
sue on conversion of the debentures 138,- 
862 shares, a total of 4,527,315 shares. 


“The proposed amendment will, when 
it becomes effective, change each of the 
authorized but unissued and unreserved 
shares, each of the shares then issued 
and outstanding, and each of the shares 
then reserved for conversion of the 3 
per cent convertible debentures, into two 
— of the same stock,” the applicant 
said. 


It said that the proposal to double 
the shares of stock was declared advis- 
able by its board of directors by resolu- 
tion adopted May 22, to be submitted to 
a special meeting of its stockholders on 
August 5, at Wilmington, Del. Only 
stockholders of record on June 30 would 
be entitled to vote at the special meet- 
ing, the railroad said, adding that each 
share of the stock when issued and out- 
standing was entitled to one vote. 

The applicant said that if the Com- 
mission approved the application and the 
stockholders approved the proposed 
amendment of the certificate of incorpo- 
ration, it was planned to file and record 
a certificate of amendment so that stock- 
holders of record at the close of business 
on August 7 would be entitled to an 
additional share of stock for each share 
then held. The railroad asked that the 
Commission act on the application prior 
to the special meeting of the stock- 
holders. 

“It is expected that doubling of the 
number of outstanding shares will pro- 
duce a price for the shares which initi- 
ally will be in a popular price range,” 
the applicant declared. 

The railroad showed the monthly price 
range of its stock on the New York 
Stock Exchange since the first of the 
year with a high of 75% in April, highest 
for that period, and a low of 60% in 
January, as the low for that period. 
Through May 21, the day preceding the 
announcement of the proposal to split 
the stock, the S. P. said, the high was 
74% and the low, 70. 

It said that surveys which had been 
made of the popular market range and 
studies of stock splits indicated “a price 
range substantially lower than that’ in 
which its stock has been selling in 
1952. It also said it was hoped that 
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splitting the stock would result in in- 
creasing the number of stockholders. 

On conversion of the debentures after 
the amendment to its certificate of in- 
corporation became effective, the appli- 
cant said, the holder of the convertible 
debentures would be entitled to receive 
four shares of stock in exchange for 
each $100, principal amount, of de- 
bentures, on making a payment of $10 
to the company. 





North Dakota Body Objects 


To Express Rates Inquiry 


The North Dakota Public Service Com- 
mission has asked the Commission to 
dismiss a petition of the Railway Express 
Agency for an investigation of certain 
express rates on intrastate traffic in 
North Dakota, without prejudice to the 
right of the agency to renew its peti- 
tion “after properly availing itself of a 
hearing before the state commission con- 
cerning the relief which it seeks.” (T.W., 
June 14, p. 50.) 

The state commission said that an order 
issued by it in its case No. 4242, Sub. 1, 
dated January 3, required the agency to 
compile and submit evidence with respect 
to its costs for collection and delivery of 
less-carload express shipments. The 
commission said that no appeal had been 
taken from the order and that “said 
petitioner has failed and refused, and 
still fails and refuses, to comply with 
said order.” 

It said that if express rates currently 
maintained in North Dakota caused un- 
due and unreasonable advantage, pref- 
erence and prejudice as between intra- 
state and interstate shippers, it was be- 
cause the agency had “arbitrarily re- 
fused, and still arbitrarily refuses,” to 
comply with the aforementioned order 
“which it had earlier indicated could, 
and would, be complied with without 
difficulty.” To order an investigation 
into the intrastate express rates and 
charges under the circumstances related, 
the state body said, would be contrary 
to the policy provisions of section 13(3) 
of the interstate commerce act, which it 
said called for cooperation between “this 
Commission and the several states and 
their duly authorized officials.” 





R.F.C. Official Asks Right 


To Serve as Rail Secretary 


Leo Nielson, secretary of the Re- 
construction Finance. Corporation, by an 
application in Finance No. 17823, has 
asked the Commission for authority to 
hold the office of secretary of the Merid- 
ian & Bigbee Railroad Co., in addition 
to being a director of the Tennessee Cen- 
tral Railway Co. 

The applicant said he was represent- 
ing the R.F.C. on the T.C.’s board of di- 
rectors and added that the government 
agency held two promissory notes of that 
railway company amounting to $5,462,- 
480, as well as equipment trust certifi- 
cates and notes. He also stated that the 
R.F.C., under a reorganization plan ap- 
proved by the Commission, would re- 
ceive a number of Meridian & Bigbee 
securities on July 1. 





Finance No. 17824, Pittsburgh & Lake Erie 
Railroad Co., asks authority to issue $8,850,- 
000 P. & L. E. second equipment trust of 
1952 equipment trust certificates to provide 
for approximately 75 per cent of cost of 
1,000 gondola cars and 1,000 steel hopper 
cars. Competitive bids to be invited. 

* 


Finance No. 17829, Louisville & Nashville 
Railroad Co., asks authority to issue $9,- 
570,000 equipment trust certificates, series 
L, in connection with proposed purchase of 
55 diesel electric locomotives, 125 covered 
hopper cars, and 22 passenger-train sleeping 
cars. Competitive bids to be invited. 

cS cS 


Finance No. 17801, Guy A. Thompson 
trustee, Missouri Pacific Railroad Co., records 
sale of $1,875,000 of the railroad’s lo-year 
equipment trust certificates. Series TT, to 
Salomon Bros. & Hutzler, at 99.3163 of the 
aggregate principal amount ana a dividend 
rate of 34g per cent. 2 

co 


* 

Finance No. 17826, De Camp Bus Lines, 
Livingston, N.J., asks authority for issuance 
of notes in an amount that may be required 
if there is a finding approving a proposed 
purchase of operating authority and certain 
equipment in MC-F-5247, resulting in securi- 
ties to be issued greater than the sum of 
$500,000. a a? 


Finance No. 17827, Texas State Railroad 
asks approval of termination of trackage 
agreement between itself and the Texas & 
New Orleans Railroad Co., lessee of the 32.7- 
mile-long railroad of the state-created rail- 
road. The T.S.R. said that the contract 
under which operation by the T. & N. O. was 
conducted had terminated and abandonment 
of operations should be permitted so that 
a new lease might be negotiated “with 
some qualified operator on a competitive-bid 
basis.”’ 

oF os * 


MC-F-5251, Automobile Carriers, Inc., 
Flint, Mich., asks authority to acquire con- 
trol of C. & J. Commercial Driveaway, Inc., 
Lansing, Mich., through ownership of cap- 
ital stock. ree age 


MC-F-5252, Motor Express, Inc. of Indiana, 
Indianapolis, Ind., asks authority to pur- 
chase certain operating rights of Cleveland, 
Columbus & Cincinnati Highway, Inc., 
Cleveland, O. Pier ae 


MC-F-5253, T. S. C. Motor Freight Lines, 
Inc., Houston, Tex., asks authority to lease 
additional rights of T. S. C. Motor Freight 
Lines, lessor. as ie 

MC-F-5254, Liberty Motor Freight Lines, 
Secaucus, N.J., asks authority to purchase 
certain operating rights of William Guy 
Tumbleson, dba Tumbleson Transfer Co., 
Peoria, Ill. 


PETITIONS FOR REHEARING, ETC. 


No. 24815, Fairmont Creamery Co. v. C. & 
N. W., et al. Chicago, Milwaukee, St. Paul & 
Pacific R.R. Co. asks that order of Feb. 7, 
1935, as modified, be vacated insofar as it 
requires petitioner to maintain and apply to 
transportation of cream, in cans, less-than- 
carloads, in baggage service, from points in 
upper peninsula of Mich., to Green Bay, 
Wis., rates not exceeding those prescribed 
on this traffic in report of the Commission, 
206 I.C.C. 461. as 


No. 30674, Montana Intrastate Freight Rates 
and Charges. Board of Railroad Commission- 
ers Of State of Mont. ask extension of effec- 
tive date of order wot May 20. 


No. 29658, Great Lakes Steel Corp. v. C. 
& E. I. R.R. Co. Defendant moves that 
order of May 21 be vacated. 


MC-68896, Sub. 2, A.A.A. Trucking Corp. 
Applicant asks further hearing, or in alter- 
native, argument. | i 


MC-80252, Sub. 5, Southwestern Motor 
Transport, Inc. Extension—Additional 
Routes. Brown Express, et al. ask recon- 
sideration and further hearing. 


MC-F-4555, C. G. Fuller, et al.—Control; 
Cooper Motor Lines, Inc.—Purchase (Por- 
tion)—Parrish Dray Line, Inc. Applicants 
ask reconsideration. ae 

MC-F-4819, Bill Watkins—Control; Wat- 
kins Motor Lines, Inc.—Purchase—Peninsula 
Corp. Applicants ask reconsideration. 





TRAFFIC WORLD 


MC-F-4966, Southern Pacific Co.—Control; 
Southern Pacific Transport Co. of La., Inc. 
—Purchase—Carroll D. McKey. Applican: 
asks waiver of requirement of Rule 101(e) 
of the Commission’s General Rules of 
Practice for filing of a petition for recon- 


sideration. 
* os * 


Ex Parte 104, Part II, Terminal Services. 
Ford Motor Co. asks modification. 


No. 30636, Summer & Co. v. B. & O., et ai. 
—— ask reopening and reconsidera- 
tion. 


No. 31049, Rochester Smelting & Refin- 
ing Co., Inc., Rochester, N.Y., v. New 
York Central Railroad et al. 


Alleges rates on scrap aluminum or 
scrap aluminum alloy in ingot or alumi- 
num granulated (shot) form, all for re- 
smelting only, from and to points in 
Connecticut, Indiana, Illinois, Maryland, 
Michigan, Missouri, New Jersey, New 
York, Ohio, Pennsylvania, Virginia, and 
Canada, since June 6, 1950, in violation 
of sections 1 and 6. Asks cease and de- 
sist order, rates, and reparation. (L. V. 
Brandt, 1240 West Lawrence Avenue, 
Chicago 40, Ill.) 

* oe * 

No. 31051, Chelsea Export Corporation, 
Montreal, Quebec, Canada. 

Alleges storage charges on flour shipped 
in October, 1951, from Superior, Wis., to 
New York, N.Y., for export, in connection 
with strike of longshoremen, in violation 
of “the meaning and spirit of the freight 
and storage rates established by the 
Commission.” Asks cease and desist 
order, storage charges, and reparation. 
(Mortimer Goodman, 52 William Street, 
Borough of Manhattan, New York 5, 
N.Y.) 

= . 

No. 31053, Jacksonville Paper Co., Jack- 
sonville, Fla. v. Florida East Coast 
Railway Co. trustees et al. 

Alleges rates on paper bags and wrap- 
ping paper, from Elizabeth, La., to Day- 
tona Beach, West Palm Beach, and 
Miami, Fla., June, July, and August, 
1950, in violation of sections 1 and 6. 
Asks cease and desist order, rates, and 
reparation. (J. R. Stanfield, 227 West 
Forsyth St., Jacksonville 2, Fla.) 

* * * 


MC-C-1399, Illinois- Minnesota Motor 
Carriers’ Conference, Inc., v. E. L. 
Murphy ‘Trucking Co., St. Paul, 
Minn. 

Alleges transportation of four motor 
truck hydraulic dumping hoists and dump 
bodies with dump device attached, from 
St. Paul to various points including Fort 
Wayne, Ind., Decatur, Ill., Chicago, IIl., 
and Pittsburgh, Pa., in violation of sec- 
tion 206. Asks cease and desist order, and 
suspension or revocation of defendant’s 
certificate. (Axelrod, Goodman & Steiner, 
39 South La Salle Street, Chicago 3, Ill.) 

* a * 


MC-C-1400, Henry F. Michell Co., Phila- 
delphia, Pa., v. Shein’s Express, 
Trenton, N.J., et al. 

Alleges rates on shrubs or vines, N.O.1., 
other than balled in earth, in crates, 
from Manchester, Conn., to Philadelphia, 
March 25 to April 2, 1948, in violation of 
section 217. Asks rates, and penalty 
provisions contained in section 222. (1. 
V. Brandt, 1240 West Lawrence Ave., 
Chicago 40, Ill.) , 

* * a 

MC-C-1401, American Transformer Co., 
Newark, N.J., v. P. B. Mutrie Motor 
Transportation, Inc., Boston, Mass. 

Aileges rates on condenser parts, 
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Everett and Boston, Mass., to Newark, 

June-November, 1944, in violation of sec- 

tions 216 and 217. Asks rates, and pen- 

alty provisions under section 222. (L. V. 

Brandt, 1240 West Lawrence Avenue, 

Chicago 40, Ill.) 

ok ok * 

MC-C-1402, Auto Specialties Manufac- 
turing Co., St. Joseph, Mich., v. 
Norwalk Truck Line Co., Norwalk, 
O., et al. 

Alleges rates on rough iron or steel 
stampings, from Cleveland, Van Wert, 
and other points in Ohio, to St. Joseph 
or Benton Harbor, Mich., and from St. 
Joseph or Benton Harbor to Ohio points 
of which Cleveland is representative, 
since May 26, 1950, in violation of sec- 
tions 216 and 217. Asks cease and desist 
order and rates. (L. V. Brandt, 1240 


West Lawrence Ave., Chicago 40, IIl.) 
= * * 


MC-C-1405, Chicago Suburban Motor 
Carriers Association, Inc., Morton 
Grove, Ill. v. Albrent Freight & 
Storage Corporation. 

Alleges services and rates and charges 

on rough iron castings shipped April 7, 

1952, from a point in Wisconsin to 


Lemont, Ill., in violation of sections 206 
and 217. Asks cease and desist order. 
(Earl Girard, 6739 Beckwith Road, Mor- 
ton Grove, Il.) 
* OK * 
MC-C-1405, Sub. No. 1, Chicago Suburban 
Motor Carriers Association, Inc., 
_Morton Grove, Ill., v. Michigan Ex- 
press, Inc. 

Alleges services and rates and charges 
on chemicals shipped March 28, 1952, 
from Chicago Heights, Ill., to Muskegon, 
Mich., in violation of sections 206 and 
217. Asks cease and desist order. (Earl 
Girard, 6739 Beckwith Road, Morton 
Grove, Ill.) 

* bo i 
MC-C-1405, Sub. No. 2, Chicago Suburban 
Motor Carriers Association, Inc., 


Morton Grove, Ill., v. South Bend 


Freight Line, Inc. 

Alleges services and rates and charges 
on automobile parts and products manu- 
factured by Studebaker Corporation, 
shipped June 5, 1952, from South Bend, 
Ind., to Northbrook, Ill., in violation of 
sections 206 and 217. Asks cease and 
desist order. (Earl Girard, 6739 Beck- 
with Road, Morton Grove, IIl.) 


PROPOSED REPORTS 


Examiners Rule in Several 
Motor Cases Looking to 
Rejection of Rights Award 


On finding two motor carriers not 
to be “rendering reasonably continu- 
ous and adequate service” under 
their certificates and another 
carrier to have abandoned its con- 
tract carrier operations, Examiner 
William J. Sweeney, Jr., of the Com- 
mission, by reports dealing with each 
of the respondents in separate pro- 
ceedings, has recommended that 
orders be entered directing the car- 
riers to institute “reasonably con- 
tinuous and adequate service within 
a reasonable time” with notice to 
the Commission whether or not they 
have so complied. 


The proceedings are investigations in- 
stituted by division 5 early this year into 
the operations of the three carriers, en- 
titled as follows: MC-C-1375, William 
Durham, dba William Durham’s Express, 
Revocation of Certificate; MC-C-1376, 
Chernock Transfer Co., Inc., Revocation 
of Certificate, and MC-C-1366, John 
Sherman, Revocation of Permit. 


Under terms of the certificate issued 
to the respondent in MC-C-1375, the ex- 
aminer said the carrier was authorized 
to transport general commodities, with 
exceptions, over a regular route between 
Philadelphia, Pa., and Barrington, N.J., 
Serving intermediate points and off-route 
points of Collingswood, Westmont, and 
Haddonfield, N.J. In the last several 
years, said he, almost all of respondent’s 
hauls were from Philadelphia to Camden 
or Collingswood, no movement from or 
to Barrington being shown. In this re- 
spect, said he, it was noted that all of 
the points which respondent was author- 
ized to serve were within the commercial 
zone of Camden. Therefore, said he, 
respondent could continue to conduct the 


type of operation in which he had been 
engaged for the last several years, with- 
out the necessity of holding certificated 
rights. 


The respondent named in MC-C-1376, 
the examiner observed, held a certificate 
to transport household goods, over ir- 
regular routes, between Baltimore, Md., 
on the one hand, and points and places 
in Delaware, New Jersey, New York, 
Pennsylvania, West Virginia, and the 
District of Columbia, on the other. How- 
ever, since sometime in 1948, said the 
examiner, the respondent had not hauled 
household goods in interstate commerce 
and did not regard its present equipment 
as suitable for such movements. He said 
the respondent did not intend to resume 
operations under its authority so long as 
it was permitted to retain its certificate 
without so doing. However, the examiner 
added, respondent did indicate that it 
would purchase new equipment and re- 
sume hauling household goods in inter- 
state commerce if revocation of its cer- 
tificate was the only alternative. 


Threat to Other Carriers 


Under terms of the permit issued to 
the respondent named in MC-C-1366, 
the examiner said, authority was given 
to transport food products such as were 
produced or dealt in by a meat-packing 
company, from Philadelphia, Pa., to 
points in a described territory in New 
Jersey, over irregular routes. He said the 
respondent owned one truck but had not 
operated his truck in the last three years 
and had had no contract with any ship- 
per or consignee for the transportation 
of food products in such period in inter- 
state commerce. The existence of un- 
used, dormant permits, said the exam- 
iner, constituted a threat to other 
carriers who might invest money in 
equipment and facilities to provide the 
needed service. 


The examiner suggested that in event 
the respondents failed to institute the 
service or resumed the operation, as the 
case might be, that they inform the 
Commission if oral hearing was desired 
to present further evidence as to why 
the certificates or permit should not be 
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revoked failing in which they should be 
deemed in default and to have waived 
their right to such hearing. 


By a report in another proceeding, 
MC-C-853, Leonard S. Kimble and First 
National Bank & Trust Co. of Beverly, 
N.J., Executor, Revocation of Certificate, 
Examiner Charles E. Morgan has recom- 
mended that the Commission revoke re- 
spondents’ certificate issued in MC- 
71847 following failure to comply with 
an order of November 14, 1951, to show 
cause why the revocation action should 
not be taken. Authority given by the 
certificate covered transportation, over 
irregular routes, of agricultural com- 
modities from points in Burlington 
county, N.J., to New York, N.Y., Phila- 
delphia, Pa., Baltimore, Md., and Wash- 
ington, D.C., and fertilizér and fertilizer 
ingredients from Philadelphia to Bridge- 
ton, N.J., and points in Burlington 
county, N.J. The examiner said no op- 
erations had been conducted under the 
certificate since April, 1946, nor had there 
— compliance with section 215 of the 
act. 

Exceptions, if any, to either of the 
four reports are to be filed with the Com- 
mission within 20 days from June 19. 


Motor Rights Proposals 


MC-F-5025, A. A. McCue—Control; South- 
ern Minnesota Express Co., Inc.—Purchase 
(Portion)—Bernard L. White. By Examiner 
Thomas J. Patrick. Recommends denial of 
application of A. A. McCue, St. Paul Minn., 
for authority to acquire control of Southern 
Minnesota Express Co., Inc., Rochester, 
Minn., through purchase of capital stock, 
and of Southern Minnesota Express Co., 
Inc., for authority to purchase certain op- 
erating rights and property of Bernard L. 
White, dba White’s Motor Transport, also 
of Rochester. ie ae 


MC-F-4979, The Greyhound Corporation— 
Control; New England Greyhound Lines, 
Inc.—Purchase (Portion)—The Short Line, 
Inc. By Examiner C. R. Engelhart. Recom- 
mends denial of application of New England 
Greyhound Lines, Inc., Boston, Mass., for 
authority to purchase certain operating 
rights and property of The Short Line, Inc., 
Providence, R.I., and of The Greyhound 
Corporation, Chicago, Ill., for authority to 
acquire control of the operating rights and 
property through the purchase. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 
Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 

State in which applicant for certificate 
license or permit has home office is shown 
below in “black face” type, with name 
of town or city following. 


Certificates—Licenses—Permits 


Arkansas (Mountain Home)—MC- 
113247, Wade Lahar, Contract Carrier. 
Denial of permit proposed. Commodi- 
ties requiring use of special equipment 
because of size or weight, and related 
machinery parts, materials, and supplies 
when moving in connection therewith, 
except motor vehicles, oil field and pipe 
line equipment, over irregular routes, be- 
tween points in Ark., on one hand, and, 
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on other, points in Mo., Okla., Tex., La., 
Miss. and Tenn. 


Colorado (Colorado Springs)—MC- 
12513, O. D. Butcher, Jr., and Betty Lou 
Butcher, Broker. Denial of broker li- 
cense for want of prosecution proposed. 
Household goods between El Paso and 
‘Teller counties, Colo., on one hand, and, 
on other, points in all states and D.C. 


Colorado (Denver)—MC-112070, Sub. 
1, David Gray and Fairy Belle Gray, dba 
Gray Moving & Storage Co., Extension 
—Various States. Denial of certificate 
proposed. Household goods, over irregu- 
lar routes, between points in Wash., Ore., 
¥da., Calif., Nev., Utah, Ariz., N.M., Tex., 
Ark., Ill, Wyo., Colo., Neb., Ia., Kan., 
Okla., and Mo. — 

Georgia (Atlanta)—-MC-11321, Cutter’s 
Incorporated, Common Carrier. Cer- 
tificate proposed. Used boats between 
points in Ga., on the one hand, and 
points in Ala., Fla., Tenn., and S.C., on 
the other, over irregular routes. 

Iowa (Des Moines)—MC-112946, H. D. 
Routt, dba Routt Truck Lines, Contract 
Carrier. Denial of permit proposed. 
Eggs and dressed poultry from Guthrie 
Center, Ia., to points in N.Y., N.J., Mass., 
R.I., Pa., Va., W.Va., Ky., Md., Del., Mo., 
and D.C., and empty containers or other 
such incidental facilities used in trans- 
porting these commodities, on return, 
over irregular routes. 

Minnesota (Duluth)—MC-36436, Sub. 
17, Moland Bros. Trucking Co., Extension 
—Alternate Route—Wisconsin Highway 
17. Certificate proposed. General com- 
modities, with exceptions, between junc- 
tion U.S. highway 53 and Wis. highway 
77, near Minong, Wis., and junction Wis. 
highway 77 and Wis. highway 13, near 
Glidden, Wis., over Wis. highway 17, 
serving no intermediate points, and serv- 
ing aforementioned termini for joinder 
only. 

New Jersey (Monroeville)—MC-5648, 
Sub. 1, P. E. Kramme, Inc., Extension— 
Liquid Chocolate. Permit proposed. Li- 
quid chocolate, liquid chocolate coatings, 
liquid chocolate liquor, liquid cocoa but- 
ter, and liquid vegetable oil coatings, in 
bulk, in tank vehicles, from Lititz, Pa., to 
Naugatuck, Conn., and points in the 
Chicago, Ill., and New York, N.Y., com- 
mercial zones, and ice cream mix from 
Mechanicsburg, Pa., to Sharptown, NWJ., 
over irregular routes, with no transpor- 
tation for compensation on return move- 
ments. 

New Jersey (Washington)—MC-94007, 
Sub. 8, Kinnaman’s Storage, Extension— 
New Furniture. Certificate proposed. 
Household goods between Washington, 
N.J., and points within 25 miles thereof, 
and points in N.C., S.C., Ga., Fla., IIl., 
Ind., and Wis., and new furniture, crated 
and uncrated, from Washington to points 
in N.Y., Pa., Mass., Md., Mich., Conn., 
Va., W.Va., N.C., Tll., Mo., O., Ind., and 
D.C., over irregular routes. 

New York (New York)—MC-58813, 
Sub. 30, Selman’s Express, Extension— 
Pittsfield, Mass. Denial of certificate 
proposed. Over irregular routes, (1) 
ladies wearing apparel, on hangers, be- 
tween New York, N.Y., and Pittsfield; 
(2) materials and supplies used in the 
manufacture of ladies wearing apparel, 
New York to Pittsfield. 

New York (New York)—MC-2835, Sub. 
23, Adirondack Transit Lines, Inc., Ex- 
tension—New York Thruway. Certificate 
proposed. Passengers, baggage, express, 


mail and newspapers between the junc- 
tion N.Y. state thruway approach and 
N.Y. highway 212 near Saugerties, N.Y., 


and junction N.Y. highway 23A and U.S © 


highway 9W near Catskill, N.Y., over a 
described route, and return, serving all 
intermediate points. 


New York (New York)—MC-20262, 
Sub. 1, Samuel Goldstein & Son, Exten- 
sion—Garden City, N.Y. Certificate 
proposed. Paper bags, egg cartons and 
wrapping paper, from Newark, N.J., to 
Garden City, N.Y., over irregular routes. 


North Carolina (New Bern) — MC- 
113073, George V. McCotter, dba McCotter 
Truck Lines, Common Carrier. Denial 
of application for a certificate proposed 
for want of prosecution. Lumber, points 
in Pamlico, Jones, Craven Carteret and 
Onslow counties, N.C., to points in N.Y., 
N.J., Md., Va., W.Va., O., Del., Pa., and 
D.C., over irregular routes. 


Ohio (Akron) — MC-2202, Sub. 84. 
Roadway Express, Inc., Extension—Pearl 
River, N.Y. Certificate proposed. Gen- 
eral commodities, with exceptions, serv- 
ing Pearl River, N.Y., as off-route point 
in connection with presently authorized 
regular-route operations to and from 
New York, N.Y. 


Ohio (Canfield) —MC-110103, Sub. 1, 
Walter E. Coy, dba Coy Bros., Extension 
—Refractories. Denial of permit pro- 
posed. Clay and refractories, over ir- 
regular routes, from points in Green 
township, Mahoning county, O., and New 
Brighton, Pa., and points within one mile 
of New Brighton, to Pa., N.Y., W.Va., 
and the lower peninsula of Mich., and 
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empty containers in the reverse direction. 

Oklahoma (Enid) — MC-6150, Sub. 5, 
George B. Dunn, Extension—Ottawa, 
Kan. Permit proposed. Condensed miik, 
in barrels, from Ottawa, Kan., to Enid, 
Tulsa, and Oklahoma City, Okla., Dalias 
and Fort Worth, Tex., Shreveport, La., 
and Little Rock, Ark., over irregular 
routes. 

Oregon (Portland)—MC-2862, Sub. 41, 
Arrow Transportation Co. of Delaware, 
Extension—Bulk Liquids. Certificate 
proposed. Over irregular routes, (1) 
wine, bulk, in tank vehicles, from points 
in Calif., to Portland; (2) liquid sugar, 
bulk in tank vehicles, Crockett, Calif, 
to points in Ore. and Wash.; (3) grape 
juice, bulk, in tank vehicles, Redwood 
City, Calif., to Grandview, Wash., with 
no transportation for compensation on 
return except as otherwise authorized 

Oregon (Portland)—MC-528, Sub. 3, 
Hunt Transfer Co., Inc., Extension—Six 
States. Certificate proposed. Over ir- 
regular routes, new and used stere and 
office fixtures, uncrated, between Port- 
land, on one hand, and, on other, points 
in Idaho, Utah, and Mont. 

Wisconsin (Kenosha)—MC-30837, Sub. 
133, Kenosha Auto Transport Corpora- 
tion, Extension—Portable Crop Dryers. 
Certificate proposed. Over irregular 
routes, portable crop dryers, Piqua, O., 
to all U.S. points. 


Wisconsin (Sparta)—MC-112935, Clif- 
ford Morgan, Contract Carrier. Permit 
proposed. Fertilizer and feed from Win- 
ona,. Minn., to Sparta and Tomah, Wis., 
and points within 15 miles of each, over 
irregular routes. 


T.V.A. Takes Active Part in Hearing 
On Railroad Rates at River Ports 


Tennessee Valley Authority Witnesses Say Tennessee River Ports 
Should Have Benefit of Rail Rates to and From Interior Points With 
Same Relation to First Class Rates as Those Applying at Memphis. 


Hearing in No. 30744, American 
Barge Line Co., Arrow Transporta- 
tion Co., Inland Waterways Corpora- 
tion (operating as Federal Barge 
Lines), v. Alabama Great Southern 
Railroad GCo., et al. (T.W., Jan. 27, 
1951, p. 54), opened June 24 in Wash- 
ington, D.C., with the Tennessee 
Valley Authority presenting three 
witnesses. 


The case involves a complaint against 
approximately 90 railroads, involving 
rates on grain and grain products at 
points served by the barge lines on the 
inland waterway system. 


The complaint alleges that certain 
rates maintained by the railroads are 
unjust and unreasonable in violation of 
section 1 of the interstate commerce act, 
unjustly discriminatory in violation of 
section 2, unduly preferential and prej- 
udicial in violation of section 3(1), and 
discriminatory of the complainants as 
connecting carriers in violation of sec- 
tion 3(4) of the act. 

The complainants asked an investiga- 
tion followed by a cease and desist order, 


and also that the defendants be required 
to establish and apply in the future, in 
lieu of the rates presently maintained, 
such other rates as the Commission might 
deem reasonable, just, non-preferential, 
non-prejudicial, and non-discriminatory. 
The present hearing follows a hearing 
held in St. Louis, Mo., January 14 and 
15, 1952, dealing with paragraph 4 of 
the complaint, on presently published 
proportional rates from river ports. 


In putting his witnesses on the stand, 
Charles J. McCarthy, assistant general 
counsel of the T.V.A., Knoxville, Tenn., 
said that the objective of their testi- 
mony was to show that the area which 
could be served by the Tennessee River 
ports was being hurt by the absence of 
ex-barge rates on the same basis as at 
Memphis, Tenn. Mr. McCarthy said the 
T.V.A. was asking proportional rates for 
the Tennessee River ports on the same 
basis as those at Memphis. 

The T.V.A. witnesses were W. J. 
Sheehan, T.V.A. transportation econ- 
omist; T. W. Schultz, professor of eco- 
nomics, University of Chicago; and C. T. 
Barker, T.V.A. consultant. 


Mr. Sheehan introduced two exhitits, 





xibits, 


June 28, 1952 


one giving data on barge-rail rates on 
grain and grain products to representa- 
tive destinations in southern territory via 
Memphis, Tenn., and the Tennessee River 
ports, and the other giving proportional 
rail rates applicable on ex-Tennessee 
river shipments of grain and grain 
products, any quantity, from Knoxville 
to destinations in Alabama, Florida, 
Georgia and South Carolina in effect in 
1936, compared with the ex-rail propor- 
tional rates in effect that year, from 
Memphis to the same _ destinations, 
showing the percentage relationship of 
such rates to the corresponding first- 
class rate. 


Commenting on two tables in the first 
exhibit, Mr. Sheehan said that the 
Tennessee River was the most direct 
route for water-rail movement from the 
grain markets of the middlewest to des- 
tinations in the states of Alabama, Flor- 
ida, Georgia, North Carolina, South 
Carolina and parts of Tennessee. 

The purpose of one of the tables, he 
said, was to show that because of the 
geographical location of the Tennessee 
River, and the shorter rail haul involved 
from its ports to points in the above 
mentioned states, compared with Mem- 
phis, the Tennessee River was the “most 
logical route for the movement of barge- 
rail grain products to points in the 
states mentioned.” 


Asked by Mr. McCarthy if he had any 
comment to make on the level of local 
rail rates applicable from the Tennessee 
River ports of Sheffield, Decatur, Gun- 
tersville, Ala., and Chattanooga and 
Knoxville, Tenn., which were shown in 
the exhibit, Mr. Sheehan said that 
“simply as local rates, the rates from 
the Tennessee River ports are on a very 
high level.” 


Proportional Rail Rates 


Mr. Sheehan discussed one table in his 
exhibit which he said showed the pro- 
portional rail rates on grain and grain 
products, carloads, from the Tennessee 
River ports named in the preceding 
paragraph, to representative destinations 
in the area, constructed by use. of the 
same percentage relationships to the 
corresponding first class rates as were 
the existing proportional rates from 
Memphis. 

“The prescription by the Commission 
of the rates shown .. .,” he said, “would 
cure the existing discrimination in favor 
of Memphis and against the Tennessee 
River ports.” ‘To the extent that “the 
evidence presented by witnesses for the 
complainants show that lower rates are 
necessary to cure the existing discrimina- 
tion in favor of ex-rail and against ex- 
barge traffic from the Tennessee River 
ports, we are seeking such lower rates,” 
he said. 

Asked by Mr. McCarthy if he was 
asking for the “rate application rules” 
at the Tennessee River ports similar to 
those today applicable in connection with 
ex-barge rates from Memphis, Mr. Shee- 
han said he was. 

Mr. Sheehan described another table 
in his exhibit, which he said showed 
comparisons of the existing through line- 
haul barge-rail rates on grain and grain 
products when originating at St. Louis 
to representative destinations via Mem- 
phis, with the existing line-haul barge- 
rail rates from St. Louis to the same 
points via the Tennessee River ports of 
Sheffield, Decatur, Guntersville, Chat- 
tanooga and Knoxville, and also with 
line-haul barge-rail rates from and to 
the same points via the Tennessee River 
ports constructed on the percentage re- 


lationship that the proportional rates 
from Memphis had to the corresponding 
first class rate. 

The witness said that the averages of 
the percentages which the proportional 
rates from Memphis had to the first 
class rates to certain points was 14.8, 
16.1, 14.3 and 15.6 per cent respectively, 
with the average over-all percentage, 
regardless of origin, being 15.2 per cent. 

Giving a comparison, he said that 
under the existing barge-rail rates via 
Decatur, Memphis had an advantage 
to various destinations listed in the ta- 
ble in the states of Alabama, Florida, 
and Georgia, ranging from 2.4 cents per 
100 pounds at Gadsden, Ala., to 28.4 cents 
per 100 pounds at Mobile, Ala. and 
Miami, Fla. Under the constructive 
barge-rail rates via Decatur, he said, 
Memphis would still have a rate advan- 
tage on shipments destined to Mobile 
and Pensacola, Miami, and Tampa, Fla., 
but the advantage would be substantially 
reduced, compared with the existing 
rate advantage. 


After giving numerous other compari- 
sons, Mr. Sheehan said the grain busi- 
ness was highly competitive and that 
a small difference in transportation 
costs could bring about a change in 
the sources of supply on which dealers 
relied. The effect of the absence of 
proportional rates on the movement of 
grain he said, could best be illustrated 
by the fact that plants located on the 
river at Decatur purchase ex-barge grain 
out of Memphis so as to obtain the privi- 
leges of milling in transit at Decatur 
instead of having the grain shipped all 
the way to Decatur by barge. 

His second exhibit, Mr. Sheehan said, 
was designed to show that the establish- 
ment of ex-river rail proportional rates 
from Tennessee River ports to destina- 
tions in the south now being sought by 
the complainants “was not a new de- 
parture.” 

He said the proportional rail rates 
from Knoxville had been in effect from 
1923 to 1936, when they were canceled. 

Cross examination of Mr. Sheehan was 
deferred. 

Before Mr. Schultz testified, Peter 
Fanchi, assistant to the traffic manager 
in charge of dispatching and operations, 
Federal Barge Lines, St. Louis, was put 
on the stand by Nuel Belnap, Chicago 
attorney. He described his firm’s opera- 
tions and equipment. 

In answer to a question from J. R. 
Staley, vice-president-traffic, Quaker 
Oats Co., Chicago, in the cross-examina- 
tion, as to how many of his firm’s barges 
operated on the Tennessee River, Mr. 
Fanchi said “everything, except the 
‘Truman’ equipment and the 300-foot 
barges.” 

In answer to a question from Frank 
Cross, assistant director of traffic, Gen- 
eral Mills, Minneapolis, Mr. Fanchi said 
that his firm had moved approximately 
100,000 tons of grain a week last year on 
the Tennessee River. 


Feed Needs of South 


Mr. Schultz, who said his entire career 
had been in the field of agricultural 
economics, said that the south’s rapidly 
growing dairy and poultry industry 
would require a large volume of grain 
feed in the next decade, much of which 
would most likely have to be imported 
from other areas. 

In answer to a question from Com- 
missioner Cross, who was presiding, 
along with Examiners Paul Carter, and 
George Hall, as to how much whole grain 
was imported into the south, the witness 
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said the south’s deficiency in grain used 
as feed each year from 1941 to 1950 was 
1,700,000 pounds. 


Continuing his testimony, Mr. Schultz 
said that the demand for fluid milk, dairy 
and poultry products had expanded 38 
per cent from 1940 to 1950 in the south, 
compared with an increase in demand 
for the United States as a whole or 26 
per cent. 


Milk production alone had increased 
50 per cent in Tennessee in this period, 
compared with 13 per cent for the entire 
United States, he said. Broiler produc- 
tion in Tennessee and Georgia in this 
period increased 13 times, he added. 

Feed costs represented 76 per cent of 
the total cost of producing broilers in 
Georgia last year, he said, adding that 
Georgia producers were at a “great dis- 
advantage” in meeting the costs of feed, 
compared with other states. 


Economic Effect of Reduced Rates 


In answer to a question from Free- 
man Bradford, of the Indianapolis Board 
of Trade, in the course of cross-examina- 
tion, Mr. Schultz said the economic ef- 
fects of reducing the cost of transporta- 
tion and of bringing feed to the broiler 
producers in north Georgia was “highly 
important and significant in view of high 
feed costs.” 

Examiner Carter asked if the witness 
was merely advocating that, if there was 
any way the producers in the south 
could get lower production costs, they 
should have them rather than advocat- 
ing that the grain traffic be turned over 
to the barge lines instead of the rail 
carriers. 

The witness replied that he had not 
entered into the question of barge lines 
versus the railroads. 

In answer to another question from 
another party, who asked if the economic 
status of the south would be improved 
if the Commission reduced grain rates 
as asked in the proceeding, Mr. Schultz 
said it would, especially in the most 
rapidly growing states. 

In answer to other questions, the 
witness said he realized there were fac- 
tors involved in high feed costs other 
than freight rates, that the states of 
Kentucky, Tennessee, North Carolina, 
South Carolina, Georgia, Florida, Ala- 
bama, Mississippii, and Arkansas were 
deficient in feed and feed products, and 
that the cost of grain was “of peculiar 
significance” to these states. 


Cross-Examination of Sheehan 


In the course of cross-examination of 
Mr. Sheehan, the morning of June 24, 
Examiner Carter asked if the T.V.A. 
was shipping grain, and when told that 
it was not, the examiner asked Mr. Mc- 
Carthy to state the T.V.A.’s interest in 
the case. 

One of the purposes of the T.V.A., Mr. 
McCarthy said, was to provide and en- 
courage industrial and agricultural de- 
velopment of the Tennessee River 
area and surrounding areas. The T.V.A. 
had the responsibility of encouraging 
this development, along with improving 
the navigability of the Tennessee River 
to aid that development, he said. 

In answer to a question from R. Wray 
Henriott, commerce attorney of the 
Louisville & Nashville Railroad Co., 
Louisville, Ky., who is representing the 
southern railroads in the proceeding, Mr. 
McCarthy said any improvement of the 
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Tennessee Valley area added to the 
nation’s development as a whole. 

Mr. Henriott asked Mr. Sheehan if 
his proposed constructed rates would not 
destroy the purpose of the Memphis 
rates, which he said had been put into 
effect to equalize the Memphis rates with 
other gateways. 


Mr. Sheehan replied that he thought 
the purpose had already been destroyed. 

Asked by Mr. Henriott if he thought 
it would help the south if Birmingham 
had a rate 14.6 per cent lower via Gun- 
tersville than any other route, Mr. Shee- 
han said he thought it would. 


Effect of Increased Volume 


Mr. Henriott then asked if Mr. Shee- 
han thought the rates he sought, if 
granted by the Commission, would in- 
crease the grain volume to the south- 
east. 


When Mr. Sheehan replied they would 
through the Tennessee River ports, Mr. 
Henriott asked if the witness agreed 
with him that whatever amount the 
volume increased at Guntersville it would 
be at the expense of other ports, to 
which Mr. Sheehan replied: “Possibly.” 

In answer to a question from Mr. 
Staley, the witness said he did not know 
whether his proposed rates would apply 
on grain products. To another ques- 
tion from Mr. Staley, Mr. Sheehan said 
he saw no reason why the proposed rates 
should not apply ex-truck as well as 
ex-barge and that he would not object 
to such application. 

Examiner Hall asked, if the barge rates 
were increased, would they not elim- 
inate some of the difficulty which the 
complainants said was caused by the 
rail rates, to which the witness replied 
“I imagine so.” 

When Examiner Hall asked Mr. Mc- 
Carthy if the proposed rates could be 
justified under the Mechling decision, 
Mr. McCarthy said he did not believe 
the Mechling principle was involved. 
“We have a simple case of preference and 
prejudice,” he said. The reference was 
to I.C.C. v. Mechling Barge Line, et al., 
330 U.S. 567, which dealt with rail rates 
on _——— grain from Chicago to the 
east. 

A voice in the audience said that the 
Mechling decision intended that the 
Commission should continue section 3(1) 
and section 3(4) in every grain adjust- 
ment. 

Mr. McCarthy said he contended there 
was a violation of the Mechling princi- 
ple in the rates out of Memphis. 


Justification Under Fourth Section 


Examiner Carter asked, assuming the 
proposed rates were granted, requiring a 
departure from the provisions of the 
fourth section of the act: “How would 
you suggest the Commission get around 
the fourth section?” 

The witness said he did not know the 
answer at the present time. 

Mr. Staley said that he could see no 
justification for the proposed rates in 
the exhibit for departures from the 
fourth section, and that “as we are mak- 
ing rates for the future, we ought to 
have rates that comply with the law.” 

Mr. McCarthy’s third and final wit- 
ness, C. T. Barker, a T.V.A. consultant, 
described the channels and facilities 
of the Tennessee River and its ports, 
stating, among other things that the 
lakes of the Tennessee River provided a 


continuous channel having a minimum 
depth of nine feet the year round, that 
it was wide and deep, and that there 
were ten terminals capable of handling 
grain on the river system. 

Describing the T.V.A.’s interest in the 
proceeding, he said the T.V.A. had con- 
structed a channel costing about $155,- 
000,000 “and we have tried to do what 
we could to make it possible for the 
people of the Tennessee Valley to get the 
benefits of the opportunity that. is thus 
presented to secure transportation by 
barge at a lower cost.” 

“The T.V.A. has always been interested 
in developing a water movement of grain 
into the Tennessee River ports from the 
midwest,” he said. “Grain is a bulk 
commodity which is ideally suited to 
movement by water.” 

He said his exhibit showed that the 
Tennessee River “reaches the heart of 
the southeast and there is a direct water 
route from such important grain mar- 
kets as Minneapolis, Chicago, St. Louis, 
Peoria and Evansville to the Tennessee 
River ports.” 

“Grain can move by water economi- 
cally to any of the Tennessee River ports 
from any of the midwest grain markets, 
but due to the absence of proportional 
rates out of the Tennessee River ports, 
the only grain that moves to the Tennes- 
see River ports is that grain that can 
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be consumed locally at the ports or 
shipped outbound by truck,” he said. 

“The result is that the movement of 
grain over the Tennessee River is only a 
fractional part of what we expect it io 
be if ex-barge grain is granted the privi- 
lege of proportional outbound rates,” Mr. 
Barker said. 

Cross-examination of Mr. Barker was 
deferred. 


The Department of Agriculture pre- 
sented P. R. Hurley, transportation spe- 
cialist in the traffic management division, 
transpertation and warehousing branch, 
production and marketing administra- 
tion, Department of Agriculture, Wash- 
ington, D.C. 

Mr. Hurley introduced three exhibits, 
containing statistical data concerning 
the production and distribution of vari- 
ous farm commodities, and the census of 
livestock, poultry, and humans in the 
southern part of the United States. 


He said he was appearing on behalf 
of the Secretary of Agriculture, an inter- 
venor in support of complainants, and 
also on behalf of producers of agricul- 
tural commodities as their interests 
might appear, “in securing equitable and 
reasonable transportation rates, routes, 
and services, and adequate transporta- 
tion facilities for the movement and 
marketing of the commodities involved.” 


Norfolk Southern Completes Testimony 
In Probe of Its Management Practices 


Chairman of Board Testifies on Matters in Evidence of Commission’s 


Investigator-Accounting; Defends Management Record. 
Recessed to September 3 for Cross-Examination of Road’s Witnesses. 


The railroad respondent in No. 
30980, Practices of the Norfolk 
Southern Railway Co. and Norfolk 
Southern Bus Corporation, began the 
presentation of its testimony in that 
proceeding on June 19, after cross- 
examination of the Commission’s 
witness had been completed, and two 
witnesses had been offered by the 
North Carolina Utilities Commission 
(T.W., June 21, pp. 25 and 63). 


The proceeding is an investigation, in- 
stituted by the Commission, on its own 
motion, into the “management, account- 
ing, financial and other practices” of the 
railway and the bus corporation. The 
Commission asserted that it was con- 
sidering “particularly as to whether car- 
rier funds have been expended for pur- 
poses not necessary to the honest, eco- 
nomical and efficient operations of 
such corporations.” After three days of 
hearing in April, in which the Commis- 
sion presented testimony by an investiga- 
tor-accountant, the hearing was ad- 
journed until June 18 to give the re- 
spondents time to prepare to present 
their evidence and to study the Com- 
mission’s testimony (T.W., April 26, pp. 
19, 50, May 3, p. 50). 

The second witness for the North 
Carolina Public Utilities Commission was 
Parks M. Low, a rate specialist. Objec- 
tions were raised to his prepared state- 
ment. Harry C. Ames, counsel for the 
railroad, said that the statement was 


Hearing 


“replete with conclusions.” Arthur J. 
Winder, counsel for the railroad’s presi- 
dent, said the statement was a “rehash” 
of the records of two pending abandon- 
ment cases. 

J. H. Paylor, general counsel for the 
North Carolina commission, said that 
more than 90 per cent of the Norfolk 
Southern’s trackage was within that 
state, and, for that reason, the practices 
of the railroad were of vital interest to 
the state. He said that, to aid the Com- 
mission, “we desire to submit certain 
testimony concerning the physical con- 
dition and operation of the Norfolk 
Southern.” 


Mr. Ames said that Mr. Paylor had 
not replied to his objection, and, again 
asserting that the statement contained 
“merely conclusions,” suggested that if 
Mr. Paylor would put the testimony in in 
question-and-answer form, “we _ can 
deal with the questions,” but that if the 
statement was allowed to go in, respond- 
ents could only move to strike it. 

Examiner Mohundro overruled Mr. 
Winder and overruled Mr. Ames in part 
and Mr. Paylor proceeded to question the 
witness, who described how he had 
driven by automobile to points where 
highways crossed the Norfolk Southern 
and had there walked for a distance of 
100 ties and had kicked the ties in order 
to determine their condition. A page of 
Mr. Low’s exhibit showed 42 points on 
the Norfolk Southern, and another 55 
points on other railroads, at which he 
had made his inspection to determine the 
percentage of soft ties and the per- 
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centage of tie plates and the ballast at 
those points. Other exhibits showed 
treated and untreated ties on the Norfolk 
Southern’s lines and on other railroads, 
and the amounts spent for maintenance. 


Cross-examination by Mr. Winder of 
Mr. Low developed the fact that the 
North Carolina commisison had, in two 
abandonment proceedings, asked the 
federal Commission to conduct an in- 
vestigation of the Norfolk Southern. 
The exhibits were accepted over the ob- 
jection of Mr. Ames. 


The first witness for the Norfolk 
Southern Railway Co. was E. J. Binet, 
a transportation consultant and for a 
number of years employed by the Com- 
mission as an examiner and auditor in- 
vestigating accounts of carriers, and as 
a cost analyst in the Commission’s cost 
section. 

Mr. Binet offered an exhibit of 28 
pages showing comparative financial and 
operating trends, and traffic statistics, 
of the Norfolk Southern and of all Class 
I railroads in the Southern Region, 1946 
through 1951. Mr. Binet said that the 
general purpose of his exhibit was to 
show the progress of the Norfolk South- 
ern under the present management by 
means of indices, using 1946 and 1947 as 
the base periods. He said the exhibit 
was intended not only to show the Nor- 
folk Southern “compared with itself as it 
was in 1946 and 1947,” but also to show 
that its improvement in the five-year 
period through 1951 had been greater 
than for the other roads of the Southern 
Region as a whole in that period. 

In the course of his explanation of the 
exhibit, Mr. Binet made the further com- 
ment that he had not used comparisons 
with the United States as a whole in 
every section of the exhibit, since, he 
said, the Norfolk Southern’s record was 
better than that of the Southern Region 
roads as a wholev, and the record of the 
Southern Region roads as a whole was 
better than that of the country as a 
whole, so that Norfolk Southern’s rec- 
ord was better than that of the country 
as a whole. He said he used 1946 and 
1947 because 1946 was the last full year 
of the former management of the road, 
and because it followed the war period. 
He said 1947 was a year in which the 
former management was in control for 
part of the time. Another reason for not 
using 1946 only as a base, he said, was 
that the railroad had made no net in- 
come in that year so that it could not be 
used as a base. He said another exhibit 
showed statistics for the period 1947-1951, 
inclusive, related to the average of the 
five-year period, 1942-1946, inclusive. 

A. H. Walter, director of the Commis- 
sion’s Bureau of Inquiry, repeating the 
language of the order of investigation, 
objected to the testimony. He said the 
respondent railway and the bus corpora- 
tion made a great point of the increased 
revenues, gross and net, under the pres- 
ent management. He said he thought 
that evidence immaterial to the proceed- 
ing here, “except and unless the expendi- 
tures which have been shown here are 
tied directly into that increased operat- 
ing and net income and reduction of in- 
debtedness,” and that he objected to 
evidence “on that point.” 

Mr. Ames said he was astounded at a 
Statement of that kind “on the part of 
the Commission.” He added that “we 
are being investigated on the ground that 
Wwe are not efficient and then we are not 
to be allowed to show that we are effi- 
cient.” The witness was permitted to 
proceed. 

Mr. Binet’s first exhibit had a total of 


129 items, and the item touched on some 
of them. He said that cash and tempo- 
rary cash investments of Norfolk South- 
ern had almost doubled, 1951 over 1946. 
He said that the funds available to the 
railroad from net income and deprecia- 
tion, before federal income taxes, at the 
end of 1951, exceeded the total at the 
end of 1946 by 613 per cent. Long-term 
debt of the railroad, he said, had been 
reduced by 1951 by 49 per cent under 
1946, and compared that with a 13 per 
cent increase in 1950 over 1946 for the 
Class I railroads of the Southern Region. 
He said long-term funded debt (bonds) 
of the Norfolk Southern had been re- 
duced 64 per cent by 1951, while for the 
roads of the Southern Region the total 
had remained about the same. Turning 
to a later page of his exhibit. Mr. Binet 
said the ratio of funded debt outstand- 
ing to capital stock outstanding for the 
Norfolk Southern was 164 per cent in 
1946 and 38.3 per cent in 1951, while 
southern railroads as a whole had very 
nearly the same ratio for 1946 and 1950. 
He said another item showed an increase 
in Norolk Southern capital stock accom- 
panying the decrease in funded debt, 
while still another item, he said, showed 
corporate surplus at the close of 1951 in- 
creased over 1946 by more than $3,600,- 
000, or 168 per cent. For the Southern 
Region as a whole, he said the 1950 in- 
crease over 1946 was 37 per cent. 


Among other items, Mr. Binet men- 
tioned traffic expenses, which he said 
had decreased for the Norfolk Southern, 
1951 compared with 1946, while it had 
remained about the same for the roads of 
the south. Mr. Walter asked if the 
witness had any idea of the proportion 
which the solicitation expense bore to 
the other features listed under traffic 
expense. Mr. Binet said he did not 
know and would not care to make a 
guess, but added that he would think 
they were very substantial. 


Other sections of Mr. Binet’s exhibit 
dealt with relationships of operation ex- 
pense items to operating revenue from 
railway operations; relationship of op- 
erating expense and income items to net 
railway operating income before federal 
income taxes; relationship of operating 
expense and income items to net income 
before federal income taxes; representa- 
tive operating and traffic statistics—total 
transportation service; statistics of em- 
ployes and compensation; and statistics 
of freight service traffic and operation. 


After Mr. Binet had completed com- 
ment on the exhibit, Mr. Ames asked 
and received an affirmative answer to 
questions as to whether the exhibit 
showed that the position of the railroad 
had improved in connection with funded 
debt, dividends paid to stockholders, 
ton-mile performances; maintenance of 
way and structures, in the 1947-1951 pe- 
riod over 1947. Mr. Binet said that “that 
is the sense of my exhibit.” 


Mr. Binet offered another’ exhibit 
showing comparative trends of statistics 
for the Norfolk Southern and the South- 
ern Region, 1947-1951, related to the 
1942-46 period. Referring to 18 items of 
representative statistics for the year 
ended December 31, 1942, the first full 
year following reorganization of the rail- 
road; at the end of 1946, the last full 
year under the previous management; 
and at the end of 1951, the last full year 
under the present management, Mr. 
Binet said that none of those items 
showed an unfavorable comparison as 
against the “old management.” 


Testifying about a fourth exhibit, Mr. 
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Binet showed 32 carriers with total rev- 
enues under $10,000,000, as more closely 
approximating the revenue of the Nor- 
folk Southern. For those roads, as the 
“per cent, general expenses, of net in- 
come,” he showed 266.10 per cent for 
1950. For the Norfolk Southern, as re- 
ported, he showed 129.71 as the com- 
parable percentage. As adjusted, with 
net railway operating income and net 
income increased by the amount of 
extraordinary road retirement charged 
to operating expense, less federal income 
tax thereon, the exhibit showed, for Nor- 
folk Southern, a relationship of 93.97 per 
cent for general expenses to net income. 
A second sheet showed similar compari- 
sons for 1949, with Norfolk Southern 
having as the per cent, general expenses, 
of net income, 158.82. For 33 other car- 
riers, Mr. Binet said, the figure could 
not be calculated because there was an 
overall deficit for the group. 


When Mr. Ames offered the Binet ex- 
hibits, T. W. Forbes, counsel for the 
Commission, objected to their admission 
and asked that ruling on admission be 
held in abeyance to permit time for a 
study of them before cross-examination 
of Mr. Binet. Examiner O. L. Mohundro, 
presiding, wanted to know how much 
time wuld be required. Mr. Walter said 
there might be a number of other ex- 
hibits offered.so that he could not then 
estimate how much time would be re- 
quired. Mr. Ames said he was willing 
that time be permitted to study the ex- 
hibits, and that cross-examination of 
the witness be deferred. 


Engineer Traffic Witness 


A statement entitled “Rolling Stock 
Study,” prepared by A. I. Totten, a re- 
tired engineer who said he had had 52 
years’ experience on railroads in the 
United States, Europe, and South Amer- 
ica, was accepted as an exhibit. Among 
other things, the exhibit contained a 
section headed “Remarks,” in which Mr. 
Totten made comparisons between 1946 
and 1951. He said that where 48 steam 
engines were required to handle the traf- 
fic in 1946, 28 diesel units (5 added for 
1952) would handle 27 per cent more 
ton-miles, the average tractive power 
per unit having been increased 44 per 
cent; that the railroad had new loco- 
motives that would not have to be re- 
placed for many years; and that further 
economies would be effected by the con- 
struction of a diesel repair shop to take 
the place of an obsolete shop, by the 
abandonment of steam facilities such as 
engine houses, water stations, coaling 
stations, turntables, etc., and by the 
added experience with diesel units to 
meet haulage problems. 


After M. C. Jennette, chief engineer of 
the Norfolk Southern, had testified, as 
previously reported, C. H. Ware, the rail- 
road’s traffic manager, took the stand. 
He offered three single-sheet exhibits. 
One showed carload traffic handled by 
the railroad in 1950, a total of 155,292 
broken down into 28,788 carloads of local 
traffic; 43,161 carloads “interline for- 
warded”; 57,858 carloads “interline re- 
ceived,” and 25,485 carloads of overhead 
traffic. 


A second analysis of the movement of 
carload traffic from and to local stations 
and competitive stations on the Norfolk 
Southern in 1951, showed 60.4 per cent 
inbound and outbound carloads for 18 
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competitive stations, and 39.6 per cent 
for 41 local stations. 

The third exhibit broke down the car- 
load traffic statistics for 1951, showing 
the competitive and non-competitive 
nature of the traffic handled by the 
Norfolk Southern. It showed 53.1 per 
cent of the interline forwarded traffic 
as competitive, ie., it could be handled 
by other railroads, and 46.9 per cent 
non-competitive. It showed 66.4 per cent 
of interline received traffic as competi- 
tive and 33.6 per cent non-competitive, 
with 100 per cent of the overhead traffic 
shown as competitive. 

Mr. Ware described at some length 
the situation with reference to competi- 
tion from other railroads at various 
points on the Norfolk Southern, both on 
the main line and on branch lines, trac- 
ing the territory from which the railroad 
could draw traffic under competitive 
conditions, and having in mind circuity 
limitations on traffic. He said that the 
Norfolk Southern had no advantages in 
the way of greater speed in transit or 
lower rates to offer shippers. 

Asked if it would be fair to say that 
every pound of traffic handled by the 
Norfolk Southern was in direct and 
“keen competition” either with railroads, 
truckers, or water carriers, and in some 
cases a combination of those carriers, 
Mr. Ware replied that that was true. 


Solicitation ‘Accelerated’ 


Mr. Ware said that the new manage- 
ment had “accelerated” public relations 
efforts and solicitation of traffic, adding 
that very little had been done by the 
old management in the way of sales 
promotion. He said that, since 1947, un- 
der the direction of the executive de- 
partment, a new policy had been estab- 
lished which contemplated considerable 
sales and promotion activities, particu- 
larly by way of representation in trans- 
portation and traffic club affairs at Bos- 
ton, New York, Philadelphia, Baltimore, 
Washington, Pittsburgh, Cincinnati, Nor- 
folk, Richmond, Raleigh, Charlotte, At- 
lanta, Winston-Salem, Birmingham and 
Augusta, “or all of the territory where 
we are doing business.” He said other 
railroads were solicited “just as we solicit 
shippers.” He said that the top-level 
officials of the new management were 
more active in public relations and 
solicitation than the top-level officials 
of the old management. 

Mr. Ware said that, as a result of 
collective efforts by the traffic and execu- 
tive departments of the railroad, it had 
obtained 15.5 per cent more competitive 
cars of traffic in 1951 than in 1947, and 
he added that, in terms of revenue, that 
increase in competitive traffic amounted 
to $837,421. 

He asserted that, through the activity 
of top-level officers of the company— 
the chairman of the board, and the presi- 
dent—in promoting the railroad and 
soliciting traffic, the road had been able 
to reduce the number of solicitors from 
48 in 1947 to 35 at the end of 1950, 
thus reducing the amount of salary and 
expenses paid. He agreed that, in order 
to obtain traffic the soliciting forces had 
to be on the move all the time, and 
said that the railroad was not situated so 
that it could do business without solici- 
tation. 

Mr. Ware said that, at the urging of 
the president, he had made a survey 
of California to determine if there should 


be an office of the railroad on the Pacific 
coast. He said he recommended against 
the establishment of. an office as a result 
of the survey, since “our executive de- 
partment was so widely acquainted in 
that territory,” and the small number 
of shippers in a position to give traffic 
to the Norfolk Southern. . 


In the course of cross-examination by 
Mr. Forbes, Mr. Ware said the increase 
in traffic was due to the solicitation by 
“every one connected with the railroad,” 
and that he could not say how much 
of the increased traffic was due to ef- 
forts of the road’s officers. Asked if it 
would be better if the railroad could 
move traffic faster (it had been testified 
that the average speed on the road was 
15 miles an hour), Mr. Ware replied in 
the negative. He said that “the trouble 
we have is getting ‘cars moved to Char- 
lotte and from Norfolk” for points be- 
yond. He added that the railroad’s con- 
nections in the southeast which would 
be short-hauled on every éar the Nor- 
folk Southern solicited “are not going 
to be too anxious to work out expeditious 
service in connection with our line.” 

LeRoy S. Price, an employe of the 
Commission from 1925 until 1949, when 
he retired, said, among other things, that 
he had actively participated in the 
preparation of the uniform system of ac- 
counts prescribed by the Commission for 
the use of the railroads, and had been 
in charge of the field staff for a long pe- 
riod of time. He asserted that, in his 
study of the interstate commerce act and 
related acts, he did not find authority for 
“encroachment on management.” 

He said that “this objectionable ap- 
proach” could come about, not by the 
existing statutes, to his knowledge, “but 
only by administrative fiat through in- 
direction and interpretation of regula- 
tions as well as the far-reaching effect 
of the regulation of freight and passen- 
ger rates.” Mr. Price said, in answer to 
a question by Mr. Ames, that he under- 
stood that the primary function of the 
Commission in its jurisdiction over rail- 
road accounts was “the matter of uni- 
formity.” 

In specific reference to items of ex- 
pense reported by the officers of rail- 
roads, Mr. Price said it was a question 
that had greatly disturbed the officers 
of the Commission’s Bureau of Accounts. 
Asked under what circumstances he 
would question a voucher presented by 
the president or chairman of the board 
of a Class I railroad for reimburse- 
ment of “travel expense,” as an exami- 
ner of accounts, Mr. Price said that after 
reflection over the years, in view of the 
variable traffic and operating conditions 
of the railroads and the free hand that 
should normally be allowed an honest 
executive, and in the light of the prin- 
ciple that “the president should not be 
circumscribed by a _ subordinate,” he 
would not question such an expense 
item so long as the president properly 
stated his expense and stayed within the 
bounds of reason. He said his experi- 
ence in dealing with top-level executives 
of substantially all the major railroads 
in the country had taught him that the 
general and accepted practice was for 
top-level executives to give undetailed 
statements. He observed that frequently 
such reports referred to cash advances. 

Examiner Mohundro asked if the 
witness had not many times reported 
“contrary to your last statement,” but 
the witness replied that he had not. Mr. 
Price said that the question had arisen 
eight or ten years ago concerning an 
undetailed expense statement made by 
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a large railroad whose president, he 
said, had “expended a goodly sum for 
undetailed expenses.” Mr. Price said 
he referred the matter to the director of 
the bureau of accounts, that there was 
some discussion with the Association of 
American Railroads, and that the di- 
rector had suggested the matter as a 
subject for discussion at an accountiog 
meeting. He said the director became 
satisfied that it was better to follow the 
practice theretofore followed, and had 
withdrawn the proposal for discussion, 

Examiner Mohundro interjected that 
“he simply marked the file ‘closed’ after 
he had authorization of the commis- 
sion in charge to make a case of it.” 
Mr. Price replied that “it was not a 
case aS under a Commission order.” 

In the course of further questions by 
Mr. Ames, the witness said that, in view 
of the reduced long-term debt of the 
railroad, its reduced ratio to outstand- 
ing capital stock, increased income, re- 
duced fixed charges, and payment of div- 
idends, he would not aquestion an 
expenditure by the president of the Nor- 
folk Southern of $500 for “travel and 
miscellaneous expenses,” of $1,200 for 
“special expenses,” and of $1,500 for 
“extraordinary expenses.” He said his 
answers would be the same in connec- 
tion with expenses reported by the 
chairman of the board. 

Mr. Walter, in cross-examination of 
Mr. Price, asked where the line was to 
be drawn on expenditures of railroad 
Officials, starting with a luncheon. In 
reply, Mr. Price described the possibility 
of entertaining in the Georgia swamps 
for several days on “moonshine” where 
10 or a dozen men might spend $25, 
plus the cost of food, and said in Wash- 
ington “you would have to go to the 
proper place” where the cost would be 
greater. Pursuing that analogy, Mr. 
Walter asked if the witness would feel 
the same about it if the executive of a 
railroad sent a 55-gallon barrel of 
“Georgia corn” to some one, and whether 
there would be a different standard of 
propriety or ethics. Mr. Price replied 
he “would think he showed poor judg- 
ment.” Mr. Walter asked if that would 
be so if the executive knew it would 
influence the shipper. Mr. Price replied 
that he did not think that “the whole- 
sale sending of whiskey would be proper,” 
adding that “it would be exceptional.” 
Mr. Walter said that “it would be an 
extraordinary expense.” 

Asked how he would be able to judge 
the reasonableness of an expenditure 
without asking about it, Mr. Price said 
he would be governed by the financial 
position and capacity of the carrier as 
reflected in its net results—its financial 
position. 

When Mr. Price said he had no mem- 
ory of having taken exception to the 
failure of Norfolk Southern officials to 
submit supporting details of reimburse- 
ments for expenditures, Mr. Walter of- 
fered a file of correspondence in which 
the question was raised with the rail- 
road’s general auditor about such an 
item, the letter from the Commission 
bearing Mr. Price’s initials. The letter 
said that vouchers in favor of President 
Kingsley, of the railroad, did not de- 
scribe the expenses involved “with suffi- 
cient particularity” to meet the require- 
ments of the Commission’s regulations 
for the statement of such details. Mr. 
Price said the general auditor had re- 
plied that “our president does not detail 
his expenses,” but that the railroad ‘was 
making every effort possible to chargé 
the expenses to the proper account. 
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There was, said the witness no more 
correspondence, and Mr. Ames, observing 
that “in other words, after that Edwards 
(Ford K. Edwards, then director of the 
Commission’s Bureau of Cost Finding) 
said nothing.” He added that “we will 
put in all the record.” 


Later Mr. Price returned to the stand 
to tell how he signed letters for the 
director. After recalling a discussion he 
had arranged between the railroad’s gen- 
eral auditor and one of Mr. Price’s asso- 
ciates in the bureau, concerning the 
aforementioned item, Mr. Price said he 
had stated to the auditor that, had he 
read the letter very carefully before 
signing it on behalf of the director of 
the bureau “I would have stricken item 
12, as we had no specific authority to 
question such items if they were stated 
within reason in the carrier’s accounts, 
if the expenditures were what we would 
regard as reasonable.” 


Mr. Ames further questioned Mr. Price 
about a general instruction, in connec- 
tion with the uniform system of ac- 
counts issued in 1943, making it manda- 
tory on the president of a railroad to 
detail his expenses. Mr. Ames then had 
the witness read a letter from Secretary 
Bartel, of the Commission, addressed to 
the general counsel of the railroad May 
28, calling the latter’s attention to the 
accounting regulations requiring the de- 
tailing of information to enable repre- 
sentatives of the Commission to analyze 
and verify the facts concerning entries. 


Asked if he agreed with the interpre- 
tation of the regulations in the quoted 
paragraph from the letter, Mr. Price said 
he did not, because he said the general 
instructions before each group of ac- 
counts in the regulations had appeared 


in those regulations “substantially from 
the beginning.” He said that they were 
applied in the absence of specific in- 
structions, somewhat on the basis of a 


protecting clause in the _ instructions, 
adding that it was impracticable to issue 
general instructions and that he always 
went to the background of intentions. 

L. P. Kennedy, general superintendent 
of the Norfolk Southern, and connected 
with the railroad for 40 years, was called 
by Arthur J. Winder, general solicitor of 
the railroad. He agreed with earlier 
testimony that the maintenance of track 
and structures were better at present 
than under the former management. 

J. H. Paylor, general counsel for the 
North Carolina Public Utilities Commis- 
sion, asked if the railroad ran a “pilot 
train” ahead of freight trains, on the 
segment between Wilson and Washing- 
ton, N.C. Mr. Kennedy replied that that 
had not been done in 43 years, except 
when the railroad carried President 
Roosevelt. That, he said. was standard 
practice. 


Board Chairman Testifies 


P. B. McGinnis, chairman of the board 
of the railroad, and of its affiliates, took 
the stand the morning of June 19. He 
traversed various items in the testimony 
of Richard J. Ferris, investigator-ac- 
countant who had presented evidence for 
the Commission. 

Among other things, Mr. McGinnis 
Said he had testified as an expert in 27 
railroad reorganization cases, and had 
edited a “Guide to Railroad Reorganiza- 
tion Certificates.” He said also he had 
been associated with the late Joseph B. 
Easiman when the latter was director 
ol the Office of Defense Transportation 
in ‘ne World War II period. 

Referring to pages in the transcript 
of ‘ir. Ferris’ testimony, and to exhibits 


when they were involved, Mr. Ames 
asked questions concerning the Commis- 
sion’s testimony. Concerning a state- 
ment that the Norfolk Southern was one 
of the smallest railroads in the country, 
Mr. McGinnis said he did think “it 
means anything” adding that 76 of the 
131 Class I railroads had less mileage 
than the Norfolk Southern, and that all 
Class II and Class III railroads had less 
mileage than the N.S. 


Asked if the N.S. owned or controlled 
other companies, Mr. McGinnis said it 
did, through ownership of capital stock. 
He said he thought it ought to be said 
that these were “nothing but wholly- 
owned corporations formed by the rail- 
road itself,’ adding that “no one went 
out and bought control of them.” All 
the subsidiaries, he said, were wholly- 
owned and that “we put up the capital 
and we took back the stock.” 


Mr. Ames offered a complete set of 
the minutes of the railroad companies 
and its subsidiary companies as an ex- 
hibit, and Mr. McGinnis said he had 
read the minutes in preparation for the 
case. In answer to Mr. Ames’ questions, 
Mr. McGinnis asserted that, prior to 
the announcement of the Commission’s 
investigation of the railroad on January 
27, H. C. Selheimer and Perry N. Sel- 
heimer, directors of the railroad, had 
not recorded an adverse vote on any 
of the propositions which were included 
in the investigation. 


Mr. Ames then offered a notice sent 
to stockholders of the Norfolk Southern 
Railway Co., signed by William F. Knorr 
for the “Norfolk Southern Railway Stock- 
holders’ Committee,’ bearing a Phila- 
delphia post office date which was 
smudged, but which Mr. McGinnis said 
was May 30. It was headed “Important 
Notice to Stockholders of Norfolk South- 
ern Railwav Co.” 

A. H. Walter, director of the Commis- 
sion’s Bureau of Inquiry, objected to any 
evidence being offered “as to any fac- 
tional fight among the directors or stock- 
holders of the Norfolk Southern.” He 
asserted it had no place in the case. 

The notice referred to a demand by 
certain stockholders for a special meet- 
ing of stockholders, made at the close 
of the presentation of the Commission’s 
testimony (T.W., May 3, p. 50). The re- 
quest for the meeting of the railroads’ 
stockholder was in letters presented bv 
Perry N. Selheimer to Mr. Winder. and 
a statement on the matter was handed to 
revorters at that time by H. C. Selheimer. 

In obiecting to admission of any evi- 
dence concerning the “factional fight,” 
Mr. Walter said he made his request 
“without in any sense attempting to de- 
fend the Selheimers.” Examiner Mo- 
hundro asked what Mr. Walter meant by 
a “factional fight.” The latter replied 
that exhibits to be offered were copies of 
communications by a stockholders com- 
mittee indicating that a certain group of 
stockholders was endeavoring to “oust” 
the present management. He said he 
thought that “that is entirely without 
the scope of this investigation.” He 
added that it appeared from “this litera- 
ture” that the group of stockholders was 
attempting to depose the present man- 
agement and, “I suppose, put in manage- 
ment of their own choosing.” 

Examiner Mohundro asked what the 
purpose of the exhibit was. Mr. Ames 
replied that the purpose was to “show 
to the Commission, or to prove to the 
Commission, that any question of pub- 
lic interest here, so far as the stock- 
holders are concerned, is being fanned 
into flame by two directors who, up un- 


55 


| ICC NEWS 


til they thought the ship was sinking, 
voted for everything the Commission 
is investigating.” Mr. Ames said that the 
Commission was “theoretically the 
guardian of the public interests—the 
stockholders are part of the public—the 
stockholders own the railroads.” He 
added that it was his purpose to show 
that “there is really nothing to this 
smear propaganda which is being circu- 
lated around the country,” adding that 
“I think this railroad, being put on the 
pillory, is entitled to get itself off.” 


Mr. Walter said he did not think Mr. 
Ames was implying that the Commission 
should enter into a management quar- 
rel. Mr. Ames said that the material 
offered alleged misconduct and misman- 
agement. He added that “they contain 
matter which is clearly libelous and I 
think we are entitled to explain that on 
this record.” He said he had asked 
earlier for a conference “to see if we 
could iron these things out,’ but added 
that “now we are in a public hearing and 
I intend to make public this scurrilous 
literature that has been circulated about 
this management.” 


After a discussion between the ex- 
aminer and Mr. Ames concerning the 
terms of the Commission’s order of in- 
vestigation, Examiner Mohundro said 
that because of the words “under honest 
and economical management” in connec- 
tion with that portion of the order re- 
ferring to the expenditure of carrier 
funds, he would have to overrule Mr. 
Walter’s objection. Mr. Walter observed 
that the purpose of offering the stock- 
holder material to which he had objected 
was to “show up” the dissident stock- 
holders. Mr. Ames said that was only 
one purpose and “the last one I thought 
of.” He added that he was not charging 
the Commission with pillorying the man- 
agement, but added that he thought the 
investigation ill-founded and unneces- 
sary.” 


Selheimer Makes Statement 


At this point H. C. Selheimer arose 
to make a statement, the general tenor 
of which was that the exhibits were out- 
side the scope of the investigation. He 
said he called attention to the fact that 
he and his brother were respondents to 
the Commission’s order just as other di- 
rectors of the railroad were respondents. 
He added, and repeated several times 
that he thought it well “at this time to 
make it clear that the Selheimer brothers 
are not fighting the management in this 
hearing,” and that they were as “cha- 
grined” that the hearing had to take 
place as was any other director. He re- 
ferred to the fact that he and his brother 
were not -represented by counsel, and 
asked that the material be excluded. 

Examiner Mohundro said that his rul- 
ing as governed by the scope of the or- 
der, adding that “it is relevant, and if 
it is introduced by a competent witness 
and has to do with the words laying 
down the scope of the investigation, the 
examiner is pretty well hemmed in.” 
After further reference to the words of 
the order of investigation, the examiner 
indicated that, on the basis of a quick 
examination, he had ruled on the ma- 
teriality of the exhibit, but that he would 
not give weight to it. 

Mr. Selheimer then made ‘the further 
point that Mr. Ames had offered the 
minutes of the meetings of the board of 
directors of the railroad and its affiliates 
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and that the voting record of the direc- 
tors was already in the record so that 
the material being offered in connection 
with the call for a special meeting was 
outside the scope of the investigation. 
He again repeated that “we, too, are re- 
spondents and we have not made any 
charges in this hearing against any one. 

Mr. Ames commented that “that makes 
it nice. They are with us while we are 
in hearing, and then they go out and 
print arguments.” He added that “the 
Commission is not blind,” and asserted 
that Mr. Walter had indicated that the 
Selheimer brothers gave Mr. Ferris 
“leads.” Mr. Walter questioned the 
statement, and Mr. Ames said the former 
had referred to “leads” at a time when 
“we were discussing the Selheimers.” 
Later, Mr. Ames read from the tran- 
script at the point where the exchange 
to which he had referred occurred. In 
connection with the statement of the 
position of the Selheimer brothers, Mr. 
Ames asserted that the testimony in 
connection with the exhibits to be of- 
fered would bear on the bona fides of 
anything the brothers had to say about 
the management of the railroad. 

Mr. Selheimer wanted to know if the 
material was relevant to the use of the 
funds of the railroad. Examiner Mo- 
hundro replied that he had not exam- 
ined the material, and that his remarks 
had been based on the statement of 
counsel proffering the material. He said 
he would have to take the time to read 
the material before he could answer the 
question. Mr. Selheimer remarked that 
the material had to do with a proxy 
fight and said it had been indicated 
that there were factions in the manage- 
ment, but added that he was convinced 
that it was not relevant to the issues in 
the investigation. The examiner again 
said that the investigation was to show 
if the management was honest, efficient 
and economical, and that if the material 
had anything to do with whether or not 
the management was so to be described, 
it was certainly relevant to the issues 
he was charged to try. 

There was an “off-the-record” period 
in which, as the examiner directed that 
the transcript show, he instructed Mr. 
Selheimer concerning the rules of pro- 
cedure of the Commission. 

Mr. Selheimer again referred to the 
position of himself and his brothers as 
respondents and said he was surprised 
that Mr. Ames, representing the corpo- 
rate identity and certain of the indi- 
vidual directors, should present mate- 
rial which presumably would be detri- 
mental to the respondents, particularly 
since he was legal counsel for the cor- 
porate identity. Mr. Ames replied: 

“I have lived long enough—and I do 
not think I am quite stupid enough not 
to—to recognize an enemy when I see 
one. If Mr. Selheimer’s position is cor- 
rect that I am precluded from criticising 
his criticism of the management which 
I represent, of which he is a minority 
member, then the management could 
have no counsel. He would be in posi- 
tion to keep the management of the 
corporation from having any counsel.” 

After further discussion, the examiner 
permitted the notice to the stockholders 
to be identified, and Mr. McGinnis de- 
scribed it. 

The next exhibit identified by Mr. Mc- 
Ginnis was a four-page statement to 
the stockholders, which bore the names 


of 26 members of the “Norfolk Southern 
Railway Stockholders’ Committee,” in- 
cluding the names of the Selheimer 
brothers, with Perry N. Selheimer as 
chairman. Still another statement, and 
a “special news bulletin” to stockholders 
of the railroads, were identified. 


Mr. Ames asked if the four exhibits 
contained harsh criticism of the man- 
agement and the integrity of the rail- 
road. Mr. McGinnis said they did. 


The attorney then began to question 
Mr. McGinnis as to the voting record 
of “the gentlemen who are criticising 
the management,” and Mr. Walter ob- 
jected, saying he saw nothing to justify 
detailed examination of the votes of two 
or three directors. 


Mr. Ames said that the Commission 
“sits here as a legal body, as a protector 
of the public interest.” He added that 
the Commission very rarely instituted an 
investigation “of this scope and con- 
taining the implications that this in- 
vestigation contains.” He said that 
“someone must have put it in motion— 
somebody outside—but are not we en- 
titled to show that there is absolutely 
no substance to any complaint by a 
portion of the existing directors or a 
portion of the existing stockholders?” 
Mr. Ames said that if evidence that the 
directors had voted for things they were 
“kicking about,” was not relevant, he 
was at a loss. The examiner overruled 
the objection, asserting that “the ma- 
jority is the management,” and that he 
would have to report on their manage- 
ment. 

Mr. Selheimer again arose to say that 
the investigation was instituted on the 
Commission’s own motion, and that he 
resented “utterances of Mr. Ames” as 
inferring that some one, perhaps other 
than the Commission, was responsible 
for the investigation. Speaking for him- 
self and his brother, Mr. Selheimer said 
that “we had nothing to do with the 
undertaking of this investigation.” Ex- 
aminer Mohundro at this point suggested 
that Mr. Selheimer might want to make 
his statements as evidence and that, at 
the proper time, he might give evidence 
under oath. When Mr. Selheimer said 
that counsel had suggested he and his 
brother had something to do with the 
investigation, the examiner said that re- 
marks made by the attorneys had noth- 
ing to do with the Commission’s decision. 

Mr. Ames then questioned Mr. McGin- 
nis as to the voting of the Selheimer 
brothers on various matters. Mr. Mc- 
Ginnis said that one or both had voted 
favorably on bonuses, expenses of gen- 
eral officers, a pension plan, the purchase 
of stock of the Roper Realty Co., pay- 
ment of salaries by North Carolina 
Warehouse Co., one of the railroad’s 
subsidiaries, and the pledge of certain 
bonds in a margin account as well as 
approval of a loan of $500,000, later 
raised to $1,000,000 in connection with 
the account. 


Salaries and Directors’ Fees 


Questioned about $52,400 in salaries 
and directors’ fees from the railroad and 
its subsidiaries for 1951, shown in one of 
the Ferris exhibits, Mr. McGinnis said 
that, by action of the board, the salaries 
of the officers of the Norfolk Southern 
Warehouse Co., and the North Carolina 
Warehouse Co., were eliminated Oct. 1, 
1950, but that that through oversight 
between the secretary’s office and the 
office of the auditor or the executive 
offices, the salaries were accrued and 
subsequently paid. When the error was 
discovered, he said, the salaries were re- 
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funded. Therefore, said Mr. McGinnis, 
the item showing, for him, $5,000 salary 
for 1950, was reduced by 25 per cent, 
eliminating the last quarter of 1950, and 
the salary of $5,000 for 1951 was elimi- 
nated in the case of the two warehoiise 
companies. This, he said, made changes 
in the total, so that, as an example, for 
1951 the total compensation for bonuses, 
salaries and fees was $42,400 rather than 
$52,400. 

On January 19, 1952, Mr. McGinnis 
continued, prior to the announcement of 
the investigation, the directors’ fees in 
the subsidiary companies were elimi- 
nated, adding that, there being no au- 
thority for a bonus in 1952, his salary 
at the present time was at the annual 
rate of $30,000, that amount including 
compensation in the form of bonuses, 
fees, and salary. Those readjustments, 
he said, would reduce the “grand total” 
shown in the Ferris exhibit. 

Examiner Mohundro asked if the ac- 
counts of the company reflected the 
statements Mr. McGinnis had just made. 
Mr. McGinnis said that Mr. Ferris’ in- 
vestigation went to December 31, 1951, 
but that the refunds had been made in 
1952. He agreed that, as of December 
31, 1951, Mr. Ferris was correct in his 
statements. 

After identifying Mary Martin, re- 
ferred to by Mr. Ferris, as his secretary 
for 14 years, and part-time employe of 
the ventures with which he was as- 
sociated, and saying that she was worth 
the salary she was paid, Mr. McGinnis 
was asked about an item of $2,500 charged 
to the Norfolk Southern Bus Corpora- 
tion. Mr. McGinnis said that he had 
always been opposed to short-haul bus 
transportation as unprofitable and that 
he had caused a study of bus transporta- 
tion to be made, and that $2,500 of the 
cost had been estimated as chargeable 
to the bus corporation. 

Mr. McGinnis was then asked if he 
had made a study of compensation to 
members of the executive committees of 
various railroads. He said that every 
Class I railroad having an executive 
committee paid the members compensa- 
tion, ranging from $5,000 to $1,200. He 
said he found no Class I railroad with 
an executive committee which did not 
pay some compensation “for being on the 
executive committee.” Mr. Ames wanted 
to know if any one could be a member 
of the executive committee of a railroad 
company unless he was also on the board 
of directors. Mr. McGinnis replied that 
he had not studied the matter, but added 
that it was inconceivable, that it was 
not the usual practice, and that the 
members of an executive committee were 
first members of the board. 

On the question of compensation to 
certain directors, Mr. McGinnis said that 
the total compensation of the “Philadel- 
phia group,” for the period covered by 
Mr. Ferris in one of his exhibits—1947 
to 1951, inclusive—had been $93,991.97. 
That exhibit showed bonuses, salaries 
and fees paid to all the non-officer di- 
rectors of the Norfolk Southern Railway 
Co., of $212,451.36 for the 1947-1951 pe- 
riod. 

Mr. Ferris had referred to payments 
to certain of the directors for each of 
three meetings attended on the same 
day in Washington, D.C. Mr. McGinnis 
explained that the meetings had to d0 
with negotiations for the sale of the bus 
corporation. He said that while the 
name of the committee was the Virginia 
Beach Committee, it was a policy com- 
mittee. He said the committee met for 
a breakfast conference with a proposed 
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buyer of the bus company to receive a 
bid and make a counter offer. He said 
there was a second meeting about one 
o’clock the same day in the same hotel, 
at which the bid and counter offer were 
raised. The evening meeting of that 
day, Mr. McGinnis said, was to “formal- 
ize the deal.” He said that the deal 
subsequently fell through because of a 
difference of opinion as to the assump- 
tion of equipment obligations. Mr. 
McGinnis said that after the committee 
was formed there had been probably 100 
formal and informal meetings, and that 
fees were charged for 25 of them, in- 
cluding the three held in Washington. 
He said that three meetings were ac- 
tually held that day, and that that sit- 
uation had never occurred before, or 
since. 


Asked if there was any change in the 
present practice with reference to the 
payment of salaries, bonuses and fees, 
Mr. McGinnis said that on January 19, 
1952, fees for the Princess Anne Power 
Co., the Euclid Development Co., the 
Norfolk Warehouse Co., the North Caro- 
lina Warehouse Co., the Norfolk South- 
ern Bus Corporation, and the executive 
committee of the railway, the Virginia 
Beach Committee, and the pension com- 
mittee, were “eliminated and abolished.” 
He referred to the abolishment in 1950 
of the salaries of the general officers of 
the two warehouse companies and said 
that, in addition, there was no bonus 
authorized for 1952, so that presumably 
the year 1952 would witness a change in 
the figure for 1951 “of considerable pro- 
portions.” He added that this reduc- 
tion was put in effect before there was 
any announcement of the present Com- 
mission investigation. 

Mr. McGinnis said that, as a result 
of the October, 1950, elimination of 
salaries for the warehouse companies, 
the figures for total payments to general 
officers and directors of the railway and 
subsidiaries given by Mr. Ferris changed, 
the reduction for the final quarter of 
1950 being $9,750, so that the total pay- 
ments for 1950 shown by Mr. Ferris 
$357,560, became $347,820. For the year 
1951, Mr. McGinnis said, the total of 
$365,454 shown by Mr. Ferris was re- 
duced by the refunding of the salaries 
for the two warehouse companies by 
$39,000, making the total for that year 
$326,454. 

Mr. Ames observed that the Commis- 
sion’s order of investigation was dated 
January 14, 1952, and asked when Mr. 
McGinnis had received it. The latter 
said he had heard about it at noon on 
January 22, and had received the order 
on January 23. Mr. Ames asked if the 
witness had had “any inkling or any 
suspicion before that time that this 
investigation was in progress,” and Mr. 
McGinnis said he had not. He said that, 
after following the Commission’s prac- 
tice in section—77 cases for 15 years, it 
had surprised him to have an order 
released on the twenty-second day of the 
month which was dated on the four- 
teenth day. He added that “I have 
never, incidentally, heard of a leak from 
the Interstate Commerce Commission 
between the date of an order and the 
date of its release.” 

Asked again about the policy with 
respect to directors’ fees, Mr. McGinnis 
pointed out that he had already testi- 
fied that on January 19, 1952, directors’ 
fees for all the subsidiary companies 
hac been abolished, as well as the fees 
of the Virginia Beach and the execu- 
tive committees. There was now only 
One fee, he said—that for attending 


board meetings of the railway company. 


Examiner Mohundro asked if there 
had been any increase by the railway 
company to compensate for the elimina- 
tion of the warehouse salaries or fees, 
and Mr. McGinnis said there had not 
been. 

Mr. McGinnis explained payments 
that, according to exhibits offered by the 
Commission’s witness, had been made to 
several individuals. He described the du- 
ties of those individuals and then turned 
to an exhibit in which the Commission’s 
witness had dealt with the expenses in- 
curred in the sending of a company car 
to the Kentucky Derby. 

The Norfolk Southern’s board chair- 
man said that he knew the top executive 
of every railroad that gave the N. S. 
business, and that he had known them 
before he became an officer of that rail- 
road. He said that, as no man should 
miss the New York Traffic Club dinner, 
or some 28 other such dinners, there was 
one thing no railroad man should not 
fail to attend the breakfast given the 
morning of the Derby by the president 
of the Kentucky & Indiana Terminal 
Railroad. Mr. McGinnis said it was an 
honor to be invited and an insult not 
to continue to go. He added that 100 
per cent of the invited guests were rail- 
road presidents. 

When asked if he wanted to contact 
a number of railroad presidents and 
wanted to see them together so that a 
great many trips would not be necessary, 
and whether he could name any time 
that would be more favorable than the 
Kentucky Derby, Mr. McGinnis replied 
that he could not. After remarking that 
some railroad presidents devotedly at- 
tended traffic club affairs and that some 
did not, Mr. McGinnis said he consid- 


ered the Derby as a “super-duper traffic 


club affair.” He added that it did not 
cost more than some of the “super- 
duper” traffic club dinners. He said that 
not less than 25 railroad presidents at- 
tended the K. & I.T. president’s break- 
fast, that he had seen them in their 
private cars, and that those presidents 
had a number of guests in their private 
cars. He said he regarded the time spent 
by him as chairman of the board at the 
Kentucky Derby, and his contact with 
railroad officials there, as of value to his 
railroad, and that he regarded the cost 
of attendance as a proper expense. Mr. 
McGinnis added that “these private cars 
are over-rated,” and that in most private 
cars only two persons could sleep, since 
it was necessary to have a crew, cooks, 
etc. Mr. McGinnis said that “you have 
to have Pullman cars for the accommo- 
dation of guests,” and that, aside from 
having meetings in a private car, he 
would prefer to “go down in a drawing 
room on the C. & O.” with other roads. 

Dealing with comparisons that had 
been made, and a showing that the Nor- 
folk Southern expenses were 129 per cent 
of its net income, Mr. McGinnis said he 
did not think the exhibit meant any- 
thing. He asserted that most of the rail- 
roads listed in a government exhibit 
were “captive” roads while, he asserted, 
the Norfolk Southern was in “a really 
competitive territory,” having three great 
lines competing with it. By “captive” rail- 
roads he explained he meant those roads 
which were associated with larger sys- 
tems from which they obtained traffic 
without the need, existing in the case 
of the Norfolk Southern, of having to 
solicit traffic. 

Concerning salaries of presidents and 
chairmen of boards of railroad compa- 
nies, Mr. McGinnis referred to the salary 
of the chairman of the board of the 
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Pennsylvania Railroad as the highest 
and that of the board chairman of the 
Bangor & Aroostook as the lowest. He 
said he did not think the office of chair- 
man of the board was necessarily related 
to the size of the system, and that he 
did not think there was necessarily any 
relationship between a man’s salary and 
the “size of the outfit he is working for.” 
He added that the problems of the Nor- 
folk Southern required enlightened judg- 
ment and wisdom as well as those of 
the Pennsylvania. 


Salaries of Officers 


Mr. McGinnis said that his present 
earnings were $30,000, including salary, 
fees, etc., and Mr. Ames asked whether, 
considering the prestige Mr. McGinnis 
gave the railroad, he considered himself 
overpaid. Mr. McGinnis replied that he 
did not, but that he would not do it 
again. He said he would ask for Com- 
mission approval of a stock option in- 
stead of a salary, or he would take a 
lower salary with such an option. He 
observed that the C. & O. had recently 
made application to give employes such 
an option as an incentive, and he added 
that, in 1946, the officers and directors 
of his railroad owned 100 shares. In 
1947, he said, the officers and directors 
owned 86 per cent of the stock. 

As to the salaries of general officers 
of the Norfolk Southern in 1945, Mr. 
McGinnis said, with the exception of 
the president, the highest paid officer 
was receiving $9,000. Of the 11 officers 
besides the president, he said, three re- 
ceived $9,000 a year, another received 
$7,000, and the balance were paid $5,000, 
with the exception of one, receiving $4,- 
000. In other words, he said, “here was 
a Class I railroad, and with the excep- 
tion of five officers, the general officers 
were receiving less than the engineers 
or the firemen received. The results in 
1946, in my opinion, indicated that.” 

He contrasted that with the situation 
in 1951 when he said the road had 30 
general officers. Skipping the presi- 
dent, chairman, and vice-president and 
general counsel, he said, there was an 
executive vice-president and a vice-presi- 
dent for operations, each receiving $27,- 
000 a year, with other officers receiving 
$21,000, $15,000, $13,000, $11,000, and the 
balance receiving $10,000 a year. He said 
the management had “gone out and 
hired men” to fill positions to improve 
the efficiency of the railroad. He as- 
serted that if he and the president of 
the railroad had served for one dollar, 
the general expense would have gone 
up from 46 to at least 5.9 per cent, 
because the railroad had needed new 
blood to run the railroad and keep its 
head above water. At present, Mr. 
McGinnis added, he owned 9,000 shares 
of the railroad stock, and Mrs. McGinnis 
owned 2,000 shares. He said he was 
the largest stockholder of record. 


Warehouse Companies 


Asked about the North Carolina Ware- 
house Co., and its purpose, Mr. McGinnis 
said it was to develop business for the 
railroad, to avoid a clause in the first 
mortgage concerning acquisitions, and 
that it was a tax-saving device as far 
as income taxes were concerned. He 
said it was necessary to induce indus- 
try to locate on a railroad’s line, and 
told how Colonial Stores had been in- 
duced to lease a warehouse at Raleigh. 
He said that warehouse companies could 
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not be judged solely by income state- 
ments because, he added, “they do not 
show the traffic you get from it.” He 
said a warehouse company was not ex- 
pected to make money and that the 
only way its value could be appraised was 
to figure how many cars of freight the 
railroad would get, and the net effect 
on the railroad. 

The witness offered an exhibit, a com- 
parative profit and loss statement for 
the Norfolk Southern Warehouse Co., 
which he said was the same as an exhibit 
introduced by Mr. Ferris, the Commis- 
sion’s witness, except that Mr. McGinnis 
had extended the statement to include 
the first five and one-half months of 
1952, giving effect to the sale of the 
stock of McGinnis Industrial Center and 
the adjustment for the elimination of 
salaries for the last quarter of 1950 and 
for 1951. He said the “red figure” 
deficit shown by Mr. Ferris of $22,915.54 
was changed to a profit of $20,928.75. 
He offered other similar exhibits to 
reflect the refund of the warehouse 
salaries and the sale of the McGinnis 
stock, as well as the sale of the stock of 
the Roper Realization Co. He said the 
latter stock was sold in the open market, 
and the McGinnis stock to the McGinnis 
Industrial Corporation, with the knowl- 
edge of all of the directors. The other 
exhibits comprised a comparative bal- 
ance sheet statement of the Norfolk 
Southern Warehouse Co., and profit and 
loss and comparative balance sheet 
statements of the North Carolina Ware- 
house Co. 

Asked to give a history of the ware- 
house companies, Mr. McGinnis said they 
had been incorporated by the receivers 
of the railroad while the railroad was 
in the hands of the court and had been 
continued under the new management, 
with the primary purpose of promoting 
industry in North Carolina and Virginia 
adjacent to the rail lines. He said the 
reason for the separate corporations was 
because most insurance companies, if 
induced to build warehouses, would insist 
on having a lien on the fees as well as 
on the building. Mr. Ames said the 
point he wanted to develop was that 
both the warehouse companies were in- 
herited by the present management. 

The Euclid Development Corporation, 
another subsidiary, was set up, Mr. Mc- 
Ginnis said, to erect a grading and 
washing plant for potatoes, since the 
railroad was losing that traffic and hoped 
to take part in expanded production. 
However, he said, the exempt truckers 
in 1949 and 1950 had had most of the 
business so that the venture had not 
turned out as was expected. He added 
that “we still have hope of exploiting 
the possibilties for railroad traffic in this 
particular location.” 

Here Mr. McGinnis said salaries and 
directors’ fees for that corporation had 
been eliminated on January 19, 1952, 
prior to the present investigation. Ex- 
aminer Mohundro asked about that 
statement and Mr. McGinnis said that 
while the order of investigation was 
dated January 14, “we had no knowledge 
of it until January 22.” 

Mr. Ames asked if the investigation 
of the railroad’s accounts was what the 
witness termed a routine investigation, 
and if the latter had had any knowledge 
that “the routine investigation would 
ripen into this investigation.” Mr. Mc- 
Ginnis said he did term the investiga- 


tion routine and that he did not have 
knowledge of the formal investigation. 


After Mr. McGinnis made a brief ex- 
planation of the Princess Anne Power 
Co., Mr. Ames referred to testimony by 
Mr. Ferris concerning the pledge of cer- 
tain bonds with the brokerage firm of 
Laird Co. He asked if the witness had 
any quarrel with Mr. Ferris’ factual pres- 
entation so far as it went, and Mr. Mc- 
Ginnis replied he had not, but that the 
presentation did not tell the entire 
story. 

In 1949, he said, “we had been on the 
railroad less than two years” and in that 
period had purchased for cash more than 
$1.5 million of the income bonds of the 
railroad at a substantial discount, but 
that in the period 1943 through 1946 the 
railroad had bought no equipment. He 
said an extensive program of dieseliza- 
tion and box cars lay ahead, and was 
financed by paying 25 per cent in cash. 

In April, 1949, Mr. McGinnis said, 
there was $2,187,000 par value of the 5 per 
cent general mortgage income bonds, 
previously purchased, in the treasury. He 
suggested that the railroad should get rid 
of its debt, either directly through pur- 
chase, or indirectly by paying dividends 
and forcing conversion, and had suggest- 
ed to the directors that some of the 
bonds which had been repurchased be 
pledged and that the debt reduction pro- 
gram be continued. 

He said he recommended a brokerage 
loan rather than a bank loan because 
he thought he could obtain a better rate 
of interest and that he had asked the 
board to authorize five brokers to bid for 
the business. He said he could have 
borrowed from three New York banks 
up to 90 per cent of the value of the 
bonds, and that another reason he ob- 
jected to bank loans was that they in- 
sisted on the borrower pledging the 
credit of the railroad in addtiion to the 
collateral. He said the broker looked 
solely to the collateral. The name of the 
railroad had not been attached to any 
piece of paper in arranging the broker- 
age loan, he stated. He also said the 
banks would insist on a definite term for 
the loan. The broker’s loan, he said, was 
in effect “a day loan.” In any event, 
he said, the directors backed his judg- 
ment, and the broker loan was satisfac- 
tory. 

In connection with the convertible 
bonds, Mr. McGinnis said that the Com- 
mission, in approving the reorganization 
plan, had authorized $6,892,000 of the 
general mortgage convertible 5 per cent 
income bonds, convertible at any time 
into 40 shares of common stock for each 
$1,000 bond. He said the railroad did not 
have enough money to buy the entire 
bond issue and that it would not have 
been fair to the stockholders. He said 
the Commission had also approved 60,- 
000 shares of stock in the plan of re- 
organization. In 1948, Mr. McGinnis 
said, he recommended that “we pay a 
reasonable dividend and we have main- 
tained that since.” The dividend on 40 
shares of stock at $3 a year was $120, and 
the interest at 5 per cent on a $1,000 
bond was $50, so that the inducement to 
convert was apparent so far as income 
was concerned, regardless of the price 
of the stock, Mr. McGinnis asserted. He 
said the company had bought $3 million 
of the bonds on the open market at an 
average price of about $60, and that 
about $3 million of the bonds were con- 
verted “during our management.” When 
the purchase program was started, Mr. 
McGinnis said, the bonds were selling 
at about 32 per cent of their par value. 
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Referring to an exhibit he offered, Mr. 
McGinnis showed a saving in interest 
payments of $24,184.79, not including the 
interest that would have had to be paid 
until maturity in 2014. He said that the 
bonds had increased in price from $72 in 
June of 1949 to $108 in December of 1950, 
and he differed with Mr. Ferris’ state- 
ment that any substantial decline in the 
market value of the pledged bonds would 
have resulted in a call for additional 
collateral by the broker, Mr. McGinnis 
expressing the view that a “tremendous” 
decline would have ben necessary to re- 
sult in such a call. 


Mr. McGinnis referred to another 
sheet of his exhibit showing the cash 
position of the railway, and its net work- 
ing capital, and said at any time such 
cash could have been used if there had 
been a call from the broker. Another 
source of cash, he said, was accounts 
receivable from the United States gov- 
ernment. At the time of the pledge, he 
said, accounts receivable from the gov- 
ernment exceeded $250,000, which could 
have been discounted. He agreed that 
the maximum amount of cash that could 
have been called for by Laird Co. would 
have been $612,475, and that there was 
no time in the period between June 30, 
1949, and December 30, 1950, when the 
company had less than that amount in 
cash. Mr. McGinnis said another source 
of cash would have been the bonds which 
were still in the treasury unpledged. 

There was also offered as an exhibit 
a statement by Arthur J. Winder, general 
counsel for the railroad, as to the law- 
fulness of the pledge. 


In further questions Mr. Ames devel- 
oped that at no time during the exam- 
ination of the railroad’s accounts was 
any question raised by the Commission 
or its representative about the pledge, 
and that no bonds were now pledged. 
Mr. McGinnis said that after October 1 
of this year the bonds would be “cre- 
mated.” Asked if he had any apology 
to make to any one about the handling 
of the bonds, Mr. McGinnis replied that 
“T certainly do not.” He added he 
thought it was “extremely smart busi- 
ness,” and he added he had learned 
from bankers over the years that “if you 
can use your assets without cash, that 
is smart business. I do not mean shrewd. 
I mean smart.” 

Mr. McGinnis then described the his- 
tory of the McGinnis Industrial Center 
and the Roper Realization Co., two sub- 
sidiaries mentioned by Mr. Ferris in his 
testimony, and Mr. Ames then returned 
to a statement by Mr. Ferris that no 
interest had been charged by Laird Co. 
for a certain period in connection with 
the purchase of Roper Realization Co. 
stock.. Mr. McGinnis said that that was 
a serious charge and would be a viola- 
tion of Security Exchange Commission 
and Stock Exchange rules. He said he 
was a broker and that he resented it. 
He read from a letter written by Laird 
Co. in connection with that situation, 
and explained that there was confusion 
about dates—the trade date, which he 
said was the date of purchase, and the 
date of settlement. He said that if 
stock was purchased and not delivered 
for six months, no broker could chargé 
interest on a cash transaction until the 
delivery of the stock. The Laird letter 
explained that there had been a delay 
in delivery of. the stock to it by the 
seller, and that no interest could be 
charged until delivery. 

After further details concerning stock 
purchases had been given, Mr. Amés 
referred to a statement by Mr. Ferris 














had 
sher 
ints 
5OV- 
, he 
yOV- 
ould 
that 
ould 
ould 
was 
» 30, 
the 
t in 
urce 
hich 


ribit 
eral 
law- 


vel- 
‘am- 
was 
sion 
dge, 
iged. 
yer 1 
‘cre- 
logy 
ling 
that 
1 he 
pusi- 
rned 
you 
that 
“ewd. 


his- 
enter 
sub- 
n his 
irned 
it no 
1 Co. 
with 
1 Co. 
L was 
yiola- 
ission 
id he 
od it. 
Laird 
ation, 
‘usion 
sh he 
d the 
at if 
vered 
harge 
il the 
letter 
delay 
y the 
ld be 


stock 
Ames 
Ferris 


June 28, 1952 


that the Norfolk Southern had loaned 
$19,500 to Mr. McGinnis, over the period 
November 25, 1949, to March 22, 1950, 
that the loans were not secured by col- 
lateral, that no interest was assessed 
or paid, and that the minutes showed 
no authority had been obtained from 
the board of directors. 

Mr. McGinnis said that under the 
cumulative voting approved by the Com- 
mission in connection with the stock, 
it was possible for any one voting 6,000 
shares to vote himself on the board. At 
the time in question, he said, there was 
a member on the board under that situa- 
tion, who decided to sell his stock, and 
Mr. McGinnis said he had bought it 
for $8,500. He said he repaid the loan 
of that amount within a month. At 
that time, Mr. McGinnis said, his salary 
was around $51,000. Subsequently, he 
said, some more amounts were borrowed. 
He said that “considering that I am now, 
and was then, the largest stockholder, 
and friends controlled the corporation— 
and I predict we will control it Saturday 
afternoon—I do not think there was 
any great risk in the chairman of the 
board having been advanced funds.” His 
reference to “Saturday afternoon” was 
to the fact that the meeting of stock- 
holders requested by what he had called 
the “Philadelphia group” of stockholders 
who were seeking a change in the man- 
agement, was set for the following 
Saturday. 

From this point, Mr. Ames introduced. 
through Mr. McGinnis, 21 exhibits deal- 
ing with various aspects of the Norfolk 
Southern and its subsidiaries. 

At the close of his testimony, June 
23, Mr. McGinnis made a general state- 
ment, observing that his group had taken 
over a small, independent railroad which 
he said had been reorganized, but the 
overall charges of which had not been 
reduced. He further observed that the 
Commission, in approving the plan of 
reorganization, had “sort of wondered” 
whether or not the interest on the in- 
come bonds would ever be earned. He 
said that, throughout the five-year pe- 
riod of his association with the Norfolk 
Southern, he had told the directors that 
its expense ratio would be higher than 
for other roads in the Southern Region 
and that “it had to be if we were to 
compete with them.” He said the road’s 
personnel had to match the personnel 
of the other roads in quality and that 
“we had a condition where we had to 
spend more money.” He reviewed various 
steps taken, such as dieselization, pur- 
chase of bonds, conversion of bonds, 
spending of $2,600,000 on equipment, and 
of $12,500,000 on maintenance. He ob- 
served that the railroad had paid the 
state of North Carolina $98,685 in income 
taxes last year, and had paid nothing 
in 1946. 

He said it had required a little more 
than operating men, and that ways and 
means had to be devised to save taxes. 
He said, as an example, that nothing had 
been done under the Wabash act, which 
he said was an “umbrella” which Con- 
gress had put over the reorganized rail- 
roads so the reorganization was tax 
exempt, but that it had mentioned rail- 
roads under section 77 of the bank- 
ruptcy act and had left out railroads 
reorganized in equity. He said that “we 
pursued the law through Congress” and 
hac recovered almost $250,000. Mr. Mc- 
Ginnis said he could not conceive of any 
one complaining about the record of the 
railroad, including its general expenses. 

In the course of Mr. McGinnis’ testi- 
mony, Mr. Ames asked permission to 


interrupt the witness in order to present 
a group of shipper witnesses. 


Frank E. Ocheltree, traffic manager, 
North Carolina Pulp Co., Plymouth, 
N.C., said his company had shipped 
19,000 carloads by the Norfolk Southern 
in 1951, and gave about 55 per cent of 
its traffic to that railroad and 45 per 
cent to the Atlantic Coast Line. He 
said he had been traffic manager since 
October of 1944, and that he found 
service under the present management 
much better than under the old manage- 
ment. He said he found cooperation of 
the sales force and officers of the rail- 
road more cordial now than formerly, 
saying they showed much more interest 
in his problems. He said he had no 
complaints. 


Mr. Walter, who had objected to the 
testimony because shippers would have 
no knowledge of maintenance, asked Mr. 
Ocheltree if he had any knowledge of 
the maintenance or financial practices 
of the railroad. The witness said he 
had none, but that he knew at first- 
hand about dieselization of the railroad. 
He said he did not know how much 
the railroad had spent for dieselization, 
but that he knew his company was being 
served exclusively with diesel equipment. 


He said he had opposed abandonment 
of one of the company’s branch lines. 

Examiner Mohundro then administered 
the oath to the following shipper wit- 
nesses aS a group: John S. Weskett, 
president, New Bern (N.C.) Oil & Fertil- 
izer Co.; Fred Chappell, manager, Stand- 
ard Minerals Co., Robinson, N.C.; Charles 
Campbell, general manager, Colonial 
Stores, Inc.; J. W. Yates, sales repre- 
sentative, Superior Stone Co., Raleigh, 
and George J. Casey, Colon, N.C., vice- 
president, Sanford Brick & Tile Co. As 
each took the stand, he said his answers 
would be similar to those of Mr. Ochel- 
tree, Mr. Casey adding that his company 
was enjoying the best service it had ever 
had. 
After Mr. McGinnis had completed his 
testimony, Eradus Wilson, of Aero Glide 
Corporation, Raleigh, N.C., also took the 
stand and said all inbound and outbound 
shipments of his company were by way 
of the Norfolk Southern. He said his 
company enjoyed better service now, and 
that the “people connected with the rail- 
road seem to have a better spirit than 
they had some few years back.” 


Recess Asked 


When Mr. Ames had offered the ex- 
hibits for the respondents, Mr. Walter 
asked that a ruling on their admission 
be deferred and said the Commission’s 
staff would require some time to find out 
what was in the exhibits. Examiner 
Mohundro said ruling would be reserved 
until cross-examination, and Mr. Walter 
then said that “we will have to have 
considerable time,” suggesting several 
weeks to prepare for cross examination 
of Mr. Binet and Mr. McGinnis, and 
possible rebuttal. 

Here Mr. Winder, general solicitor for 
the Norfolk Southern, spoke at some 
length, opposing a recess, and asking 
again for dismissal of the investigation. 
The examiner observed that the Com- 
a had already ruled on that mo- 
ion. 

Mr. Winder reviewed the course of the 
earlier hearing, saying, among other 
things, that there was nothing of a 
favorable nature brought out, so that the 
Norfolk Southern was placed on the de- 
fense. Unfortunately for all concerned 
in the investigation, including the Com- 
mission itself, Mr. Winder said, some of 
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the facts were distorted, not inten- 
tionally, “but with just as devastating an 
effect.” He said it was impossible to cor- 
rect those distortions immediately. Press 
accounts in Norfolk and Raleigh, he as- 
serted, had conveyed “positively mislead- 
ing information to the public.” He said 
that the distortions claimed front-page 
headlines, but that the corrections, being 
factual, and not sensational, claimed less 
space on inner pages. 


He said it had been that possibility 
which had led respondents at the begin- 
ning of the hearing to object to the 
Commission’s witness revealing publicly 
the information he had acquired about 
the Norfolk Southern. He said he thought 
the Commission had erred in overruling 
that objection. Other fortunate by- 
products of the hearing, he said, were 
the apparent fostering of a factional 
dispute among the stockholders with one 
group claiming publicly that the Com- 
mission would welcome a change in the 
railroad’s management, and a depression 
in the value of the securities of the rail- 
road. 


The proceeding, said Mr. Winder, was 
an illustration of the waste of time and 
effort that “can follow from a misunder- 
standing of motives and policies, and 
preconceived notions and conclusions.” 
He said that there was scarcely anything 
of a questionable nature in the Com- 
mission’s testimony which could not 
have been clarified by a painstaking 
initial inquiry, and that there was 
nothing that could not have been satis- 
factorily explained to the members of 
the Commission in a roundtable discus- 
sion between officials of the Commission 
and the railroad company. 


Mr. Winder said he could not think 
that the Commission wanted to have a 
one-sided picture of the Norfolk South- 
ern management policies, nor that it 
would have initiated the investigation 
had it had an impartial presentation. 


He asserted that Mr. Ferris, the Com- 
mission’s investigator-accountant, had 
not started his work on the case until 
the order of investigation of January 
14. Consequently, he said, we must look 
elsewhere for the origin of the investi- 
gation. He said that in connection with 
the proposal to abandon two branch lines 
in North Carolina, the state authorities 
had asked the Commission to investi- 
gate the management of the railroad. 
Mr. Winder said the state had expressed 
the fear that the railroad was about to 
dismember its entire system. That ap- 
proach, he said, indicated a lack of 
understanding of the policies of the 
present management to eliminate waste- 
ful and unprofitable services. 

Under ordinary circumstances, Mr. 
Winder said, he would not oppose counsel 
for the Commission in his request for 
time to study the exhibits. But, Mr. 
Winder asserted, “these are not ordinary 
circumstances.” He said the railroad’s 
defense was outlined in April and that 
the statistical data merely filled in the 
outline. One of the by-products of the 
proceeding, he repeated, had been the 
calling of a special stockholders’ meet- 
ing for June 28. He said the manage- 
ment should not be required to meet 
with its stockholders with the facts in 
the case not fully adduced of record. 
He asked that the proceeding be dis- 
continued. 

There was discussion among counsel 
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and with the examiner, who finally ruled 
that the hearing would be recessed until 
September 3. 





Western Passenger Fare 
Case to Be Heard July 16 


The Commission has docketed as No. 
31050, So. Pac.-Mo. Pac. Increased Pas- 
senger Fares, a proceeding involving a 
joint petition of the Missouri Pacific 
Lines, the Southern Pacific Co., the 
Northwestern Pacific Railroad Co., and 
other railroads, for authority to increase 
coach and Pullman fares in Western Ter- 
ritory generally by 10 per cent, on five 
days’ notice (T.W., May 10, p. 45). 

By a notice in the new proceeding, 
the Commission also assigned the case 
for public hearing on July 16 in St. Louis, 
Mo., at the Mark Twain hotel, before 
Hearing Examiner Aubrey T. Palmer. 


1.C.C. CASES ASSIGNED 
FOR HEARING 


1.C.C. cases assigned for hearing or oral 


argument appear below. The assignments 
are grouped under separate headings as to 


rail, water, motor, etc. They will be pub- 
lished only once. Changes in assignments 
will be published as announced by the 1.C.C. 





RAIL 


Changes in Assignments 


Hearing in 31009, Sub. 1, Dayton Steel 
Foundry Co. v. B. & O., et al., assigned July 
2, at Chicago, Ill., cancelled and reassigned 
September 12, at U.S. Custom UHse., Chi- 
cago, Ill., before Examiner Witters. 

Hearing in 31035, Auto Specialties Manu- 
facturing Co., Inc., v. C. & O., et al., as- 
signed July 2, at Chicago, cancelled and 
reassigned September 12, at U.S. Customs 
Hse., Chicago, Ill., before Examiner Witters. 


New Assignments 
July 11—Washington, D.C.—Examiner Engel- 


art: 
Finance 17826—De Camp Bus Lines—Notes. 
July 14—Akron, Ohio—Mayflower Hotel—Ex- 
aminer Palmer: 
29996—Vacuum Cleaner Manufacturers 
Ass’n. v. A. T. & S. F., et al. 
September 8—Chicago, Ill—U. S. Customs 
Hse.—Examiner Witters: 
I. & S. 6013—Pick-Up & Delivery Charges 
in Official Territory. 
September 17—Chicago, Ill.—U.S. Customs 
Hse.—Examiner Witters: 
31040—Eastern Meat Packers Ass’n., 
v. A. T. & 8. F. et al. 
September 18 — Louisville, 
Hotel—Examiner Pyne: 
30861—Kentucky Coal Agency, et al. v. 
Artemus-Jellico R.R. Co., et al. 
September 22—Chicago, Ill.—U.S. Custom 
Hse.—Examiner Witters: 
30759—Swift & Co., et al. v. A. & S., et al. 
September 24—Portland, Oreg.—Hotel Mult- 
nomah—Examiner Mohundro: 
or 2 oe Car Supply Committee v. 
.P. Co. 
October 13—San Francisco, Calif.—Fed. Off. 
Bldg.—Examiner Mohundro: 
30994—-Western Traffic Conference, 
et al. v. A. T. & S. F., et al. 


Inc., 


Ky. — Kentucky 


Inc., 





WATER, 
FREIGHT FORWARDER, 
PIPELINE 


New Assignments 


July 22—Houston, Tex. —Lamar Hotel—Ex- 
aminer Sweeney 

W-923, Sub. 2— Gulf-Canal Lines, Inc. Ex- 

tension—Harlingen. 


October 6—San 


W-923, Sub. 3—Same Extension and Re- 
moval of Limitation. 


September 22—St. Louis, Mo.—Mark Twain 


Hotel—Examiner Pyne: 
FF-220—River Forwarders, Inc. Freight 
Forwarder Application. 
September 25—New Orleans, La.—Jung Hotel 
—Examiner Pyne: 
FF-220—River Forwarders, Inc. Freight 
Forwarder ae. 
rancisco, Calif.—Fed. Off. 
Bldg.—Examiner Mohundro: 
W-318, Sub. 2—River Lines, Inc. Extension 
—Towage. 
W-379, Sub. 2—Bay Cities Transportation 
Co. Extension—Same. 
W-522, Sub. 2—Henry J. Nickols Extension 
—Same. 





MOTOR 


Changes in Assignments 


Hearing in MC-17650, Sub. 5, Robert’s Ex- 
press, Inc., Manchester, N.H., common Car- 
rier application, assigned June 20, at 
Augusta, Me., cancelled and reassigned July 


= 4 State Hse., Augusta, Me., before Jt. 
d. 70. 
Hearing in MC-79851, Sub. 2, Eldin 


Braught, Montecello, N.Y., common carrier 
application, assigned June 23, at Albany, 
N.Y., cancelled. 

Hearings in MC-111053, Sub. 1, Ehrlick 
Horse Transport, Toronto, Ontario, Canada, 
common carrier application, and MC-112664, 
Art Halliwell Horse Transport, Toronto, 
Ontario, Canada, common carrier applica- 
tion, assigned June 27, at Buffalo, N.Y., 
cancelled. 

Hearing in MC-112676, Sub. 2, Catskills 
Limosine Transportation Service, Philadel- 
phia, Pa., common carrier application, as- 
signed July 14, at Newark, N.J., cancelled. 

Hearing in MC-108207, Sub. 22, Frozen 
Food Express, Dallas, Tex., common carrier 
application, assigned June 18, at Dallas, 
Tex., advanced to June 19, at Jefferson 
Hotel, Dallas, Tex., before Examiner Carr. 

Hearing in MC-43762, Sub. 11, Pacific 
Freight Lines, Los Angeles, Calif., common 
carrier application, assigned June 20, at 
Phoenix, Ariz., cancelled and reassigned 
July 22, at State Comm., Phoenix, Ariz., 
before Jt. Bd. 240. 

Hearing in MC-30837, Sub. 125, Kenosha 
Auto Transport Corp., Kenosha, Wis., com- 
mon carrier application, assigned June 25, 
at Seattle, Wash., cancelled. 

Hearing in MC-66585, Sub. 2, Turner 
Cartage & Storage Co., Detroit, Mich., com- 
mon carrier application, assigned June 26, 
at Detroit, Mich., cancelled. 

Hearing in MC-95540, Sub. 212, Watkins 
Motor Lines, Inc., Thomasville, Ga., com- 
mon carrier application, assigned June 30, 
~ ~ pean Ga., postponed to a date to be 

xed. 

Hearing in 31020, Whatcom County Traffic 
& Rates Bureau v. G.N., et al., assigned July 
7, at Bellingham, Wash., cancelled and re- 
assigned September 19, at U.S. Ct. Rms., 
Bellingham, Wash., before Examiner Mo- 
hundro. 

Hearing in MC-70451, Sub. 108, Watson 
Bros. Transportation Co., Inc., Omaha, Nebr., 
assigned June 23, at Washington, D.C., can- 
celled and reassigned July 28, at Washing- 
ton, D.C., before Examiner Gaffney. 

Hearing in MC-112505,. Sylvania Electric 
Products, Inc., Salem, Mass, contract car- 
rier application, assigned June 26 at Buffalo, 
N.Y., cancelled. 

Hearing in MC-106002, Sub. 1, Hogan’s 
Transfer, Elkins, W.Va., common carrier 
application, assigned July 7, at Charleston, 
W.Va., cancelled and reassigned July 15, at 


U.S. Ct. Hse., Charleston, W.Va., before Ex- 
aminer Bennett. 
Hearing in MC-113063, Ralph H. Burns, 


Hillsboro, W.Va., common carrier applica- 
tion, assigned July 7, at Charleston, W.Va., 
cancelled and reassigned July 30, at U.S. 
Ct. Hse., Charleston, W.Va., before Examiner 


Dahan. 

Hearing in MC-60871, Sub. 1, G. V. 
Ankeny’s Transfer, Johnstown, Pa., con- 
tract carrier application, assigned July 7, 
at Harrisburg, Pa., cancelled. 

Hearing in MC- 111785, Sub. 1, Burns Motor 
Freight, Marlington, W.Va., common carrier 
application, and MC- 113298, Jack’s Transfer, 
Oceana, W.Va., common carrier application, 
assigned July 8, at Charleston, W.Va.. can- 
celled and reassigned July 28, at U.S. Ct 


Hse., Charleston, W.Va., before Examiner 
Dahan. 

Hearing in MC-93003, Sub. 26, Carroll 
Trucking Co., Huntington, W.Va., common 


carrier application, and MC-110659. Sub. 2, 
Louis Ghiz, South Charleston, W.Va., com- 
mon carrier application, assigned July 15, 
at Charleston, W.Va., cancelled and reas- 


signed July 29, at U.S. Ct. Hse., Charleston, 
W.Va., before Jt. Bd. 236. 
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Hearing in MC-68909, Sub. 38, Decatur 
Cartage Co., Chicago, Ill., common carrier 
application, assigned ‘June 24, at Columbus, 
Ohio, cancelled. 

Hearing in MC-113173, Veteran Trucking 
Co., Yonkers, N.Y., contract carrier applica- 
tion, assigned June 24, at New York, N.Y,, 
cancelled. 

Hearing in MC-52458, Sub. 119, T. I. Mc- 
Cormack Trucking Co., Inc., Hoboken, N.J., 
common carrier application, assigned Ju: ne 
24, at Washington, D.C., cancelled. 

Hearing in MC-65922, Sub. 3,—McDade 
Transfer and Rigging Co., Baltimore, Md., 
common carrier application, now assigned 
June 25, at Washington, D.C., cancelled and 
reassigned July 1, at Washington, D.C., be- 
fore Examiner Riegner. 

Hearing in MC-106379, Sub. 13, Gulf 
Southwestern Transportation Co., Houston, 
Tex., common carrier application, assigned 
June 26, at Phoenix, Ariz., cancelled. 

Hearing in MC-109834, Sub. 11, Novick 
Transfer Co., Winchester, Va., common car- 
rier application, assigned July 14, at Wash- 
ington, D.C., cancelled and reassigned July 
11, at Washington, D.C., before Jt. Bd. 63. 

Hearing in MC-75873, Sub. 11, Boston & 
Maine Transportation Co., Boston, Mass., 
assigned July 18, at New P.O. Bldg., Boston, 
Mass., is corrected to MC-75872, Sub. 11. 

Hearing in MC-29592, Sub. 10, ‘Arrow Stage 
Lines, Inc., Norfolk, Nebr., common carrier 
application, assigned June 25, at Pierre, S. 
Dak., cancelled. 

Hearing in MC-45021, Sub. 7, Johnston 
Motor Transportation, East Orange, N., 
contract carrier application, assigned June 
26, at Newark, N.J., cancelled. 

Hearing in MC-113106, Blue Diamond Co., 
Baltimore, Md., common carrier application, 
— June 27, at Washington, D.C., can- 
celled. 

Hearing in MC-49384, Sub. 3, Oak Harbor 
Freight Lines, Oak Harbor, Wash., common 
carrier application, now assigned July 8, at 
Seattle, Wash., cancelled and _ reassigned 
September 22, at U.S. Customs Ct. Rms., 
Seattle, Wash., before Jt. Bd. 80. 


Late Assignments 


The following assignment was announced too 
late for timely publication in the Traffic World. 


June 24—Des Moines, Ia.—U.S. Fed. Ct. Bldg. 
—Examiner Sutherland: 
MC-113503, Sub. 1 (Formerly MC-113079, 
Sub. 1)—Pross Lines, Mason City, Ia., 
common carrier application. 


New Assignments 


June 30—Chicago, Ill.—U.S. Custom Hse.— 
Examiner Hurley: 

MC-95540, Sub. 204—Watkins Motor Lines, 
Inc., Thomasville, Ga., common carrier 
application. 

June 30—Denver Colo.—Midland Savings 
Bldg.—Examiner Jackson: 

MC-88380, Sub. 8—O. L. Harvey Truck 
Service, Seminole, Okla., common carrier 
application. 

June 30—New Orleans, 
Examiner Carr: 

MC-108498, Sub. 1—Housley Trucking Co., 
Athens, Tenn. 

June 30—New York, N.Y.—641 Washington 
St.—Examiner Hanback: 

MC-66121, Sub. 11—Howell Trucking Co. 

Riverhead, it, MZ. 
July 1—New York, N.Y.—641 Washington 
St.—Examiner Hanback: 
MC-59934, Sub. 2—Main Trucking & Rig- 
ging Co., Inc., Paterson, N.J. 
duly” 1--Washington, D.C.—Examiner Rieg- 


ner: 
MC-70049, Sub. 10—Shenandoah Transpor- 
tation Company, Harrisonburg, Va., com- 
mon carrier application. 
July 2—Washington, D.C.—Examiner Smith: 
MC-111015, Sub. 3—L. P. M. Corp., Chap- 
a, N.Y., contract carrier application. 


La.—Jung Hotel— 


paqu 
July 7—Charleston, V.Va.—U.S. Ct. Hse.— 
Examiner Bennett: 

MC-106002, Sub. 1—Hogan’s_ Transfer, 
—* W.Va., common carrier applica- 
tion. 

MC-113063—Ralph H. Burns, Hillsboro, 
(Pocahontas County), W.Va., common 


carrier application. 
July 7—Columbus, Ohio—New Fed. Bldg— 
Jt. Bd. 330: 
MC-35884, Sub. 8—M. V. Irwin Moving & 
Storage, Erie, Pa., common carrier appli- 
cation 
mc 111792, Sub. 1—Roderick D. Eyer, Erie, 
-. common carrier application. 
July. 7—Des Moines, Ia.—U.S. Fed. Bldg.—24t. 


MC-109280, Sub. 2—Terminal Warehouse & 
Storage Co., Dubuque, Ia., common cal- 
rier application. 
July 7—Des Moines, Ia.—U:.S. Fed. Ct. Bldg.— 
Jt. Bd. 46: 
MC- 70451, Sub. 124—Watson Bros. Trans- 
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portation Co., Inc., Omaha, Nebr., com- 


mon carrier application. 
July 7—Harrisburg, Pa.—State Comm.—Ex- 
aminer Russell: 
MC-60871, Sub. 1—G. V. Ankeny’s Transfer, 
Johnstown, Pa., contract carrier applica- 
tion. 


July penne, Pa.—State 
Bd. 7 

MC-113371—Groft & Hull, Hanover, Pa., 
contract carrier application. 


July am. Rock, Ark.—State Comm.— 
Jt. Bd. 217: 
MC-665, Sub. 22—Missouri-Arkansas Trans- 
portation Co., Joplin, Mo., common Car- 
rier application. 


July 7—Litle Rock, Ark.—State Comm.—4Jt. 
Bd. 91: 


MC-111231, Sub. 14—Jones Truck Lines, 
Inc., Springdale, Ark., common carrier 
application. 


July Me - om Rock, Ark.—State Comm.—ZJt. 
Bd. 152: 

MC-113234—F. O. McConnell, Little Rock, 
Ark., contract carrier apPlication. 

July 7—Providence, R.I.—Main P.O. Bldg.— 
Jt. Bd. 18: 

MC-97428, Sub. 1—Jay Garment Delivery, 
Inc., Fall River, Mass., common carrier 
ap lication. 

—Providence, R.I.—Main P.O. Bldg.— 


252: 

MC- 101077, Sub. 2—Edgar Peltier, Natick, 
R.I., common carrier application. 

July 8—Charleston, W.Va.—U.S. Ct. Hse.— 
Examiner Bennett: 

MC-111785, Sub. 1—Burns Motor Freight, 
Marlington, W.Va., common carrier ap- 
plication. 

MC-113298—Jack’s Tranfer, Oceana, W.Va., 
common carrier application. 

July 8—Columbus, Ohio, New Fed. Bldg.— 
Jt. Bd. 59: 

MC-112066, Sub. 1—Robert J. Boz, Coshoc- 
ton, Ohio, contract carrier application. 

MC-113162—Sells Motor Transport, Inc., 
Dover, Ohio, contract carrier application. 

July —— Ia.—US. Fed. Ct. Bldg.— 
Jt 

MC-655, Sub. 2—Earl St. John, Stanwood, 
Ia., common carrier application. 

MC-54348, Sub. 1—Milo Kunau, Miles, Ia., 
common carrier application. 

MC-92235, Sub. 1—Dale Roth, Olds, Ia., 
common carrier application 

MC-113179—C. E. Rowell, Olin, Ia., 
mon carrier application. 

MC-113180—D. E. Wood, Olin, Ia., common 
carrier application. 

MC-113181—Alvin L. Trader, Muscatine, Ia., 
common carrier application. 

MC-113182—Iowa Valley Milling Co., Iowa 
City, Ia., common carrier application. 

MC-113183—G. W. Gaines & Son, Mount 
Vernon, Ia., common carrier application. 

MC-113184—Joe Trenkamp, Preston, Ia., 
common carrier application. 

July 8—Des Moines, Ia.—U.S. Fed. Ct. Bldg.— 
Jt. Bd. 54: 

MC-113185—Bixler and Kemmann Feed 
Service, Clarence, Ia., common carrier 
application. 

MC-113186—Ernest Scharff, Charlotte, Ia., 
common carrier application. 

MC-113187—Leroy Wilke, Andover, Ia., com- 
mon carrier application. 

MC-113188—Merle Hushmann, Center Junc- 
tion, Ia., common carrier application. 

MC-113189-—Cecil Hamilton, Princeton, Ia., 
common carrier apPlication. 

July 8—Harrisburg, Pa.—State Comm.—Ex- 
aminer Russell: 

MC-113324—Charles W. Rolland, Mt. Penn 
oe Cty, Pa., common carrier applica- 

on 
July &—Madison, Wisc.—State Comm.—Jt. Bd. 


MC-12562—Reichardt Tours, 
Wisc., broker application. 

MC-12564—Mrs. A. C. Polczynski, 
kee, Wisc., broker application. 

July 8—Madison, Wisc.—_State Comm.—ZIt. 

MC-12563—-Wery Travel Service, Milwaukee, 
Wisc., broker application. 

July 8—New York, N. Y.—346 Broadway— 
Examiner Saltzman: 

MC-31600, Sub. 337—P. B. Mutrie Motor 
Transportation, Inc., Boston, Mass., com- 
mon carrier application. 

July 8—Providence, R.I.—Main P.O. Bldg.— 
Jt. Bd. 134: 

MC-30075, Sub. 1—Edward F. Jones, Inc., 
—e Mass., contract carrier applica- 
ion 

July *un oe R.I.—Main P.O. Bldg.— 
134: 

Mee 109265, Sub. 5—W. L. Mead, Inc., Nor- 

walk, Ohio, common carrier application. 
duly 1 po narleston, W.Va.—U.S. Ct. Hse.— 
118: 

Mc. 109867, Sub. 4—The Chseapeake and 
Ohio Railway Co., Richmond, Va., com- 
mon carrier application. 

~, ‘mn Ohio—New Fed. Bldg.— 
M eon03 Sub. 5—Hinchcliff Motor Service, 


Comm.—dJt. 


com- 


Milwaukee, 


Milwau- 


Inc., Chicago, Ill., motor carrier appli- 
cation. 
MC-1470, Sub. 2—Columbus and Chicago 


Motor Freight, Inc., Columbus, Ohio, 


common carrier application. 
July 9—Madison, 
Bd. 13: 


Wisc.—State Comm.—dJt. 


MC- 113068—Schoolway Transportation Co., 
Inc., Hales Corner, Wisc., common carrier 
application. 

July = Wisc.—State Comm.—ZJt. 
Bd. 13: 

MC-113235—Marquardt School Bus Service, 
Cedarburg, Wisc., common carrier appli- 
cation. 

July 9—Oklahoma City, Okla.—Fed. Bldg.— 
Jt. Bd. 88: 

MC-8544, Sub. 8—Galvaston Truck Line 
Corp., Houston, Tex., common carrier 
application. 


July 9—Oklahoma City, Okla.—Fed. Bldg.— 
Jt. Bd. 16: 

MC-107000, Sub. 18—T. S. Love, Wichita 

Falls, Tex., contract carrier application. 


July 9—Providence, R.I.—Main P.O. Bldg.— 
Jt. Bd. 18: 

MC-62423, Sub. 2.—Lewers Transportation 
Co., North —-, R.I., contract 
carrier application 

July 9—Providence, R.1I.—Main P.O. Bidg.— 
Jt. Bd. 134: 

MC-113519—Norman L. Briggs, Westerly, 
R.I., common carrier application. 

July 10—Columbus, Ohio—New Fed. Bldg.— 
Jt. Bd. 117: 

MC-15214, Sub. 14—Mercury Motorways, 
Inc., South Bend, Ind., common carrier 
application. 

MC-29988, Sub. 45—Denver-Chicago Truck- 
ing Co., Inc., Denver, Colo., common car- 
rier application. 

July 10—Des Moines, Ia.—U.S. Fed. Ct. Bldg. 
—Jt. Bd. 92: 

MC-53980, Sub. 13—Des Moines Transporta- 
tion Co., Inc., Des Moines, Ia., common 
carrier application. 

July a Moines, Ia.—U.S. Fed. Ct. Bldg. 

MC-53980, Sub. 18—Des Moines Transporta- 
tion Co., Inc., Des Moines, Ia., common 
carrier application. 

Pa.—State 


July ne 
Examiner Russell: 
MC-110190, Sub. 10—Penn-Dixie Lines, Inc., 
York, Pa., common carrier application. 
oe, Pa Wisc.—State Comm.—ZJt. 
MC-113208—Student Transport Co., Dous- 
man, Wisc., common carrier application. 
July, 10—Oklahoma City, Okla.—Fed. Bldg.— 
MC-8544, Sub. 11—Galvaston Truck Line 
Corp., Houston, Tex., common carrier 
application. 
—_, a R.I—Main P.O. Bldg.— 
t 
MC-102764, Sub. 1—North Providence 
Transportation Lines, Inc., North Provi- 
dence, R.I., common carrier application. 
July 11—Charleston, W.Va.—U.S. Ct. Hse.—- 
Examiner Bennett: 
MC-63417, Sub. 11—Blue Ridge Transfer 
Co.,.Galax, Va., common carrier applica- 


tion. 

MC-113476—Brownie’s Transport, Oak Hill, 
W.Va., contract carrier application. 

July 11—Columbus, Ohio—New Fed. Bldg.— 
Jt. Bd. 117: 

MC-72444, Sub. %7—The Akron - Chicago 
Transportation Co., Inc., Akron, Ohio, 
common carrier application. 

July 11—Columbus, Ohio—New Fed. Bldg.— 


. 8 —The Akron - Chicago 

Transportation Co., Inc., Akron, Ohio, 
common carrier application. 

July 11—Des Moines, Ia.—U.S. Fed. Ct. Bldg. 

—Jt. Bd. 146: 

MC-106053, Sub. 9—Cordle Cartage Co., 

a City, Ia., common carrier appli- 

oe , Wisc.—State Comm.—2Jt. 


MC-36085—Rosenow Cartage & Express Co., 
Milwaukee, Wisc.., 

July , 11— Madison, Wisc.—State Comm.—ZJt. 

MC-42614, Sub. 17—Chicago and North- 
western Railway Co., Chicago, Ill., com- 
mon carrier application. 

July 11—Oklahoma City, Okla.—Fed. Bldg.— 
Jt. Bd. 16: 

MC-8544, Sub. 12—Galvaston Truck Line 
Corp., Houston, Tex., common carrier 
application. 

July 11—Philadelphia, Pa.—U.S. Custom Hse. 
& Appraisers Stores—Examiner Russell: 

MC-31444, Sub. 40—Schreiber Trucking Co., 
Inc., Pittsburgh, Pa., common carrier 
application. 

July 11—Providence, R.I.—Main P.O. Bldg.— 
Jt. Bd. 232: 

MC-954, ‘Sub. 38—Mid-States Freight Lines, 
Inc., Chicago, Ill., common carrier ap- 
plication. 

July 11—Providence, R.I.—Main P.O. Bldg.— 
Jt. Bd. 190: 


Comm.— 


61 
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MC-108577, Sub. 3—Frank Lepore, Cumber- 
land, R.L., contract carrier application. 


July 11—Washington, D.C.—Examiner Engel- 


hart: 

MC-F-5247—Robert B. and Stuart P. De 
Camp—Control; De Camp Bus Lines— 
Purchase—Atlantic Transportation Co. 


July 12—Columbus, Ohio—New Fed. Bldg.— 
Jt. Bd. 117: 

MC-43442, Sub. 3—Transportation Service, 
Inc., Detroit, Mich., common carrier 
application. 

MC-107158, Sub. 5—Dennis Truck Line, 
Inc., Chicago, Ill., common carrier ap- 
plication. 

Juiy 14—Augusta, Me.—State Hse—Jt Bd. 


70: 

MC-108473, Sub. 8—St. Johnsbury Truck- 
ing Co., Inc., St. Johnsbury, Vt., com- 
mon carrier application. 

MC-109743, Sub. 8—Film Transportation 
Co., Boston, Mass., common carrier ap- 
plication. 

July 14—Charleston, W.Va.—Ct. Hse.—Jt. Bd. 


63: 

MC-69096, Sub. 1—Marion Storage & Trans- 
fer, Fairmont, W.Va., contract carrier ap- 
plication. 

July 14—Charleston, W.Va.—U.S. Ct. Hse.— 


Jt. Bd. 62: 

MC-113157—Custer’s Distributing OCorp., 
Wheeling, W.Va., contract carrier appli- 
cation. 

July 14—Columbus, Ohio—New Fed. Bldg.— 
Jt. Bd. 117: 

MC-18253, Sub. 15—Eastern Motor Dis- 
patch, Inc., Columbus, Ohio, common 
carrier application. 

MC-20207, Sub. 27—Continental Transpor- 
tation Lines., Inc., Pittsburgh, Pa., com- 
mon carrier application. 

July 14—Des Moines, Ia.—U.S. Fed. Ct. Bldg. 
—2Jt. Bd. 138: 

MC-101075, Sub. 11—Transport, Inc., Moor- 

head, Minn., common carrier application. 
July 14—Des Moines, Ia.—U.S. Fed. Ct. Bldg. 
—Jt. Bd. 146: 

MC-113229—Acme Transport Co., Osage, Ia., 
common carrier application. 

July 14—Kansas City, Mo.—Hotel Pickwick 
—Examiner Crowley: 

MC-F-5179—Jack Cooper, Jr., and Thom 
Cooper—Control; J-T Transport Co., 
Inc.—Purchase (Portion)—Jack Cooper, 
Jr., and Thom Cooper. 

July gd Madison, Wisc.—State Comm.—ZJt. 


MC-1078, Sub. 1—Tucker the Trucker, 
Whitewater, Wisc., common carrier ap- 
plication. 

7, ae “pens Wisc.—State Comm.—Jt. 


MC-12561—Central Dispatch, 

Wisc., broker application. 
July lt Newark, N.J.—State 

MC-112676, Sub. 2—Catskills Limousine 
Transportation Service, Philadelphia, Pa., 
common carrier application. 

MC-113143—Dick Knopf, Philadelphia, Pa., 
common carrier application. 

MC-113150—Isadore Ritter, Philadelphia, 
Pa., common carrier application. 

July 14—Oklahoma City, Okla.—Fed. Bldg.— 
Jt. Bd. 88: 

MC-112713, Sub. 16—Yellow Transit Freight 
Lines, Inc., Dallas, Tex., common carrier 
application. 

, "oe City, Okla.—Fed. Bldg.— 
MC-112713, Sub. 19—Yellow Transit Freight 
Lines, Inc., Dallas, Tex., common carrier 
application. 

July 14—Philadelphia, Pa.—U.S. Custom Hse. 
& Appraisers Stores—Examiner Russell: 

MC-106001, Sub. 1—Dennis Trucking Co., 
Philadelphia, Pa., common carrier appli- 
cation. 

July 14—Tampa, Fla.—U.S. Ct. Rms.—Exam- 
iner Yardley: 

MC-107107, Subs. 40, 41, 42 and 43—Alter- 
man Transport Lines, Miami, Fla., com- 
mon carrier applications. 

MC-108838, Sub. 166—Barnes Food Express, 
Charlotte, N. C., common carrier appli- 
cation. 

MC-108991, Sub. 8—Southern Truck Lines, 
Jacksonville, Fla., contract carrier appli- 
cation. 

Foy angie, D.C.—Examiner Engel- 


MC-F-5209—Rudolph R. Bregman, et al. 
—Control; Rudolph Motor Service, Inc. 
—Purchase—Dorre Trucking Corp. 

MC-F-5210—Same—Control; Sam e—Pur- 
chase—H. A. Kronman and R. Kamel. 

MC-F-5211—Same—Control; Sam e—Pur- 
or Freight Lines, Inc. (Md. 

or 

MC-F-5212—-Same—Control; Sam e—Pur- 
—_— Freight Lines, Inc. (N.J. 

rp 


Milwaukee, 


Comm .—Jt. 





62 


-_,. by 7 ie Mass.—New P.O. Bldg.— 


MC-6344, Sub. 1—Turner Motor Coach 
Service, Fitchburg, Mass., common car- 
rier application. 

MC-113570—Albert Desrosiers, Greenville, 
N.H., contract carrier application. 

ony. a W.Va.—U.S. Ct. Hse.— 
Bd. 2 


36: 
Mc. 93003, Sub. 26—Carroll Trucking Co., 
Huntington, W.Va., common carrier ap- 


plication. 
MC-110659, Sub. 2—Louis Ghiz, South 
Charleston, W.Va., common carrier ap- 


plication. 


July TS ee Ohio—New Fed. Bldg.— 


Jt 
MC-74721, Sub. 40—Motor Cargo, Inc., 
Akron, Ohio, common carrier applica- 
tion 
July 15-—-Columbus, Ohio—New Fed. Bldg.— 
Jt. Bd. 117: 
MC-74721, Sub. 41—Motor Cargo, Inc., 
eoeen, Ohio, common carrier applica- 


tio 
July 15—-Des setae, Ia.—U.S. Fed. Ct. Bldg. 
—Jt. Bd. 
MC-17357, Sub. 17—McCoy Truck Lines, 


Inc., Waterloo, Ia., common carrier ap- 
plication. 


CIVIL AERONAUTICS 
BOARD NEWS 





Airlines Agree to Change 


Tariff Rules on Claims 


The Civil Aeronautics Board has an- 
nounced agreements of six major trunk 
airlines to take action in connection 
with tariff regulations to protect the 
public in connection with claims for 
injury or death, and Joss and damage 
to baggage and personal property, thus 
making air tariff rules conform more 
closely to rules for rail and bus trans- 
portation so that “there will be less mis- 
understanding by the traveling public 
as to their rights.” 

By an order in No. 4069, Tariff Lia- 
bility Rules, the board dismissed a por- 
tion of the investigation applying to the 
involved rules. In a statement released 
to the public the board said: 

“The board further proposes to go 
forward vigorously and promptly with 
its investigation of carriers who refuse 
to make changes similar to those an- 
nounced today, and it will continue 
negotiations with the carriers on other 
passenger and freight tariffs involved in 
the investigation.” 

As a result of the changed tariff rules, 
the board said, the filing of claims would 
be governed by the general law and 
statutes of limitations and would not 
be affected by special restrictive provi- 
sions in the tariffs limiting the time 
for filing such claims. 

After extended negotiations, the board 
said, the following six carriers had agreed 
to remove the objectionable provisions: 
American Airlines, Braniff Airways, 
Capital Airlines, Colonial Airlines, Delta 
Air Lines, and National Airlines. 


Lake Central Mail Pay 


The Civil Aeronautics Board, finding 
that the temporary rate of mail pay in 
No. 4156, Lake Central Airlines, Inc., is 
inadequate to prevent impairment of the 
carrier’s cash working capital and to 
meet its break-even need, has issued a 
temporary rate order. 

The board said the carrier had expe- 
rienced increases in operating expenses 
since January 1 and that it was in the 
public interest to increase its temporary 
rate beginning in January to meet the 
carrier’s minimum break-even require- 
ment, estimated as not less than $813,800 
for 1952. The board observed that on 
March 19 it had fixed temporary pay for 
the year beginning last January 1 about 
$110,000 less than the airline’s estimated 
break-even need. It said that was done 
to guard against possible overpayment 


because of matters set forth in its order 
reopening the Indiana-Ohio Local Serv- 
ice Case. 

The rate fixed for Lake Central after 
January 1 was 87.07 cents a designated 
mile flown applied in accordance with a 
formula in the order. 


Seaboard & Western Gets 


Air Cargo Exemptions 


On the advice of the President, the 
Civil Aeronautics Board, by an order in 
No. 5615, Seaboard & Western Airlines, 
Inc., has authorized that carrier to 
transport non-commercial cargo not ex- 
ceeding 40 per cent of the available pay- 
load, when transporting government 
cargo, as follows: 


Between points in the United States, 
on the one hand, and, on the other, the 
following areas: (1) The Western Hemi- 
sphere, other than the USS., its terri- 
tories and possessions; (2) Europe; (3) 
North Africa; (4) the Middle East; (5) 
the Far East (including India and Pak- 
istan), and (6) United States territories 
and possessions. 

The authority also includes backhaul 
flights to the U.S. of any outbound 
flights operating pursuant to the afore- 
mentioned authority, or other authority 
held by Seaboard with cargo on a plane- 
load basis on behalf of the military es- 
tablishment, carrying commercial cargo 
and/or cargo on behalf of agencies of 
the U. S. government, without regularity 
as to limitation as to regularity of serv- 
ice. 

Those exemptions were limited to a 
maximum of 12 flights a month in each 
direction between the U.S. and the 
named foreign areas. Flights originating 
and terminating in the U.S. carrying 
cargo to or from a point or points in 
more than one of the aforementioned 
areas, are to be counted as separate 
flights between continental U.S. and 
each area in determining the maximum 
flights authorized. In performing the 
operations, Seaboard is to be considered 
an irregular air carrier, the board said. 

The exemptions are to remain in force 
for three years from June 19. 


Alaska Coastal Mail Rates 


In the absence of tentative conclu- 
sions adopted June 3 in No. 3142, Alaska 
Coastal Airlines, involving rates for the 
transportation of mail, the Civil Aero- 
nautics Board has issued an order fixing 
the following final rates for that carrier 


over its entire system: 


TRAFFIC WoxLp 


The sum of $776,418 for the period from 
June 9, 1947, through December 31, 1951, 
and a base rate of $1.28 a designated 
mile flown for each calendar month on 
and after January 1, 1952, applied in 
accordance with a. formula. set out in 
the order. 

The board said that the lump-sum 
amount for the earlier period was equiy- 
alent to a rate of 28.34 cents a revenue 
plane mile flown. 


Aircraft Lease Approved 


By a report and order in No. 5034, 
Lease by Alaska Coastal Airlines of 
Properties of Alaska Island Airlines, the 
Civil Aeronautics board has authorized 
lease of substantially all the operating 
properties of the latter by the former. 

At the same time the board suspended 
Island’s certificate until September 10, 
1956, and provided that, when the option 
to purchase contained in the lease was 
exercised, Island should be authorized to 
abandon the involved routes and its cer- 
tificate should be canceled. 

Among other things, the board said it 
took notice of the fact that Island’s fi- 
nancial condition was such that in all 
probability its service would not be avail- 
able to the public, regardless of board 
action on the lease agreement. 


Eastern Puerto Rico Mail Pay 


By an order in No. 3312, Eastern Air 
Lines, Inc., the Civil Aeronautics Board 
has fixed, for that carrier’s transporta- 
tion of mail between the United States 
and Puerto Rico, the sum of $123,900 for 
the period April 7, 1948, to December 31, 
1950, which the board said was equivalent 
to a rate of 63 cents a reported mail 
ton-mile. 

For the period on and after January 1, 
1951, the board fixed a final rate of 45 
cents a mail ton-mile to be applied to the 
mail ton-miles as computed monthly on 
the basis of direct airport-to-airport 
mileage. 

The rates are the same as those set for 
the carrier’s domestic routes (T.W., June 
14, p. 58). 


COURT NEWS 


a a ee 
Allis-Chalmers Found Not 
Guilty of Elkins Charge 


A jury sitting in the federal district 
court at Milwaukee, Wis., has found 
Allis-Chalmers Manufacturing Co., of 
that city, not guilty in a case in which 
the company was charged with violating 
the Elkins act in connection with de- 
murrage charges on freight cars. 

The company, and several railroads, 
were charged with violation of the law 
in connection with demurrage charges 
on cars which, it was alleged, had been 
held beyond the free time allowed in 
the tariff without demurrage charges 
being asssesed until cars were placed 
for loading at various periods, after they 
had been delivered by the railroads on 
an interchange track and taken from 
that track by company power to a sior- 
age track of the company. 

The question at issue was whether free 
time was to be computed from the time 
the car was placed on the interchange 
track, or only from the time the car was 
actually placed for loading. 
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TRANSPORTATION 
LEGISLATION 





Senate Action on Six Transport Bills 
Delayed as Members Voice Objections 


Senator Aiken, of Vermont, Blocks Passage of Four Measures of 
Concern to Railroads, Including Section 22 Rate Finality Bill. 
Senators Morse and Hendrickson Cause Other Bills to ‘Go Over.’ 


Six transportation bills, recently 
reported to the Senate by its com- 
mittee on interstate and foreign 
commerce (T.W., June 7, p. 58), failed 
to progress from the Senate to the 
House on June 21 when, in the course 
of Senate consideration of bills on 
its calendar, they encountered ob- 
jections from some senators. 


Measures on the Senate’s “calendar of 
bills’ may be passed in rapid order, 
whenever the calendar is brought up for 
consideration, by a “without-objection” 
procedure. After the reading of the title 
of each bill on the calendar, in its proper 
order, the Vice President or presiding 
officer of the Senate asks, “Is there ob- 
jection to the consideration of the bill?” 
If there is no objection from any mem- 
ber of the Senate, the Vice President or 
presiding officer announces passage of 
the bill after it is “considered, ordered 
to a third reading and read a third 
time.” 

Four of the transportation bills that 
were brought up on the call of the calen- 
dar in the Senate on June 21 failed of 
passage because of objections voiced by 
Senator Aiken, of Vermont. These bills, 
all of concern to, and advocated by, the 
railroads, are: 

S. 2355, the so-called section 22 rate 
finality bill, proposing amendment of sec- 
tion 22 of the interstate commerce act so 
as to immunize from subsequent attacks 
by means of reparation suits by the gov- 
ernment agreements between common 
carriers and federal government agencies 
for establishment of reduced fares or 
rates on government passenger or freight 
traffic, under authority of section 22. 


Intrastate Rail Service 


S. 2829, giving the Commission author- 
ity to prescribe discontinuance of certain 
railroad services in intrastate commerce 
when found to be unreasonably discrimi- 
natory against interstate commerce. 

S. 3161, to amend part I of the inter- 
state commerce act so as to provide for 
the filing of equipment trust agreements 
and other documents evidencing or re- 
lating to the lease, mortgage, conditional 
Sale, or bailment of railroad equipment. 

S. 2354, to amend the so-called “Ma- 
haffie act” provisions of the interstate 
commerce act so as to require the Com- 
mission to consider, in railroad stock 


Modification plans, the assents of con- 
trolled or controlling stockholders. 

The other transport bills as to which 
Senate action was deferred because of 
individual senators’ objections were S. 


2653, to standardize motor carrier rates 
on household goods shipped by the United 
States government for its employes, and 
S. 2364, authorizing the Commission to 
revoke or amend, under certain condi- 
tions, water carrier certificates and per- 
mits. Senator Hendrickson, of New Jersey, 
objected to consideration of S. 2653, and 
Senator Morse, of Oregon, asked that S. 
2364 be passed over. 


Future ‘Calendar Calls’ 


At the Senate interstate and fareign 
commerce committee it was said, June 
23, that the six transport bills that were 
“stymied” in the Senate on June 21 
would be considered within 10 days from 
the latter date on another call of its cal- 
endar of bills by the Senate. There were 
indications, it was reported, that Senator 
Aiken would not object at that time to 
two of the four bills that he had caused 
to be postponed on June 21. It was 
understood that Senate leaders contem- 
plated to “calls of the calendar” before 
the adjournment or declaring of a recess 
by Congress prior to the major political 
party conventions in July. 

Senator Douglas, of Illinois, spoke up 
as an opponent of the section 22 rate 
finality bill after Senator Aiken had 
announced his objection to the measure. 

Chairman Johnson, of the Senate in- 
terstate and foreign commerce commit- 
tee, explained provisions of this bill, in 
part, as follows: 

“Section 22 of the interstate commerce 
act gives carriers a right to transport 
for the United States government at less 
than tariff rates. So the United States 
government, being a very large shipper 
during the war, negotiates with railroads 
on the carriage of United States ship- 
ments. The parties feach an agreement 
by sitting around a table and deciding 
what the rates shall be. That is all right; 
there is no objection to that. But after 
the transportation service has been ren- 
dered, then the government comes for- 
ward and says, ‘We think we have paid 
too much for this service. We desire to 
renegotiate the contract. We want a 
lower rate than we agreed to pay.’ 

“This bill would permit the negotia- 
tions to take place. It would permit a 
contract to be signed between a carrier 
and the government, and then, when the 
contract was signed and agreed to by 
both parties, the bill would make the 
agreement final. It would not give the 
parties an opportunity to change the 
rates after the service had been ren- 
dered. That is the purpose of the pro- 
posed legislation. It seems to me to be 
fair and equitable to both parties .. .” 


Senator Douglas said that there was 
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now on the statute books a renegotia- 
tion law applicable to defense contracts. 
He said he saw no reason why railroad 
rates should receive any different treat- 
ment. Senator Monroney, of Oklahoma, 
suggested that rail rates on military 
traffic, such as explosives, were fixed 
when very small quantities of such ship- 
ments were shipped. Now, when many 
tons of explosives were being moved 
with complete safety, he said, the fed- 
eral government was paying “a terrifi- 
cally high tariff, which certainly does 
not represent a bargain rate to the 
United States government.” 


Senator Johnson said that what Sena- 
tors Monroney and Douglas had said 
would be true if the government did not 
have an opportunity to negotiate with 
the railroads for a» more favorable rate. 

“The law gives the government that 
right, and this bill would not take that 
right away from it,” he said. “However, 
once a contract is entered into, it ought 
to be final... .” 


Senator Hill, of Alabama, proposed an 
amendment whereby the name of the 
Tennessee Valley Authority would be 
added to those of federal agencies speci- 
fied in the bill as agencies with which 


- section 22 rate agreements might be ne- 


gotiated. He said he understood Sena- 
tor Johnson, of Colorado, would accept 
the amendment. 

Senator Aiken said that, in times of 
great emergencies, the Government 
“must agree to pay rates, as it has in the 
past, which are out of reason.” 

“The bill,” he said, “would make such 
unreasonable rates, charged during a 
period of duress, we might say almost at 
the point of a gun, binding on the gov- 
ernment, and prevent any reopening of 
a case to recover any of the excessively 
high charges paid by the government. 
The bill is not in the public interest and 
I object to it.” 


Senator Morse’s Objections 


Senator Morse stated his objections to 
S. 2653, the bill relating to motor car- 
rier rates on household goods of gov- 
ernment employes, as follows: 

“First. It will preclude the government 
from obtaining departures from certain 
tariff rules for accessorial services which 
are of great benefit to the government, 
but which do not result in any reduction 
in rates. 

“Second. It will preclude adjustments 
in rates for household goods which may 
now be accomplished expeditiously un- 
der section 22 without the time-consum- 
ing activities incident to formal Com- 
mission tariff procedures and revision of 
rates, through hearings which would be 
required if household goods are removed 
from the provisions of section 22. 

“Third. Instead of standardizing rates 
on household goods as its sponsors con- 
tend, it will have the exact opposite ef- 
fect, and because of competition to se- 
cure government business, will foster 
accelerated competition among house- 
hold-goods carriers with a consequent 
descending spiral of rates. The in- 
creases in the rate levels which would 
follow the enactment of this bill are not 
necessary since the committee report 
indicates that the average operating 
ratio of the carriers affected by the bill 
is now 98 per cent. 

“Fourth. It will increase substantially 
appropriations for the movement of 
household goods for the United States 
government and particularly the Armed 
Forces. It has been estirmnated that the 
enactment of this bill would increase by 
more than $1,000,000 the annual De- 
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partment of Defense cost for the trans- 
portation of household goods. In view 
of the atmosphere of this Congress, I am 
satisfied that no senator here desires to 
increase appropriations unnecessarily. 

“Fifth. The Armed Forces strenuously 
object to the passage of S.2653 as is 
indicated in a letter dated April 30, 1952, 
from the Assistant Secretary of Defense, 
Mr. Coolidge to Chairman Johnson, of 
the Senate committee on interstate and 
foreign commerce. 

“Mr. President, many opinions have 
been expressed as to the effect of rates 
under section 22 on the transportation 
rate structure and net income. Most of 
these opinions which have been expressed 
are not founded on fact. The available 
facts indicate that freight moving under 
section 22 rates are substantially more 
compensatory than most other traffic 
moving on published tariff rates. 

“Mr. President, as a member of the 
armed services committee, I am satis- 
fied that this bill should not be passed 


‘Tight’ Manpower Supply 
For Transport ‘This Next 


Year’ Forecast by Knudson 


Expectations that the Defense 
Transport Administration would have 
to recruit manpower for various 
modes of transport “this next year” 
were expressed by Administrator 
Knudson, of the D.T.A., in testimony 
before a subcommittee of the House 
appropriations committee that was 
made public by the full committee 
on June 24. 


Administrator Knudson testified in 
support of a budget estimate of $2,500,000 
to finance D.T.A. operations in the fiscal 
year ending June 30, 1953. 

“Our manpower situation all over the 
country,” said Mr. Knudson, “is getting 
much tighter than it was and I fully 
expect that we will have to recruit man- 
power for various transportation units 
all the way from the taxicabs to the 
railroads this next year and we may 
have to have a little more activity on 
that front. ’ 

“TI have mentioned our relations with 
the Civil Defense Administration. We 
are presently engaged in entering into 
a memorandum of understanding with 
that agency pursuant to which the trans- 
portation phases of civil defense, in- 
stead of their setting up a big organ- 
ization to handle it, will be handled, we 
hope, in part at least, through existing 
government agencies interested in trans- 
portation who have the know-how and 
can assist in doing the job if it should 
ever be necessary.” 

Asked to discuss the bus and truck 
situation, Administrator Knudson said 
that the trucks “this next year” would 
move about 100 billion ton-miles of 
freight. That, he said, was about 10 
billion ton-miles more than they had 
moved heretofore. 

“The truck and bus companies have 
adequate vehicles now if we can get the 
materials to keep their repair parts and 
their need for new vehicles up to par,” 


he said. “We are doing that, quarter 
after quarter, through D.P.A.” 

Mr. Knudson said that there had been 
appropriated a total of $2,543,000 for the 
D.T.A. for the current fiscal year. 

“We reached our hiring peak about 
April of 1952, when we had on our pay- 
rolls, in round numbers, about 200 regu- 
lar D.T.A. employes and about the same 
number on the working fund of the 
Interstate Commerce Commission,” he 
continued. “We have today actually on 
our payrolls 198 people on the regular 
employe roll of the D.T.A., and 228 on 
the working fund, making a total of 426 
classified employes, and in addition we 
have 33 consultants who are on either a 
‘w.o.c.’ or a ‘w.a.e.’ basis, for a grand 
total of 459. 

“Now, in order to retain the present 
staff or the present level of operations, 
we would have to have the amount rec- 
ommended by the President in his Jan- 
uary preliminary budget; that is to say, 
$2,800,000. Our June, 1952, payroll for 
the number I have mentioned would 
require, if we were to maintain that 
payroll throughout the year, an appro- 
priation of $2,800,000. 

“The Bureau of the Budget has rec- 
ommended . . . $2,500,000. This means 
we will have to reduce our staff by about 
60 jobs, 30 on each side of the payroll— 
the regular payroll and the working 
fund that we are turning over to the 
Interstate Commerce Commission. We 
asked the Bureau of the Budget for 
$3,300,000 . . . so that the recommenda- 
tions they have made to this committee 
are 25 per cent less than our request.” 


Senator Johnson Introduces 
Airport Certification Bill 


To carry out one of the recommenda- 
tions made by the President’s Airport 
Commission in its report on “the prob- 
lem of airport location and use” (T.W., 
May 24, p. 67), Chairman Johnson, of 
the Senate interstate and foreign com- 
merce committee, has introduced S. 3371. 

According to its title, the Johnson bill 
is designed to promote safety in air 
transportation by amending the civil 
aeronautics act of 1938 “in order to re- 
quire certain airports to be certificated 
under the provisions of such act, in 
accordance with recommendations of 
the President’s - Airport Commission.” 
That commission made the proposal, 
among others, that the aeronautics act 
be amended to require certification of 
airports necessary for interstate com- 
merce and to specify the terms and con- 
ditions under which airports so certified 
should be operated. 

“Certificates should be revoked if min- 
imum standards for safety are not main- 
tained,” the commission said. “Closing 
or abandonment of an airport should be 
ordered or allowed only if clearly in the 
public interest.” 

Copies of the commission’s report, en- 
titled, “The Airport and Its Neighbors” 
and covering 116 printed pages, may be 
obtained for 70 cents each from the 
Superintendent of Documents, U.S. Gov- 
ernment Printing Office, Washington 25, 
D.C. 


P.O. Transport Bids, Claims 


The Senate has passed and sent to 
the President H.R. 7030, to amend cer- 
tain acts and parts of acts that require 
the submission of documents to the Post 
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Office Department under oath. In the re- 
port of the Senate post office and civil 
service committee on the bill it was 
shown that the legislation had been in- 
troduced at the Postmaster Generai’s 
request and that it would substitute 
signed statements (certificates) for the 
sworn statements that were presently 
required on bids for transporting the 
mail and on claims for payments for 
railroad and air transportation of the 
mail. 

“A certificate,” the committee said, “is 
legally binding on the signer and renders 
the person so certifying liable under the 
penal statute against making false state- 
ments. An example of the substitution of 
certificates is the fact that income-tax 
returns are no longer required to be 
made under oath. This legislation will 
eliminate over 100,000 sworn statements 
and effect a saving both to the Post 
Office Department and the public .. .” 


Rule Granted for Early 
House Consideration of 
Long-Range Shipping Bill 


Action by the House committee on 
rules, June 24, cleared the way fot 
early House consideration of S. 241, 
the long-range merchant marine 
promotion bill reported by the House 
merchant marine and fisheries com- 
mittee (T.W., June 14, p. 70). 


The rules committee granted a rule, 
requested by proponents of S. 241, that 
removed a procedural obstacle to the tak- 
ing up of the bill by the House in the 
near future and limited debate on the 
measure to one hour. 

In its report on S. 241 the merchant 
marine committee discussed at length 
the changes it had made in the Senate- 
approved provisions and explained the 
purposes of the various sections of the 
bill. Indicating some dissatisfaction with 
the provisions of the bill relating to fed- 
eral taxes on ship operators, the com- 
mittee said that “the next Congress” 
should seek some means of using “the 
principle of tax deferment” to encourage 
the placing of vessel earnings in a re- 
serve fund for replacement of ships as 
they became obsolete. 


Tax Deferment Provision 


The committee referred to a _ long- 
standing controversy between the Treas- 
ury Department and shipping interests 
over tax treatment of money deposited 
in ship construction reserve funds. It 
said it had incorporated in the bill 
amendments recommended by the Sec- 
retary of Commerce that would have the 
effect of (a) granting full tax-deferment 
benefits on required deposits into the 
capital reserve funds and (b) granting 
deferment on the normal corporate tax 
on other deposits of such subsidized op- 
erators, without deferment of corporate 
surtaxes or excess-profits taxes. 

After stating views to the effect that 
the Commerce Secretary’s amendments 
on this subject fell short of meeting the 
needs for legislation to encourage the 
amassing of capital for replacement of 
ships that cost $100 to $120 a deadweight 
ton with vessels that, even allowing for 
construction subsidies, would cost the 
operators “something on the order of 
$500 a ton,” the committee said: 

“It appears desirable that the next 
Congress give early consideration to the 
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whole vessel replacement problem and 
give further consideration to the prin- 
ciple of tax deferment as a means of 
developing an adequate replacement 
reserve. This principle has worked too 
well in the past to completely abandon 
it now until some effective substitute 
means can be formulated.... A care- 
ful study . . . should be made of the ex- 
tent to which the nonsubsidized seg- 
ment of the shipping industry is essential 
to effectuate the purposes of the act and 
the extent to which additional aid should 
be granted to that portion of the in- 
dustry. . .” 

In introductory paragraphs of its re- 
port: the House committee said that, in 
order to avoid wasteful expenditure of 
colossal sums and to conserve precious 
time in a future emergency, it was 
clearer now than ever that “we should 
maintain as strong a merchant marine 
policy as we do for other branches of 
the government concerned with national 
defense and security.” 


Liberalized Subsidy 


The first principal point of S. 241 as 
reported to the House, the committee 
said, provided for amendment of the 
merchant marine act of 1936 so as to 
allow ship operators to receive the ad- 
vantage of construction-differential sub- 
sidy irrespective of whether they also 
received an operating subsidy. 

“Because of (1) the need for passen- 
ger vessels, and (2) the uncertainties of 
economic operation of such _ vessels, 
throughout their normal lives,” said 
the committee, “this bill provides that 
the purchase of a much-needed type of 
passenger vessel, approved by the Secre- 
tary of Defense as being desirable for 
national defense purposes, shall have its 
liability, in the event of default under 
its contract of purchase, limited solely 
to the preferred mortgage thereon, in- 
cluding, of course, the return of the 
vessel and the forfeiture of all payments 
theretofore made on said mortgage . . 
In other words, there would be no right 
of deficiency judgment in the govern- 
ment to proceed against the other assets 
of the operating company. 

“Under the existing law, provision is 
made for a determination by the United 
States Maritime Commission that a 
vessel has become obsolete and inade- 
quate for service in the merchant marine 
after it had reached the age of 17 years, 
with further provision that upon appro- 
priate application it might be traded in 
to the commission upon an agreement 
on the part of the operator to replace 
such a vessel with one or more new 
vessels of suitable types . This bill 
proposes to grant to the commission 
the discretion to determine that a vessel 
may be traded in as ‘obsolete’ when it is 
deemed to be desirable to replace such 
vessel with a new and more modern type 
and when the vessel to be traded in has 
reached a maximum age of 12 years...” 


Modernization of Lake Ships 


The committee said that sections 9 
through 14 of the bill as _ reported 
amended section 511 of the merchant 
marine act in several important respects, 
involving reduced depreciation and de- 
ferment of capital-gains tax. It said 
one of the most significant aspects of the 
amendments to section 511 was that 
they would permit modernization of 


pe employed in service on the Great 
Lakes, 
“Section 17 of the bill,” the committee 
said, “permits the recomputation of the 
“e expectancy of a reconstructed vessel 
in use under an operating-differential 


contract for the purpose of determining 
the amount of annual depreciation to 
be deposited in the capital reserve fund 
with respect to a reconstructed vessel. 
Section 15 of the bill permits the pay- 
ment of operating subsidy during the 
period of the redetermined life expec- 
tancy. Conforming amendments are 
made in sections 16 and 18... 


Lifting of Salary Limitation 


“Section 805(c) of the 1936 act pro- 
hibits payments by a subsidized operator 
of a salary in excess of $25,000 per year. 
This limitation was imposed in 1936 and 
reflected a justifiable salary ceiling as 
of that date. It is common knowledge, 
however, that salaries and wages in com- 
parable fields have risen tremendously 
since 1936. Evidence before the com- 
mittee shows that this 16-year-old limi- 
tation has resulted in freezing the salary 
range of every shipping organization 
affected by this section below the general 
level of competing industries. Conse- 
quently, these shipping operators have 
found it difficult to employ or retain able 
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executive, managerial or administrative 
personnel. 

“This bill would amend section 805(c) 
so as to remove the present prohibition 
against salaries in excess of $25,000 per 
annum, but does not permit the amount 
of any excess to be charged to subsidy 
accounting. . . . Your committee urges 
that the Maritime Administration main- 
tain constant watchfulness to prevent 
the establishment of more top salary 
positions than the size and capacity of 
the operations of individual companies 
would require. 

“It is with the hope that our mer- 
chant marine will, with the understand- 
ing and encouragement of the people of 
the United States, be a potent force in 
the direction of world peace as well as an 
available auxiliary to the Armed Forces, 
that your committee urges the enact- 
ment of this bill .. .” 





McCarran Rejects Plea for Aid on Bill 
To Validate Non-Hearing Examiner Cases 


Says Expense of Hearing and Handling Motor Carrier Application 


Cases Not Heard According to Administrative Procedure Act, 
Estimated as $2,835,000, Is Responsibility of 1.C.C., Not Congress. 


Senator McCarran, of Nevada, 
chairman of the Senate judiciary 
committee, has told Chairman All- 
dredge, of the Commission, that he 
can not accede to a request for aid 
in obtaining enactment, before ad- 
journment, of H. R. 5045, a bill which 
would amend the administrative 
procedure act to make valid motor 
carrier application cases which had 
been heard by non-hearing examin- 
ers prior to April 17, 1951. The corre- 
spondence was released by the sen- 
ator’s office. 


The Commission’s chairman said that 
the Bureau of Motor Carriers had studied 
the cases which might have to be re- 
heard under a Supreme Court decision 
reversing a lower court’s decision in Riss 
& Co., Inc., v. United States, 341 US. 
907. The lower court had held that a 
motor carrier application case did not 
come within the requirements of sections 
of the administrative procedure act re- 
quiring a hearing examiner. Chairman 
Alldredge said the bureau had estimated 
the cost of hearing and handling the 
cases, if they had to be reheard, would 
exceed $2,835,000. 

In reply, Senator McCarran said the 
administrative act was intended to apply 
to the Commission as to any other ad- 
ministrative agency and that, if the 
Commission chose to disregard certain 
provisions of that act, the resulting 
expense was the Commission’s responsi- 
bility and not that of Congress. 

Chairman ‘Alldredge’s letter to Senator 
McCarran follows: 

“In view of the fact that the House 
of Representatives on March 31, 1952, 
passed what is known as the Walter bill, 


H.R. 5045, amending the administrative 
procedure act so as to validate motor 
carrier application cases heard by non- 
hearing examiners prior to April 17, 
1951, we bespeak your cooperation in 
an endeavor to have your committee 
and the Senate consider this bill before 
the adjournment of Congress. 

“The bill, H.R.5045, provides as fol- 
lows: 

““Be it enacted, etc., That section 
10(e), subdivision (B), item (4), of the 
administrative procedure Act (Public 
Law 404, 79th Congress,) is amended to 
read as follows: 

“Without observance of procedure re- 
quired by law, except that no action, 
findings, or conclusions in any proceed- 
ing instituted under the Interstate 
Commerce Act prior to April 17, 1951, 
shall be held unlawful or be set aside 
solely because an officer specified in sec- 
tion 7(a) did not preside at the hearing 
and make an initial or recommended 
decision unless objection thereto is made 
prior to the conclusion of the hearing 
or if the hearing in any such proceed- 
ing was begun but not concluded prior to 
April 17, 1951, and such objection was 
not made prior to the specified date.’ 

“In the Commission’s last Annual Re- 
port to Congress, the Sixty-fifth, dated 
November 1, 1951, the effect of the deci- 
sion in the Riss case was discussed at 
some length at pp. 52-53. Therein the 
Commission attempted to show Congress 
the effect on its work of the decision in 
the Riss case and the need for this legis- 
lation. Since that time our Bureau of 
Motor Carriers has conducted a close 
study of the number of cases which may 
have to be reheard if the validating 
legislation is not passed. It was esti- 
mated by the bureau that the cost of 
hearing and handling the proceedings if 
such cases have to be reheard would 
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exceed $2,835,000. We believe you are 
aware of the necessity of the Commis- 
sion exhausting every avenue to avoid 
such a drain on our appropriations and 
on our personnel. There was no ob- 
jection to the passage of the Walter bill 
in the House and we are not advised as 
to any objection to it at the present 
time. 


“I trust that this request may be con- 
sidered by your committee and after 
such consideration it may be favorably 
reported out and passed by the Senate 
before the adjournment of Congress.” 


Senator McCarran’s Reply 


Following is the letter Senator McCar- 
ran wrote in reply to Chairman All- 
dredge’s letter: 


“This is to acknowledge your letter of 
May 14, in which you seek my coopera- 
tion in securing early enactment of H.R. 
5045, a bill to validate certain motor car- 
rier application proceedings before the 
Commission conducted without compli- 
ance with the hearing examiner pro- 
visions of the administrative procedure 
act. 

“To my way of thinking it is particu- 
larly anomalous that legislaiton should be 
considered to validate action by the Com- 
mission which has been determined by 
the Supreme Court to have been invalid. 
I feel that it would be entirely incon- 
sistent for me to foster ex post facto ap- 
proval for the Commission’s disregard 
of the provisions of the administrative 
procedure act even if the Supreme Court 
had not spoken on this question. Now 
that the Supreme Court has ruled on 
the matter, I am certainly not in accord 
with such proposed legislation as this 
which you ask me to support, nor do I 
‘recognize substantial merit in the argu- 
ment of expediency which is advanced 
in support of H.R. 5045. } 


“You mention in your letter that the 
bill was passed by the House of Repre- 
sentatives without objection, and that 
you know of no objection to it at the 
present time. Permit me to advise you 
of my confirmed objection to the bill, 
upon the deep-seated belief that the ad- 
ministrative procedure act was intended 
to apply to the Interstate Commerce 
Commission as well, and to the same 
extent, as to any other administrative 
agency. That the Commission chose to 
disregard certain provisions of the act, 
upon whatever advice it may have se- 
lected for reliance, does not detract from 
a resulting violation of the intent of 
the act and possible detriment to the 
intended beneficiaries of the act. Con- 
sequential expense to the Government 
that may be entailed in the rectifica- 
tion of the Commission’s error is, and 
must remain, the responsibility of the 
Commission, not the Congress, in my 
view. 

“I believe it is clear, therefore, that I 
cannot accede to your request for assist- 
ance in securing enactment of H.R. 5045.” 





Unloading of Mail From Ships 


With passage of the measure by the 
Senate, Congress has completed action 
on H.R. 7877, a bill relating to the un- 
loading of mail from vessels, and has 
sent it to the President. According to 
the report of the Senate post office and 
civil service committee on the bill, the 


purpose of H.R. 7877 is to revise exist- 
ing law, which presently requires that 
all mail be discharged from vessels ar- 
riving from foreign countries at the 
first port of entry, so that, when de- 
sirable, mail may be carried by the 
vessels to additional ports of call. To 
show that the measure could result in a 
saving of money for the Post Office De- 
partment, the committee said: 


“Recently the Boston postmaster made 
a study showing that during fiscal year 
1951, 248 vessels arrived in Boston with 
1,106 sacks of mail for Boston and 122,- 
672 sacks destined to other offices within 
the United States and countries beyond 
the United States. Practically all of 
these vessels proceeded to New York 
within 24 hours after arrival in Boston. 
If the mail not intended for Boston 
could have been left on the vessel there 
would have been little, if any, time 
lost. It is estimated that the cost for 
the rail transportation of this mail from 
Boston to New York was approximately 
20 cents a bag and that with this legis- 
lation the Post Office Department would 
have saved $24,535.” 





Senate Committee Reports 
Bill Carrying $505 Million 
For Aviation, Road Agencies 


Funds totaling $505.4 million would 
be provided for the Commerce De- 
partment’s aviation agencies and 
Bureau of Public Roads for the fiscal 
year ending June 30, 1953, under rec- 
ommendations made by the Senate 
appropriations committee, June 24, in 
its report on H.R. 7289, the appro- 
priation bill for the State, Justice 
and Commerce Departments for fis- 
cal year 1953. 


The Senate committee proposed no 
changes in the House-approved provi- 
sions of the bill carrying a total of 
$359,000,000 for the Bureau of Public 
Roads. Constituting that total in the 
bill as reported to the Senate are the 
following amounts: Federal-aid high- 
ways, $325,000,000; forest highways, $18,- 
000,000; Inter-American Highway, $1,- 
000,000, and access roads, $15,000,000. The 
total recommended for the roads bureau, 
the report showed, was $70,625,000 below 
the total appropriated for that bureau 
for the current fiscal year and $93,000,000 
below the Budget Bureau’s estimates for 
1953. 

For the Civil Aeronautics Board, inde- 
pendent regulatory agency placed in the 
Commerce Department for “housekeep- 
ing” purposes, the Senate committee rec- 
ommended $3,800,000. That figure, its 
report showed, was the amount the House 
had approved and was $60,000 less than 
the appropriation for the C.A.B. for the 
current fiscal year and $180,000 less than 
the Budget Bureau had requested. 

Compared with a total of $144,349,499 
carried for the Civil Aeronautics Ad- 
ministration in the bill as passed by the 
House, the bill as reported to the Senate 
would provide a total of $142,614,293 for 
the C.A.A. 

Appropriations for the C.A.A. for fiscal 
year 1952 totaled $162,855,337, and the 
Budget Bureau’s requests for that agency 
for the next fiscal year aggregated 
$163,141,499, the committee noted. 

Items recommended for the C.A.A. by 
the Senate committee were: Salaries and 
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expenses, $105,594,000; establishment of 
air navigation facilities, $11,091,499: 
technical development and evaluation, 
$1,162,972; Washington National Air- 
port, $1,350,000 for maintenance and 
operation and $28,000 for construction; 
federal-aid airport program, $19,821,154; 
Alaska airports, maintenance and op- 
eration, $433,594; air navigation develop- 
ment, $1,750,000; transport aircraft de- 
velopment, $1,383,074. 

The Senate committee’s report con- 
tained the following discussion of the 
item for transport aircraft development: 

“The committee considered a budget 
estimate in the amount of $1,400,000 for 
transport aircraft development and rec- 
ommends an appropriation of $1,383,074, 
a reduction of $16,926 under the budget 
estimate. The House denied funds for 
this program. Public Law 867, Eighty- 
first Congress, authorized the Secretary 
of Commerce to promote the develop- 
ment of improved transport aircraft by 
providing temporary government assist- 
ance in the testing and experimental 
modification of aircraft developed by 
the industry and in the operation of such 
aircraft in simulated transport services. 
The funds recommended by the com- 
mittee are to implement this program.” 

Elaborating on its action with respect 
to the “salaries and expenses” item of 
the C.A.A., the committee said that the 
$105,594,000 it recommended under that 
heading represented a _ reduction of 
$876,000 in the House-approved amount. 
It explained that, in arriving at that 
amount, it “exempted” the figures in the 
House bill for three activities in this 
category ($63,721,137 for “operation of 
federal airways, personal services,” $10,- 
298,159 for “aviation safety, personal 
services,” and $1,187,675 for “operation of 
aircraft, personal services”) and applied 
a 10 per cent reduction to the balance of 
the amount requested. 

The bill reported to the Senate con- 
tained provisions limiting the amounts 
that might be spent for “personal serv- 
ices” by the departments and agencies 
named in the bill to 90 per cent of the 
budget requests for that purpose, but 
making this limitation inapplicable to 
certain agencies, including the C.A.A,, 
the C.A.B. and the Bureau of Public 
Roads. 


Senate Committee Approves 
Inquiry Into Needs of I.C.C. 


The Senate committee on rules and 
administration on June 25 ordered favor- 
ably reported S. Res. 332, the resolution 
introduced by Senator Johnson, of Colo- 
rado, proposing an investigation and 
study of the operations and organization 
of the Interstate Commerce Commission 
with a view to promoting “maximum 
efficiency” at the Commission (T.W., 
June 14, p. 69). 

In the resolution as introduced, Sena- 
tor Johnson proposed expenditure of not 
more than $100,000 by the Senate inter- 
state and foreign commerce committee 
(of which he is chairman) or any sub- 
committee thereof, in pursuance of the 
investigation. When he testified before 
the rules committee in support of the 
resolution on June 25, however, he modi- 
fied the request for funds by reducing 
it to $50,000. The rules committee au- 
— the proposed $50,000 expendi- 

ure. 

Senator Johnson’s presentation at the 
rules committee’s hearing was substan- 
tially similar to the one he made in sup- 
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port of the Commission’s appropriation 
estimates for 1953 before the independent 
offices subcommittee of the Senate ap- 
propriations committee (T.W., May 17, p. 
74). 


Defense Production Bill, 
Easing Control Over Rates 


Of Carriers, Near Passage 


Having considered and amended 
the bill several days earlier while in 
session as “the Committee of the 
Whole,” the House on June 25 re- 
sumed consideration of H.R. 8210, the 
bill to amend and extend the defense 
production act that had been re- 
ported to it by its banking and cur- 
rency committee. 


Similar legislation (S. 2594), including 
revision of the language in the existing 
defense production law covering exemp- 
tion of common carrier rates and charges 
from price control, had been passed 
earlier by the Senate (T.W., June 7, p. 
62). 


The defense production legislation 
carries the authority under which emer- 
gency agencies such as the Defense 
Transport Administration have been 
created. It also contains the authority 
for allocation of “short-supply” metals 
such as steel for various construction 
purposes, including construction of 
transportation equipment. 


As reported by the House banking and 
currency committee, H.R. 8210 would re- 
peal a provision of the defense produc- 
tion act under which common carriers 
and public utilities are required to give 
the Office of Price Stabilization 30 days’ 
advance notice of an increase in charges 
for property or services sold for resale 
to the public. 

The House committee directed criti- 
cism against the Office of Price Stabili- 
zation for intervening in rate cases be- 
fore regulatory bodies despite denial of 
authority by Congress for such interven- 
tion by the O.P.S. The text of the com- 
mittee’s discussion of provisions of H.R. 
8210 relating to common carriers and 
public utilities, in the report on the bill, 
follows: 

“Section 402 (e) (v) of the act 
presently exempts from _ price-control 
rates charged: by any common carrier 
or other public utility. The committee 
would include in this exemption marine 
terminals which are subject to the ship- 
ping act of 1916. It is the understanding 
of the committee that publicly owned 
marine terminals have been administra- 
tively decontrolled by the Office of Price 
Stabilization. In many areas privately 
owned marine terminals have entered 
into agreements which cover publicly 
owned marine terminals to the effect 
that uniform rates would be charged by 
both publicly and privately owned ter- 
minals. In view of the fact that such 
agreements exist and also the fact that 
the charges levied by privately owned 
marine terminals are subject to review 
by the Maritime Commission, this com- 
mittee is of the opinion that the status 
of the privately owned marine terminals 
Soould be the same as publicly owned 
terminals. 

‘Section 402 (e) (v) now provides that 
aiter any price or wage stabilization 
order has been promulgated under title 
IV, no common carrier or public utility 


shall make any increase in its charges 
for property or services sold for resale 
to the public unless it first gives 30 
days notice to the President, or such 
agency as he may designate, and con- 
sents to the timely intervention by such 
agency before the federal, state, or mu- 
nicipal authority having jurisdiction 
concerning such increase. Section 105 
(a) of the bill would repeal this provi- 
sion. 

“Your committee wishes to take this 
opportunity to reemphasize the fact that 
where the Congress has refused to grant 
statutory authority to the price control 
agency to intervene in any proposed 
rate increase affecting common carriers 
or other public utility before any fed- 
eral, state, or municipal regulatory au- 
thority having jurisdiction to consider 
such an increase, that such refusal to 
grant a statutory right of intervention 
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meant that the Congress did not deem 
it adivsable for the agency to so in- 
tervene under any circumstances. The 
attention of your committee has been 
brought to many cases in which the Of- 
fice of Price Stabilization has intervened 
before rate making regulatory bodies 
notwithstanding the fact that statutory 
authority to so intervene had been de- 
nied by the Congress. The committee 
desires this practice to cease.” 

The bill reported to the House would 
extend all titles of the defense produc- 
tion act for one year, except title VI, 
dealing with control of consumer and 
real estate credit, which would be re- 
pealed. 





Senate Votes Down Proposals to Reduce 
River-Harbor and Flood-Control Funds 


Army Civil Functions Appropriation Measure for Fiscal Year 1953, 
Carrying Total of $277 Million for Projects to Construct, Improve 
And Maintain Harbors and Waterways, Sert to Conference Committee. 


Senator Douglas, of Illinois, and 
other economy advocates were un- 
successful in attempts to obtain Sen- 
ate approval of cuts in proposed ap- 
propriations for river - and - harbor 
and flood-control work as the Senate 
passed and sent to a conference com- 
mittee the Army civil functions ap- 
propriation bill for the fiscal year 
ending June 30, 1953. 


In the course of its consideration of 
the bill, H.R. 7268, the Senate voted a 
total of $277,135,600 for the Army en- 
gineers’ river-harbor activities, as 
against $187,450,000 voted by the House 
for such activities. For flood-control 
projects; the Senate voted approximately 
$295,500,000, compared with $221,232,400 
approved by the House for such projects. 

Senator Douglas offered amendments 
to reduce by $100 million the amount 
recommended by the Senate appropria- 
tions committee for construction and 
maintenance of rivers and harbors, so as 
to make it $177,135,600;. to reduce by 
$50 million the amount recommended 
for flood control projects, so as to make 
it $244,077,200; and to provide for imposi- 
tion of user charges on inland water- 
way users, such charges to yield revenue 
estimated at $35 million a year. He also 
proposed amendment of the flood-con- 
trol part of the bill so as to require local 
beneficiaries of flood-control projects 
to share the costs of such projects. All 
his proposals went into discard, either 
because they were voted down or be- 
cause they were held “out of order.” 


‘Justifications’ for Cuts 


With respect to river-harbor projects, 
Senator Douglas proposed reductions in 
the amounts recommended by the Sen- 
ate appropriations committee for 13 
named projects, in addition to a cut of 
$8.2 million in the amount proposed to 
be spent for river-harbor operation and 
maintenance and in addition to “mis- 
cellaneous” cuts totaling $21 million. 


Senator Douglas submitted a short state- 
ment to justify the reduction he pro- 
posed as to each of the 13 projects he 
identified by name. 

Typical of the “justifications” for re- 
ductions that he proposed was his state- 
ment concerning a project for improve- 
ment of the harbor at Cleveland, O. He 
said that the total cost of that project 
would be $25.3 million; that, to date, 
$11.2 million had been allotted to that 
project; that the Budget Bureau re- 
quested $6 million for work on the 
Cleveland Harbor project in fiscal year 
1953; that the House approved $3 mil- 
lion, while the Senate approved the full 
$6 million requested, and that his 
amendment would eliminate the $6 mil- 
lion for 1953. 

“This is a project to improve naviga- 
tion facilities,’ Senator Douglas said. 
“Nearly 80 per cent of the benefits will 
go to three steel companies: Jones & 
Laughlin, Republic, and American Wire 
& Cable. Eighty per cent of tonnage 
consists of iron ore and steel products. 
Actually, all benefits would accrue to 
these companies, since the ore boats are 
the only ones which need the facilities. 
These companies pay no contributions. 


Replacement of Bridges 


“The project would make navigation 
easier and permit bigger ore boats to use 
the facilities. Funds for this project will 
go for the replacement of bridges. Pro- 
duction has not been held up. If the 
project is to be carried out, these private 
companies which benefit should share 
the cost. For now, it can be postponed.” 

Senator Douglas’ amendment to reduce 
the total for river-harbor work by $100 
million was defeated when, on a roll call 
vote, 56 senators voted against it and 
only 22 voted for it. The other amend- 
ments he offered were rejected, on points 
of order, and motions by Senator Douglas 
to suspend the Senate rules and adopt 
the amendments were also defeated. 

The Senate also voted down, 38 to 37, 
an amendment proposed by Senator 
Ferguson, of Michigan, to reduce by $12,- 
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828,100 the funds proposed to be appro- 
priated for river-harbor improvements. 
It also rejected, by 44 “nays” to 30 
“yeas,” a Ferguson amendment to re- 
duce by $11,976,700 the amount pro- 
posed to be appropriated for flood-con- 
trol work. An amendment proposed by 
Senator Gillette, of Iowa, to increase 
the river-harbor appropriation by $8,- 
000,000 so as to provide for returning 
the Missouri River at Decatur, Neb., to 
its “natural, normal channel” so as to 
make useful a bridge, “costing several 
million dollars,’ that now stands over 
dry land, unused, and with no ap- 
proaches, was voted down, by 24 “yeas” 
to 48 “nays.” The Senate defeated a 
motion by Senator Bridges, of New 
Hampshire, to recommit the bill to the 
Senate appropriations committee with 
instructions to report the bill back with 
the amounts reduced by 10 per cent. 
Twenty-seven senators voted for the 
Bridges motion and 50 voted against it. 

When he called the Army civil func- 
tions appropriation bill up for consid- 
eration by the Senate, Chairman Mc- 
Kellar, of the Senate appropriations 
committee, obtained unanimous consent 
to have printed in the Congressional 
Record the text of a letter, dated June 
12, 1952, that he had received from 
Brigadier General C. H. Chorpening, as- 
sistant chief of engineers for civil works 
of the U.S. Army. General Chorpening’s 
letter included the following: 


Expenditures for 128 Years 


“The total appropriations during the 
past 128 years (since 1824) for naviga- 
tion, flood control and related improve- 
ments have amounted to $8,000,000,000, 
including $680,900,000 in the approved 
Bureau of the Budget estimate for fiscal 
year 1953. This total appropriation has 
been utilized (or allocated insofar as 
the amount for fiscal year 1953 is con- 
cerned) as follows: 

“Rivers and harbors: New work (con- 
struction), $2,410,300,000; maintenance 
and operation, $1,342,700,000; miscellane- 
ous and surveys, $276,900,000; total, $4,- 
029,900,000. 

“Flood control: New work (construc- 
tion), $3,500,700,000; maintenance and 
operation, $233,600,000; miscellaneous 
and surveys, $244,800,000; total, $3,979,- 
100,000. 

“Grand total, river and harbor and 
flood control projects, $8,009,000,000. 

“Of the total appropriations for rivers 
and harbors, about half has been for 
seacoast and Great Lakes harbors and 
channels and the remainder has been 
used for inland and intracoastal water- 
ways. 


Increase of Port Traffic 


“These relatively small appropriations 
over a century and a quarter have per- 
mitted the improvement of 417 com- 
mercial ports (286 coastal and 131 Great 
Lakes), as well as the provision of a 
number of harbors for refuge and for 
small fishing and recreational craft. 
These harbors and channels have been 
improved progressively to meet the needs 
of maritime and lake commerce to pro- 
vide this country with the best port fa- 
cilities available to any nation in the 
world. Cargo handled at these ports has 
risen from about 463,000,000 tons in 1929 
to 630,000,000 tons in 1950. These facili- 
ties have proved their essentiality as 
basic elements of our economic and in- 


dustrial structure, and in our ability to 
wage war or aid the nations associated 
with us in keeping the peace. 

“The federally improved inland and 
intracoastal waterways, exclusive of the 
Great Lakes channels, aggregate some 
27,000 miles in length. However, about 
80 per cent of the commerce is carried 
on some 15 major waterways, which have 
also received about 80 per cent of the fed- 
eral expenditure for this purpose. Total 
traffic moving on the improved inland 
waterways has shown a tremendous in- 
crease from §8,600,000,000 ton-miles in 
1929 to 51,700,000,000 ton-miles in 1950, 
an increase of about 500 per cent in the 
22-year period. 


Waterways ‘Paying Off’ 

“In terms of transportation savings to 
shippers and receivers of cargo, these 
waterways are currently paying off at a 
rate of well over $2 for every dollar of 
federal cost. Moreover, during World 
War II these waterways proved their 
value to the national defense by provid- 
ing protected routes for bulk movement 
of petroleum and other basic materials, 
thus relieving the overburdened railroads 
to accommodate faster-moving traffic. In 
addition, more than 4,000 landing craft 
and small war ships were built along in- 
land waterways and floated to the sea via 
federally improved channels... .” 

Senator McKellar, speaking in support 
of the Army civil functions appropriation 
bill, made the argument that there was 
no good reason for refusing to appropri- 
ate ample funds for river-and-harbor 
and flood-control work in the United 
States when billions of dollars had been 
appropriated for expenditure abroad in 
the foreign-aid program. 

Direct appropriations for development 
of power, water, and soil resources of 
foreign countries, with Economic Co- 
operation Administration funds, in the 
fiscal year ended June 30, 1951, he said, 
had amounted to $244,575,000. In addi- 
tion, he continued, “almost $4,000,000,000 
has been set aside in a drawing account, 
called counterpart funds, for such proj- 
ects.” 

“Not only are we spending these enor- 
mous sums of money in foreign countries, 
but we are spending them without limita- 
tion,” said Senator McKellar. 

“. . We are making vast gifts to for- 
eign governments; but while we are mak- 
ing those gifts, we are cheese-paring on 
every United States project...” 

Senator McKellar mentioned power 
projects that would be financed by the 
bill as reported to the Senate. He said 
the federal budget could be balanced 
either by reducing expenditures or by 
increasing revenues. He contended that 
H.R. 7268, “the bill before the Senate,” 
would accomplish an increase in revenues 
and should be passed. 

Senator Bridges said that the bill 
as reported showed an increase of 35.4 
per cent over the total amount approved 
by the House. That, he said, was “far 
in excess of any increase over House 
figures which we have voted on other 
bills.” 

In the course of a speech he made 
to support his proposal to reduce the 
river-harbor total by $100 million, Sena- 
tor Douglas said that a project for bank 
stabilization and channel rectification 
of the upper Missouri River, from Kan- 
sas City to Sioux City, Ia., was going to 
be “an example of throwing money down 
a drain-pipe.” 

“Tt cost the government $116,000,000 
to construct the 9-foot channel from St. 
Louis to Kansas City,” he said. “Four 
lines of railway could have been built 
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between St. Louis and Kansas City ior 
the same amount, and the freight could 
have been carried free for the cost of 
this waterway. In the last year of 
which I have record, there was moved 
only approximately 800,000 tons of 
freight, of which more than half was 
sand and gravel used by the government 
in the repair of the river and in the 
construction of the works along the 
river. This is like the island in the 
Orkneys, whose inhabitants were said to 
make a very respectable living by taking 
in each other’s washing. The chief busi- 
ness on the Missouri River consists of 
the boats of the Army engineers, carry- 
ing sand and gravel for their work. 

“On the upper Missouri the conditions 
are even worse. I have before me the 
figures for the calendar year 1950. Total 
traffic from Kansas City to Sioux City 
was 869,000 tons, 181,000 tons of which 
was commercial traffic and 636,000 tons 
government traffic...” 

Explaining provisions of his amend- 
ment calling for imposition of user 
charges to recover some of the govern- 
ment expenditures for waterway im- 
provements, Senator Douglas said that a 
proposal similar to his had been offered 
in the form of a bill, by Senators Bricker, 
of Ohio, Capehart, of Indiana, and 
O’Conor, of Maryland, (T.W., March 1, 
p. 61). 

Under the Capehart-Bricker-O’Connor 
bill, said Senator Douglas, the charges 
that commercial waterway users would 
pay would meet not only operating costs 
but also interest on investment and 
amortization. 

“My amendment,” he continued, “is 
not so stringent since, in the setting of 
rates, reasonable allowances for interest 
on the investment and its amortization 
over a reasonable period are not required. 
But my amendment would require the 
setting of rates to reflect costs of opera- 
tion and maintenance. 

“The user charges would be based on 
operation costs. These would net pos- 
sibly $35,000,000 a year to the federal 
government and would put the use of our 
waterways on a basis similar to that we 
were recommending in the case of the 
St. Lawrence seaway except that we 
would be less stringent.” 


Suggestion by Senator Long 


Senator Long, of Louisiana, inquired 
why Senator Douglas excepted the Great 
Lakes from his user-charge proposal. 
He suggested that the toll charge be 
“tried” on the Great Lakes first, so that 
it could be seen “how the program 
works.” 

“The Great Lakes have not been im- 
proved,” said Senator Douglas. “Certain 
harbors on the Great Lakes have been 
improved. The operating costs of those 
harbors probably should be charged 
against the traffic .. .” 

Senator Case, of South Dakota, as- 
serted that the Douglas user-charge 
proposal posed “an entirely new approach 
to the problem dealing with waterways 
and authorizations for them.” He averred 
that the amendment was “clearly legis- 
lation,” adding that it was “certainly 4 
subject that should not be considered at 
this time of the evening, under a limita- 
tion of debate of 15 minutes,” and that, 
in any event, “there should be hearings 
on a matter of such importance as this, 
and the country as a whole should be 
placed on notice.” 


Air Subsidy Separation 


After many weeks of deliberation i0 
intermittent executive sessions, the 








June 


House 
comm 
repor 
bill p 
of <"e 
riers 
of sul 
nomic 
maint 
syster 
ent al 
dome: 
of th 
tional 


Sent 
Of s 


Tow 


Ins 


» Comr 


gress: 
“unfé 
of ce 
US.-! 
taine 
150) 
sent | 


The 
favoré 
state 
by Se 
The t 
insert 
Senati 
assert 
dulgec 
by po! 
ing ir 
Likew 
practi 
dama; 
in tho 
experi 
pean | 

In t 
it was 
of all 
crimir 
flag s 
throu; 
not li 
trols; 
export 
prefer 
port ¢ 
high | 
non-n 
inequi 

The 
of the 
and si 

“Re 
Repre 
Ameri 
the D 
of Ci 
Board 
execu 
dictio 
merce 
Sively 
or dis 
eign 
shall 
one yi 
this | 
theres 
cempl 
Ql) y 
practi 
anc ] 
which 





DRLD 


ior 
uld 
, of 
of 
ved 
of 
was 
lent 
the 
the 
the 
1 to 
“ing 
usi- 
; of 
‘ry- 


ions 

the 
otal 
sity 
Lich 
ons 


nd- 
ser 
m- 
im- 
ut a 
red 
Ker, 
and 
i = 


nor 
rgzes 
uld 
osts 
and 


“is 
y of 
rest 
tion 
red. 
the 
ra- 


on 
)0S- 
eral 
our 
we 
the 
we 


ired 
reat 
sal. 

be 
hat 


im- 
ain 
een 
10Se 
ged 


as- 

irge 
ach 
‘ays 
‘red 
gis- 
y a 
1 at 
ita- 
hat, 
ngs 
his, 
be 


» in 
the 





June 28, 1952 


House interstate and foreign commerce 
committee on June 24 ordered favorably 
reported a rewritten version of S. 436, a 
bill providing for separate identification 
of “earned” compensation of air car- 
riers for transportation of air mail and 
of subsidies needed, “under honest, eco- 
nomical, and efficient management,” to 
maintain the services of air transport 
systems “properly adapted to the pres- 
ent and future needs of the foreign and 
domestic commerce of the United States, 
of the postal service, and of the na- 
tional defense.” 





Senate Attacks ‘Unfairness’ 
Of Some Foreign Nations 


Toward U.S.-Flag Ships 
Instructions to the U.S. State and 


» Commerce Departments to make ag- 


gressive efforts to obtain removal of 
“unfair and discriminatory practices” 
of certain foreign countries toward 
US.-flag merchant ships are con- 
tained in a joint resolution (S. J. Res. 
150) that the Senate has passed and 
sent to the House. 


The joint resolution had been reported 
favorably to the Senate from its inter- 
state and foreign commerce committee 
by Senator Magnuson, of Washington. 
The text of the committee report was 
inserted in the Congressional Record by 
Senator Magnuson. In the report it was 
asserted that discriminatory practices in- 
dulged in against American-flag vessels 
by ports of Argentina were “most damag- 
ing in character” to U.S.-flag shipping. 
Likewise, it was asserted, discriminatory 
practices of Brazilian ports had had 
damaging effect on American shipping 
in those ports. Difficulties also had been 
experienced by U.S.-flag ships in Euro- 
pean ports, according to the report. 

In the preamble of the joint resolution 
it was said that “certain foreign nations 
of all continents are engaging in dis- 
criminatory practices against American- 
flag ships and other non-national ships 
through various means including, but 
not limited to, currency-exchange con- 
trols; controlled routing of commercial 
export and import cargoes; berthing 
preferences for. national ships; higher 
port charges for non-national ships and 
high consular fees for cargo moving on 
non-national ships, and various other 
inequitable charges and conditions.” 

The text of the resolution, exclusive 
of the preamble, as passed by the Senate 
and sent to the House, follows: 

“Resolved by the Senate and House of 
Representatives of the United States of 
America in Congress assembled, That (a) 
the Department of State, the Department 
of Commerce including the Maritime 
Board and Administration, and all other 
executive agencies having any juris- 
diction with respect to the foreign com- 
merce of the United States shall aggres- 
Sively seek the removal of such unfair 
or discriminatory practices of any for- 
eign country; and (b) the President 
shall transmit to the Congress, within 
one year after the date of enactment of 
this joint resolution and semiannually 
thereafter, a report containing full and 
ccmplete information upon the questions 
GQ) whether any such discriminatory 
practices still exist; (2) the character 
anc. Nationality thereof; (3) the steps 
Which have been taken to eliminate 


them; and (4) the nature of any further 
steps deemed necessary to obtain fair 
and equitable treatment in foreign ports 
for, American-flag shipping, including 
such recommendations for additional 
legislation as may be considered neces- 
sary for such purpose.” 


Funds for Alaska Railroad 
Recommended; Congress 


Gets Report on Its Operations 


Items in the Interior Department 
appropriation bill for fiscal year 1953 
(H. R. 7176) as reported June 24 by 
the Senate appropriations committee 
included one for $3,906,000 for con- 
struction work on the Alaska Rail- 
road. The committee did not change 
that figure in the bill as passed by 
the House. 


A provision of the bill dealing with 
the Alaska Railroad revolving fund is 
worded as follows: 


“The Alaska Railroad Revolving Fund 
shall continue available until expended 
for the work authorized by law, including 
operation of facilities under the jurisdic- 
tion of the railroad in Mount McKinley 
National Park, operation and mainte- 
nance of oceangoing or coastwise vessels 
by ownership, charter, or arrangement 
with other branches of the government 
service, for the purpose of providing 
additional facilities for transportation 
of freight, passengers, or mail, when 
deemed necessary for the benefit and 
development of industries or travel in 
the area served; and payment of com- 
pensation and expenses as authorized 
by section 42 of the act of Septem- 
ber 7, 1916 (5 U.S.C. 793), to be reim- 
bursed as therein provided; Provided, 
That no one other than the general 
manager of the railroad, and one assist- 
ant general manager at not to exceed 
$14,000 per annum, shall be paid an 
annual salary out of said fund of more 
than $12,000.” 


Action by the Senate committee on 
the Alaska Railroad appropiration was 
taken shortly after copies of a printed 
report of the General Accounting Office 
entitled, “Report on Survey and Review 
of the Operations of the Alaska Railroad 
for the Period December 1951” had be- 
come available at the Capitol. 


In a letter to Comptroller General 
Warren, covering eight pages of the 51- 
page report, Stephen B. Ives, associate 
director of audits of the G.A.O., there 
was a recommendation, among others, 
that the Alaska Railroad “should be 
managed, operated and financed with 
the policy and objective of being self- 
sustaining as far as practicable. The 
letter contained considerable criticism 
of accounting practices employed on the 
railroad. Mr. Ives said Congress should 
require the railroad to fix tariffs to cover 
as nearly as practicable all costs includ- 
ing depreciation and a fair rate of return 
on the government’s investment. 

“The net equity of the United States 
government (in the Alaska Railroad) at 
June 30, 1951,” he wrote, “was $110,033,- 
502, represented by $147,293,782 contri- 
buted by appropriations, allotments from 
other agencies, etc., and $37,260,280 de- 
ducted for amounts classified as non- 
capital rehabilitation costs ($24,414,251), 
depreciation—prior years— not provided 


in earned surplus ($12,233,276), and ac- 
cumulated deficit ($612,753).” 

The report is identified as House 
Document No. 415, Eighty-second Con- 
gress, Second session. 





Rep. Crosser Proposes 
Mahaffie Act Amendment 


Chairman Crosser, of the House inter- 
state and foreign commerce committee, 
has introduced H.R. 8347, a bill to amend 
section 20b (the Mahaffie act) of the 
interstate commerce act for the purpose, 
according to its title, of expediting and 
facilitating the termination of railroad 
reorganization proceedings under section 
77 of the bankruptcy act. 


Erroneously the bill as introduced 
would amend “section 20(b) (13)” instead 
of section 20b(13). There is no “section 
20(b) (13)” in the act. H.R. 8347 would 
insert after the second sentence of sec- 
tion 20b(13) the following: 


“Such assurances shall not be required, 
however, and such permission shall be 
granted, in any section 77 proceeding if 
the average annual earnings of the car- 
rier aavilable for payment of its fixed 
charges shall have exceeded such fixed 
charges by at least 50 per centum during 
the ten calendar or fiscal years ending 
last before the filing of such applica- 
tion.” 





Transport of Ore on Lakes 


President Truman has signed S. 2748, 
an act authorizing vessels of Canadian 
registry to transport iron ore between 
United States ports on the Great Lakes 
in 1952 (T.W., June 21, p. 72). 


LABOR NEWS 
ne 


Active U.S. Shipping Fleet 


Shrinks, Seamen Lose Jobs 


As the Labor Department made public 
a report by the Bureau of Labor Statis- 
tics entitled, “Employment Outlook in 
the Merchant Marine,” Secretary of 
Labor Tobin said that a reduction of 
15,000 jobs for seamen probably would 
result from “the government’s current 
withdrawal of about 375 merchant ships 
from active service.” 

“Increasing world-wide competition for 
available cargo and decreasing foreign 
aid and military shipments have been 
responsible for withdrawal of the ships,” 
Secretary Tobin said. “The decision to 
withdraw the ships was announced early 
last spring. More than half of them 
have already returned to American ports 
for layup, and the balance are expected 
to return by July. ... Between June, 
1950, and March, 1952, the rise in the 
number of seamen from 75,000 to 105,- 
000 absorbed most of the reserve force 
of seamen.... 

“In the long run, unless there is a 
major change in the world shipping sit- 
uation, such as might be caused by a 
war, employment in the merchant ma- 
rine is expected to decline substantially 
from the 1951 level.... But there will 
still be jobs for experienced sea- 
mes 
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1.C.C. Bureau Adds fo Its 


Statement on Rate Rises 


The Commission has issued two pages 
prepared by its Bureau of Traffic show- 
ing further freight rate increases made 
effective generally on May 2, 1952, pur- 
suant to findings in Ex Parte 175, In- 
creased Freight Rates, 1951, 284 I.C.C. 
589. It said the material was issued as 
information not considered or adopted 
by the Commission. 


A notice attached to the pages said: 

“The Bureau of Traffic prepared a 
statement dated April, 1948, consisting 
of twenty pages, covering ‘General Rail 
and Rail-Water Freight Rate Changes 
Made During the Period October, 1914, to 
April, 1948, Inclusive.’ This statement 
was amended in January, 1949, by the 
addition of pages 21 and 22 showing the 
increases made effective August 21, 1948, 
pursuant to the findings in the final re- 
port in Ex Parte No. 166, 270 I.C.C. 403, 
in March, 1950, by the addition of pages 
23 and 24 showing the interim increases 
made effective January 11, 1949, and the 
final increases effective September 1, 
1949, pursuant to the findings in Ex 
Parte No. 168, 272 I.C.C. 695 and 276 
I.C.C. 9, and in October, 1951, by the 
addition of pages 25, 26 and 27 showing 
the interim increases made effective 
generally on April 4, 1951, and on August 
28, 1951, pursuant to the findings in Ex 
Parte No. 175, 280 I.C.C. 179 and 281 
I.C.C. 557. 

“Pages 28 and 29, attached hereto, 
showing the further increases made ef- 
fective generally on May 2, 1952, pursuant 
to the findings in Ex Parte No. 175, 284 
I.C.C. 589, are additional pages to the 
above-entitled statement.” 


Freight Car Supply Report 


U.S. railroads reported an average 
daily surplus of 37,701 freight cars and 
an average daily shortage of 1,696 
freight cars for the week ended June 14 
as compared with a surplus of 33,293 
cars and a shortage of 1,911 cars for 
the week ended June 7, according to 
the car service division of the Associa- 
tion of American Railroads. 

The surplus for the latest period con- 
sisted of 20,552 plain box, 172 auto box, 
4,850 gondola, 2,119 hopper (includes 3 
covered), 2,508 stock, 12 flat, 7,124 re- 
frigerator, and 364 miscellaneous cars. 
The shortage for that week was made 
up of 737 plain box, 277 gondola, 326 
hopper (includes 17 covered), 340 flat, 
7 refrigerator, and 9 miscellaneous. Re- 
ports of the carriers showed no shortage 
of auto box or stock cars. 


Chicago Package Car Service 


Of the 16,196 railroad package cars 
forwarded from Chicago in April on 
which reports were received, 11,964, or 
73.8 per cent, received on-time place- 
ment at destination, A. H. Schwietert, 


traffic director, Chicago Association of 
Commerce and Industry, reported. 

Of the remaining cars, 2,892, or 178 
per cent, were one day late; 514, or 31 
per cent, two days late; 472, or 2.9 per 
cent, three days late; 199, or 1.2 per 
cent, four days late, and 155, or 0.9 per 
cent, five or more days late. 

In the first four months of 1952, of the 
44,017 package cars forwarded from Chi- 
cago on which reports were received, 
71.9 per cent received on-time place- 
ment, compared with an on-time ratio 
of 60.8 per cent in the first four months 
of 1951. 


Canadian Freight Loadings 
Totaled 80,780 Cars in 
7-Day Period Ended June 14 


Revenue railroad freight loadings 
in Canada totaled 80,780 cars in the 
seven-day period ended June 14 (the 
twenty-second period on the new 
basis of carloading reporting) as 
compared with 83,391 cars in the 
previous week ended June 7, or a 
decrease of 2,611 cars according to 
the Domination Bureau of Statistics, 


Ottawa, Canada. 

The Queen’s birthday was celebrated 
on June 9 and affected loadings to some 
degree, said the bureau, adding, how- 
ever, that receipts from connections im- 
proved to 31,682 cars from 30,812 one 
week earlier. 

“Eastern division loadings during the 
period under review amounted to 52,899 
cars against 54,606 in the preceding week 
while western volume declined 904 cars 
to 27,881 cars in the same comparison,” 
said the bureau. “Cumulative total load- 
ings at 1,827,870 cars for the 22 periods 
are running slightly under 1951. Crop 
prospects are currently good assuring a 
heavy grain movement this year, cou- 
pled with stocks to be moved in the 
interim to harvest time. 

“Available comparisons with the simi- 
lar period of 1951 show increased load- 
ings of grain, fresh meats, coke, non- 
ferrous metals, building materials, 1ogs, 
implements, and automobiles. Ores and 
concentrates were nearly maintained but 
sizable decreases were indicated in vege- 
tables, livestock, coal, other mine prod- 
ucts, pulpwood, crude oil, iron and steel, 
woodpulp and paper, miscellaneous man- 
ufactures and l.c.l. freight. 

“Carloadings in the United States are 
being seriously reduced by the steel 
strike, the latest week standing 16 per 
cent under 1951 and 14 per cent under 
the same period of 1950; while cumula- 
tive loadings in the states are nearly 
5 per cent below the corresponding weeks 
of last year.” 


Rail Employment 


Employes of Class I steam railways, 
excluding switching and terminal com- 
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1g a Incorporating the latest electrical pushbutton control system, the new installation will save 
the hours in movement of manifest freight trains, will provide smooth handling in classification of 
a traffic, will cut time in transit and thereby strengthen your competitive potential. 

ef This new classification yard is just one of a continuing series of improvements and better- 
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F. C. HOGUE, Vice-President, Traffic 
ays, Denver & Rio Grande Western Railroad 
om Rio Grande Bidg., 1531 Stout St., Denver, Colo. 
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The comfortable way to see the most colorful 
part of America—really see it—is on the 
Santa Fe. Five great trains each day between 
Chicago, Kansas City and California, through 
the Southwest Indian country. Every Santa Fe 
train (serving Fred Harvey food, of course) is 
planned, equipped and staffed to make your 
trip such fun you hate to have it end. 


Super Chief 


Chief 

El Capitan 

Grand Canyon 
California Limited 


...also the Texas Chief, Chicago - Texas 
Kansas City Chief, Chicago-Kansas City 


be sure to see 
Grand Canyon 


Daily Santa Fe service takes 
you right to the South Rim 


R. T. Anderson, General Passenger Traffic Manager 
Santa Fe System Lines, Chicago 4, Illinois 





June 


panie 


May, 
pared 
incre: 
year, 
comp 
sion’s 
and § 
ment 
Exe 


along, 
servat 

“WI 
gether 
roads, 
tariffs 
missio 
bentui 
“But, - 
impor 
@ carr 
locom 
and t 
ment | 
my oT 
pie--t) 


ORLD 





June 28, 1952 


panies, totaled 1,242,620 at the middle of 
May, a decrease of 3.68 per cent com- 
pared with May of last year, and an 
increase of 1.04 per cent over April this 
year, according to a rail employment 
compilation prepared by the Commis- 
sion’s Bureau of Transport Economics 
and Statistics. The May, 1952, employ- 
ment was reported as follows: 
Executives, officials and staff assist- 


ants, 15,669; professional, clerical and 
general, 208,611; maintenance of way 
and structures, 254,179; maintenance of 
equipment and stores, 350,200; transpor- 
tation (other than train, engine, and 
yard), 142,312; transportation (yardmas- 
ters, switchtenders, and hostlers), 16,203; 
and transportation (train and engine 
service), 255,446. 


TRANSPORT MISCELLANY 





Production and Transport 
| Called ‘Partnership’ by 


Spencer in Traffic Talk 


The business of production and 
transportation is like a “three-legged 
potato sack race” according to Ken- 
neth A. Spencer, president of the 
Spencer Chemical Co., Kansas City, 
Mo. 


In a recent address before the Traffic 
Club of Kansas City, Inc., Mr. Spencer 
said “neither partner of the team can 
win unless both run together.” 


“To win the favor of our common boss 
—the consumer—we must in this com- 
petitive world produce good products at 
the lowest possible cost and deliver these 
products to the consuming public, when 
and where it wants them, at a competi- 
tive price it can afford to pay,” said he. 
“If the delivered product meets competi- 
tion and gains favor, then the producer 
and the carrier can expect a fair return 
for the service rendered, and we prosper 
together. When a customer of ours buys 
a ton of fertilizer in Florida, or a ton of 
coal in Minneapolis, he pays for that 
commodity on a delivered basis and dif- 
ferentiates little between the cost of pro- 
duction and the cost of transportation. 


“Therefore, as a producer of tonnage 
materials, I am interested in efficient 
transportation that will deliver our com- 
modities to the ultimate consumer on 
time and at a cost that will permit our 
commodities to compete at destination 
with any other competitive commodity 
delivered by any other form of transpor- 
tation. Yes, I believe that this business 
of production and transportation is truly 
a partnership.” 

Mr. Spencer said he was in no position 
to preach to representatives of the trans- 
portation business, but as the shipper 
member of this team “I want to pass 
along, for better or for worse, a few ob- 
servations.” 

“Whenever a group like this gets to- 
gether, we hear a lot of talk about rail- 
roads, truck lines, pipe lines, air lines, 
tarifis, the Interstate Commerce Com- 
mission, the brotherhood unions, de- 
benture bonds and what not,” said he. 
“But, I ask you frankly, what is the most 
important single element of what we call 
a carrier? It’s certainly not just a lot of 
locomotives, box cars, trucks, airplanes 
anc traffic claims. The important ele- 
ment of any system of transportation, in 
my opinion, is and always will be peo- 
pie~--the men and women who manage 


and operate the physical equipment. The 
people who cause the system to operate 
efficiently, on schedule and perform a 
useful function in the transportation 
world as we know it today. People make 
the carrier—it is the people who make 
the difference between a good carrier and 
a bad carrier * * * 

“As a partner in this overall business, 
I am frank to make the observation that 
there have been, in the case of the 
transportation system, some signs of 
growing tired. Individual initiative has, 
in some quarters, succumbed to regimen- 
tation, regulations and red-tape which, 
if allowed to grow in accordance with the 
hopes and aspirations of some of the 
bright young planners in Washington 
and elsewhere in our federal and state 
governments, will strangle the fresh and 
virile forces of competition and will lead 
straight to a system of nationalization, 
and then socialism, in this country. 


Laxity of Carrier Management 


“T recognize the limitations that have 
been placed upon the railroads, truck 
lines, airlines and pipe lines of this coun- 
try. This, in my judgment, is not good. 
The thing I am concerned about is how 
many of these regulations and limita- 
tions were brought about by a laxity on 
the part of the management of the car- 
riers who found it easier to hide behind 
the regulations than to get out in front 
and meet a competitive situation head- 
on. Certainly, the continued growth and 
prosperity of our nation and the preser- 
vation of our Democratic system require 
that many of these regulations be abol- 
ished and that responsibility and author- 
ity for the management and operation of 
the carriers be restored to the managers 
who have earned their positions and 
have been selected by the owners. The 
center of authority must not continue 
to gravitate in the direction of the articu- 


late minority groups who control our. 


powerful trade unions and Federal Bu- 
reaucracy. 

“T realize that we in this room cannot 
change a national pattern overnight, but 
there is an opportunity to help in a 
movement in that general direction— 
certainly there is an opportunity to work 
as efficiently as possible within the pres- 
ent regulations and restrictions. 

“In my judgment, if you in the trans- 
portation systems are going to improve 
your individual positions—do a good job 
for the company you represent—and 
serve the public better—you could start 
by learning more about your customer’s 
business, his present and new products, 
new uses for his products, his plants and 
facilities, and his plans for expansion. 
You can help your customer, the shipper, 
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solve his individual problems. When you 
have done this, you have every right to 
ask for his business. 

“When we develop a new commodity 
that must move into a new consuming 
area and need a new rate, it is disap- 
pointing to be told that because of regu- 
lation XYZ the carrier’s hands are tied. 
We do not like lawyers working for our 
company who can only tell us why we 
can’t do what needs to be done. You 
can read in the books why you can’t 
do a lot of things. We want to know 
how we can get the job done. If this 
partnership of production and transpor- 
tation is going to succeed, we cannot 
permit our respective industries to be 
regimented into oblivion. As individuals 
working at our level best, we must find 
how the job can be done. The answer 
rests not with the system but with the 
individual people who make up the team 
of production and transportation. 


How the Job Can Be Done 


“T have told our own employes many 
times in talking on this same subject, 
‘95 per cent of the time we know what 
we, individually, should do. The only 
question is—do we have the initiative, 
the courage, the honesty and the strength 
to do the right thing at the right time.’ 
I emphasized that we cannot be de- 
flected by minor disappointments or mis- 
understandings. We must be genuinely 
enthusiastic about the job at hand and 
must inspire those working under and 
with us with the same feeling of im- 
portance of the job. We must work with 
an enthusiasm to perform to the best 
of our capacity. 

“T realize that often the easiest thing 
to say is ‘No’. We don’t do it that way’ 
or that ‘the regulations do not permit’. 
That certainly is not the key to progress. 
If there are valid I.C.C. regulations or 
union rules which are inflexible, then, 
what is the best we can do within those 
limitations—what can we do to have the 
regulations modified? Even within some 
of these regulations, there is still plenty 
of opportunity for individual initiative 
in the transportation field. An am- 
bitious and enthusiastic individual work- 
ing in industry must never slow down 
to the pace of the civil service type and 
simply be concerned about his survival 
so he may retire under a comfortable 
pension for the remainder of a rather 
dull and unexciting life. 

“The next time a problem presents it- 
self, let’s not say ‘No’ too quickly—Let’s 
stick our necks out and find a new and 
better way to get the job done—Let’s 
see if the problem can’t be worked out 
so we may enjoy the sheer thrill and 
personal satisfaction of accomplishment.” 





Eastbound Time Freight 
Schedules Cut One Day 


The Northern Pacific and the Great 
Northern railways have announced a 
reduction of eastbound transcontinental 
freight schedules by 24 hours, effective 
June 30. Earlier, the roads had ef- 
fected a 24-hour reduction of west- 
bound freight deliveries from the Twin 
Cities to Pacific northwest cities (T.W., 
June 14, p. 77). 

Ira G. Pool, Great Northern’s operat- 
ing vice-president, announced that be- 
ginning with shipments leaving Seattle 
and Portland the night of June 30, 
deliveries to receivers in Minneapolis and 
St. Paul would be made on the fifth 
morning instead of on the sixth as 
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W. HALL & CO. LTD. 


ASTON HOUSE, 
29 ROOD LANE, LONDON, E. C. 3 


This Port of San Francisco traffic and infor- 
mation service for shippers is now function- 
ing. Prompt attention is given to inquiries 
regarding rates, sailings, harbor facilities, etc. 
In the United States, mid-continent shippers 
are reminded that the Port’s Chicago repre- 
sentative is at their service. Communicate 
with: 

LAWRENCE T. WAIDELL, Special Agent 
Pure O1 Bipc., 35 East WACKER DRIVE, 

CHICAGO 1, ILL. 


TELEPHONE DEARBORN 2-5111 


BOARD OF 
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For San Francisco Harbor 


FERRY BUILDING, SAN FRANCISCO 6, 
CALIFORNIA, U. S. A. 


LANCASTER, PA. 


. . « home of diversified 
industries . . . served by 


“DAVIDSON 


TRANSFER & STORAGE CO. 


Terminal: 539 N. Mulberry St. 
Telephone: 
LANCASTER 3-3105 & 8248 


THE DAVIDSON TRANSFER & STORAGE CO. 
Proven Dependability Since 1896 


U. S. Customs Bonded Carrier 
General Offices: Baltimore 3, Md. 


at present. Shipments from Spokane 
will be delivered on the fourth morn- 
ing. The G. N.’s faster eastbound serv- 
ice also would apply to traffic destined 
for Chicago, with delivery there on the 
sixth rather than the seventh morning 
in shipments from Seattle and Portland, 
and on the fifth morning from Spokane, 
said Mr. Pool. 

W. W. Judson, vice-president, oper- 
ating department, Northern Pacific Rail- 
way, said the new schedule would de- 
liver shipments from Seattle, Portland 
and Tacoma to the Twin Cities on the 
fifth morning and to Chicago on the 
sixth morning, and would speed deliv- 
eries from all Washington and Oregon 
points. 


P.R.R. Dining Car Service 
Employes Complete Course 
Of Study in Human Relations 


New York University awarded cer- 
tificates June 24 to 53 supervisory 
employes of the Pennsylvania Rail- 
road dining car department, attest- 
ing to completion of a 10-week 
course of study in human relations, 
at a dinner in the university’s Fac- 
ulty Club. The course was designed 
especially for men who direct the 
work of others. 


Sidney N. Phelps, manager of dining 
car service for the railroad, said the su- 
pervisors were part of a large group of 
supervisory employes in all parts of the 
Pennsylvania system who were studying 
methods to improve relationships with 
men who look to them for guidance in 
doing their jobs. 

“We believe this activity is of particu- 
lar importance in our dining car serv- 
ice,” Mr. Phelps said, “where so many 
employes come in direct contact with the 
traveling public and where the passen- 
ger’s impressions of the food and service 
in the dining car may well be remem- 
bered long after other details of the trip 
are forgotten.” 

Paul A. McGhee, dean of the Division 
of General Education, New York Uni- 
versity, presented the certificates. Others 
at the dinner were Lawrence C. Lovejoy, 
professor of management, New York 
University, and. Arthur Stark, executive 
secretary, New York State Board of 
Mediation, both of whom conducted 
classes at the Pennsylvania’s dining car 
commissary in Sunnyside Yard, Long 
Island City; John Glover, professor and 
acting chairman, Department of Man- 
agement and Industrial Relations, New 
York University, and Denis Philipps, 
administrative assistant to Dean Mc- 
Ghee. 

Representing the railroad were Fred 
Carpi, vice president—traffic; E. R. Co- 
mer, passenger traffic manager; J. E. 
Kennedy, manager of employe relations, 
and Mr. Phelps. 


Icing Equipment Booklet 


The latest methods of icing perishable 
commodities in transit and in storage are 
described in a new booklet on icing 
equipment, “Book No. 2382,” published 
by Link-Belt Co., Chicago. Presented in 
the booklet are types of equipment for 
both bunker icing and top-icing, ranging 
from self-propelled car icers for railroad 
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icing docks to ice crushers and slingers 
used by truckers, shippers, growers, 
poultrymen, fishermen, dairymen and at 
re-icing stations. The booklet may be 
obtained from the company on request, 


Truck Transport of Grain 
In Southwest Subject of 
Report by U.S. Department 


Data collected from 117 business 
concerns that handled an estimated 
30 to 35 per cent of the grain grown 
in the States of New Mexico, Okla- 
homa and Texas showed that 177 per 
cent of those companies used trucks 
along with rail facilities for shipping 
and receiving grain, said two writers 
for the Production and Marketing 
Administration of the U.S. Depart- 
ment of Agriculture in a 59-page re- 
port issued by the P.M.A. 


Entitled “The ‘Transportation and 
Handling of Grain by Motor Truck in the 
Southwest,” the report was prepared by 
William J. Hudson, transportation econo- § 
mist, and Earl K. Henschen, statistical 
analyst, in the P.M.A. marketing and 
facilities research branch. 


None of the 117 concerns from which 
the information recorded and analyzed 
in the report was obtained used trucks 
exclusively in their business operations, 
but 23 per cent stated that all their 
transportation was provided by the rail- 
roads, said Messrs. Hudson and Hen- 
schen, in a summary of their report. 

“Analysis of the data by type of busi- 
ness operation,” the summary continued, 
“indicated that 71.4 per cent of country 
elevators, 69.2 per cent of terminal eleva- 
tors, 100 per cent of flour mills, and 91.7 
per cent of feed mills used trucks to some 
extent for the inbound or outbound ship- 
ment of grain or both in 1950. 

“Although 90 of the 117 concerns stated 
that they used motor trucks in the con- 
duct of their business, only 77 of them 
indicated the proportion of the total 
amount of grain handled on an annual 
basis that was trucked. The percentage 
distribution of total trucked grain by 
type of business operation was: Country 
elevators, 33.0; terminal elevators, 24.1; 
flour mills, 26.7, and feed mills, 16.2 


Trucking of Grain to Terminals 


“The transportation of grain from the 
farm or country elevator into terminal 
position by truck was undertaken by 
three types of operators: The merchant 
or itinerant trucker, the for-hire o 
specialized commodity carrier, and the 
company operating its own trucks. 

“Most of the grain that moved direct 
from the farm to terminal elevators and 
mills by truck was transported by mer- 
chant grain truckers. Country and 
terminal elevators were the greatest 
users of for-hire carriers, whereas the 
flour and feed mills were the largest 
users of company-operated equipment. 

“The motor equipment used to truck 
grain was found to be fairly well stand- 
ardized. The bobtail grain truck was 
generally used to transport grain from 
the farm to country elevators. The 
tractor-trailer was universally used fo 
the movement of grain to other thal 
country elevators by the several typé 
of grain truckers. 

“Evaluation of truck operating cost 
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indicated that typical specialized com- 
modity carrier costs were about 17.5 to 
18 cents per vehicle mile. Usable cost 
data were not available from merchant 
truckers and company truck fleet opera- 
tors. 


“When trucks used by specialized for- 
hire carriers were operated at a 50 per 
cent load factor, the break-even point 
(where revenue per hundred weight 
equals cost per hundredweight) appeared 
to be approximately 200 miles with a 30,- 
000-pound pay load and about 325 miles 
for a 36,000-pound load. At a 100 per 
cent factor the break-even point was ex- 
tended to about 1,200 miles for a 30,000- 
pound pay load and for a much greater 
distance for heavier pay loads. 


Truck and Rail Rates 


“Truck rates for grain were found to 
be relatively unstable, the rates tending 
to fluctuate with changes in the compet- 
itive situation both as to the supply of 
grain and the amount of trucking serv- 
ices available at a given time. Even so, 
there appeared to have evolved a gen- 
eral level of rates from country points 
into the several terminal markets in the 
area. Generally, truck rates were found 
to be substantially lower than rail rates 
between identical points of origin and 
destination, in some cases as much as 
50 per cent lower. 


“The loading and unloading of grain 
were found usually to be faster when 
trucks were used than when rail box cars 
were employed. Time studies made dur- 
ing the survey showed the time required 
for loading trucks to be practically uni- 
form, whereas considerable variation 
was found in the time required to load 

























rail box cars. The average time required 
to prepare and load a box car was 90 
minutes. Truck-loading time was 12 
man-minutes or 36 man-minutes for 
loading the equivalent of a carload of 
grain into trucks. 

“Analysis of grain unloading opera- 
tions showed that the automatic box car 
dump and the truck dump required the 
same relative labor. The truck unload- 
ing operation averaged 10 man-minutes 
per truckload of grain or 30 man-min- 
utes per carload equivalent of grain. 
Box cars were unloaded by the car dump 
in 7 minutes, but 28 man-minutes were 
consumed since four-man work crews 
were employed. Power shovels were the 
most common form of unloading equip- 
ment used for unloading grain from 
box cars, but they were also the least 
efficient from the standpoints of time 
required and labor cost. The average 
time required to unload was 32 minutes 
with a working crew of four men to a 
box car. 


“A comparison of total operating costs 
for the three types of grain unloading 
equipment indicated that the ‘power 
shovel is less expensive to operate than 
either the truck dump or the car dump 
at low levels of utilization. The un- 
loading potential of the truck dump, in 
terms of volume of grain handled per 
unit of equipment employed, was found 
to be about equal to that of the power 
shovel but substantially less than the 
unloading capacity of the car dump. 

“Shippers’ reasons for diversion of 
business from the railroads to motor 
trucks in order of importance were: (a) 
Lower rate, (b) better service, (c) box 
car shortage, (d) lower handling costs, 




















A.W. AYLIN, Foreign Freight Traffic Mgr. 
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and (e) to increase the volume of grain 
shipped. 

“Principal shipper objections to the 
trucking of grain were: (a) Unethical] 
business practices, (b) disruption of ex. 
isting marketing channels, and (c) lack 
of transit privilege.” 


National Safety Council’s 
Aviation Award for 1951 
Won by 42 Air Carriers 


Forty-two U.S. airlines were named 
winners of the National Safety Coun- 
cil’s aviation safety award in recog- 
nition of their contribution to safe 
air transportation in 1951, June 26. 


“The annual award goes only to do- 
mestic, territorial and overseas air car- 
riers which fly scheduled passenger 
runs,” said the council in its announce- 
ment concerning the award. “Each air 
line qualified for the award in one of 
three ways: (1) It completed the calen- 
dar year of 1951 without a passenger or 
crew fatality; (2) it flew two billion or 
more consecutive passenger-miles with- 
out a fatality, even though an accident 
terminated its safety record in 1951, and 
(3) it completed five or more consecutive 
years of safe operations, even though an 
accident terminated its record in 1951.” 

The complete list of air carriers re- 
ceiving the award follows: 

Trunk Lines—American Airlines, Bran- 
iff Airways, Capital Airlines, Chicago 
and Southern Air Lines, Colonial Air- 













IF IT’S INFORMATION... 


pertaining to foreign trade procedure 


... rail schedules to and from 


eleven principal Gulf ports and the 


Laredo and Brownsville. Texas 


Rail Gateways to Mexico ...yes, any 
phase of Import-Export traffic . . . call 
your courteous, competent MO-PAC 


freight representative. He’ll be 
glad to help you solve your 
shipping problems. 


For in addition to always providing 


swift, dependable rail schedules, it 


has always been MO-PAC’S purpose to 
assist the shipper in every way possible; 


1706 Missouri Pacific Building 
St. Louis 3, Missouri 
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lines, Continental Air Lines, Delta Air 
Lines, Eastern Air Lines, Inland Air 
Lines, Northeast Air Lines, Pan Ameri- 
can-Grace Airways, Trans World Air- 
lines, United Air Lines, Uraba, Medellin & 
Central Airways, and Western Air Lines. 

Territorial Lines—Alaska Coastal Air- 
lines, Byers Airways, Caribbean-Atlantic 
Airlines, Ellis Air Lines, Hawaiian Air- 
lines, Northern Consolidated Airlines, 
Pacific Northern Airlines, Reeve Aleutian 
Airways, Trans-Pacific Airlines, and 
Wien Alaska Airlines. 

Feeder Lines—All American Airways, 
Bonanza Air Lines, Central Airlines, Em- 
pire Air Lines, Frontier Airlines, Lake 
Central Airlines, Mid-West Airlines, 
Ozark Air Lines, Piedmont Aviation, 
Pioneer Air Lines, Robinson Airlines, 
Southern Airways, Trans-Texas Airways, 


' West Coast Airlines, E. W. Wiggins Air- 
' ways, and Wisconsin Central Airlines. 


Cruise Lines (Scheduled)—Resort Air- 


» lines. 


Accident Fatalities in 1951 
The passenger death rate of 1.3 deaths 
per 100 million passenger-miles, for do- 
mestic operations only, was not as good 


» as the rate of 1.1 recorded for 1950, but 


still was one of the best in airline his- 
tory, according to the council. 

“Ten accidents in domestic operations 
marred the outstanding safety record 
of U.S. air carriers in 1951,” the National 
Safety Council said. “These accidents 
cost of the lives of 169 persons—142 pas- 


sengers and 27 crew members, including 


two ground crewmen and a private pilot. 
In addition, 14 persons were killed in 
three accidents by Alaskan air carriers.” 

Among the air carriers that qualified 
for the N.S.C. award, none of the feeder 
lines had experienced fatal accident 


' from the date of establishment of its 


service, according to the N.S.C. The 
same was true, the N.S.C. said, with re- 
spect to the cruise line (Resort) and 
with respect to the following trunk lines 
and territorial carriers: 

Trunk lines—Inland; Northeast; 
Uraba, Medellin & Central. 

Territorial lines—Byers, Caribbean-At- 
lantic, Ellis, Hawaiian, Northern Con- 
solidated, Pacific Northern, Reeve Aleu- 
tian, Trans-Pacific, and Wien-Alaska. 

The naming of 42 U.S. scheduled air- 
lines aS winners of the National Safety 
Council’s aviation safety awards for 1951 
emphasized the progress made in flying 
safety by the scheduled airlines, com- 
mented President E. S. Land, of the Air 
Transport Association. 

In the year covered by these awards, 
he said there was an average of 12,464 
daily take-offs and landings, and the 
percentage of fatal crashes in total 
daily operations was roughly 1/10,000 of 
one per cent. 

“Today it is nine times safer to fly 
than it was in 1931,” President Land 
said. “A comparison of the scheduled 
airlines’ safety record in five-year periods 
for the past 20 years shows that fatali- 
ties per 100 million passenger miles have 
dropped from 15 for the five years 1932- 
1936 to 1.7 for the five years 1947-1951.” 





Import Membership Award 


Harper, Robinson & Co., custom house 
brokers and foreign freight forwarders of 
San Francisco, Calif., has announced it 
has been awarded a twenty-five year 
meinbership certificate in the National 
Council of American Importers, Inc., 
New York, N.Y. The company said the 


award was made in recognition of active 
cooperation and participation for more 
than a quarter of a century in the fur- 
therance of the progress and develop- 
ment of United States import trade. It 
added that it was one of the few west 
coast firms to receive this award. 





Ocean Transportation Course 


Forty-one military and civilian mem- 
bers of the Military Sea Transportation 
Service, Atlantic Area, have recently 
completed a unique course in ocean 
transportation presented by New York 
University’s School of Commerce, Ac- 
counts, and Finance at M.S.T.S. head- 
quarters in Brooklyn, says the university. 
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“The course, which consisted of 30 
lectures, was designed to give govern- 
ment personnel a broad picture of the 
shipping operation as it is conducted 
by private firms,” it said. “It was di- 
rected by Dr. Dole A. Anderson, assistant 
professor of public utilities and trans- 
portation. 


“Four other members of the N.Y.U. 
faculty participated in the program. 
They were: Dr. Edward E. Pratt, profes- 
sor of foreign trade; Dr. William L. 
Grossman, assistant professor of public 
utilities; Dr. Frank E. Asher, adjunct 
assistant professor of transportation; 
and Dr. Alfred Murr, instructor in pub- 
lic utilities and transportation. 


“Guest lecturers included Frank O. 
Braynard, American Merchant Marine 
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your North American Van Lines Agent. 
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And your local NAVL Agent can move 
household goods of transferred person- 
nel, office or plant equipment — get ‘‘Sur- 


vey Service’”’ estimate... no obligation. 
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Institute Phillip Clark, Insurance Com- 
pany of North America; the Rev. John 
M. Corridan, Xavier Labor School; 
Matthew S. Crinkley, vice-president, Is- 
brandtsen Co.; August Gill, United 
States Maritime Administration; Max 
Harrison, director, Seafarer’s Welfare 
Plan; Capt. Nicholas Manolis, Orion 
Shipping and Trade Co.; W. H. McCon- 
nell, vice-president, American Export 
Lines; Capt. H. R. Rosengren, Moore- 
McCormack Lines; George C. Stern, 
ship broker; Morgan Tunison, United 
Fruit Co.; F. J. Liddy, Joseph Kennedy 
and James E. Dwyer, office of the Col- 
lector of Customs, and Sol Marks and 
Edward A. Clark, New York Immigra- 
tion Office.” 
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Milwaukee Road Opens 
New Classification Yard 


At Milwaukee Wis. 


The Milwaukee Road has put into 
service a new $3,000,000 “Air Line” 
classification yard at Milwaukee, 
Wis., John P. Kiley, president, has 
announced. The yard is said to be 
the first ever to employ both auto- 
matic switching and retarder speed 
control. 


By pressing a button on a panel in the 
yard’s control tower, an employe can 
route a freight car by gravity from the 
top of the grade where a switch engine 
has pushed it, on to any one of 25 tracks. 
By pressing another button, the em- 
ploye can govern the car’s speed. 


Designed to classify 2,400 cars in a 
24-hour day, the yard features automatic 
mechanisms which control a network of 
electro-pneumatic switches and car re- 
tarders located along the tracks. Brak- 
ing pressure is applied through these re- 
tarders against the wheels of the cars. 

In the control tower, there is a full 
diagram of the yard layout, a numbered 
button for each classification track, and 
an illuminated pane? on which the op- 
erator can see how he has set up in 
advance the routes for the next five 
consecutive “cuts” or groups of cars to 





TRAFFIC WorLp 


be switched. Other sets of buttons per- 
mit the operator to vary the speed of 
each car as it comes from each retarder, 


Cars leave the master retarder at five 
to 15 miles an hour, after which they are 
controlled to leave the group retarder at 
speeds of four to ten miles an hour, 
depending on how heavily loaded they 
are and how easily they roll. 


The grade of the tracks after leaving 
the retarder is such that the cars grad- 
ually slow down to a stop. The clas- 
sification tracks range from 26 to 66 in 
car capacity, and have a total capacity 
of 1,095 cars. 


The classification yard and tracks ap- 
proaching and leaving it are equipped 
with a radio system to facilitate direct- 
ing of locomotive movements: a 
“paging” and “talk-back” loud-speaker 
system to direct activities of personnel 
on the ground; a teletype communica- 
tion system to transmit information 
concerning shipments; a tape wire re- 
cording system to record location of 
cars in trains; a pit to permit inspec- 
tion of freight car running gears; an 
oiling system to insure journal box 
lubrication, and a flood lighting system 
for night operation. 


A pneumatic tube system more than 
two miles long is under construction to 
transmit waybills and other records. 

According to President Kiley, the yard 
was built to achieve three objectives: (1) 
to enable the railroad to keep current 
from day to day on a mounting volume 
of classification business, (2) to reduce 
per diem charges, and (3) to cut down 
loss and damage to lading and to cars 
in switching operations. 

Mr. Kiley reported that the Milwaukee 
Road handled 75 per cent of all switch- 
ing in the Milwaukee terminal area 
where it had 45 miles of main track and 
285 miles of industrial and yard siding. 
He said 40 to 50 trains entered or left 
the terminal daily, and that loadings 
alone in the terminal averaged about 
20,000 cars monthly. The average num- 
ber of cars handled averaged about 
5,000 a day, he said. 


Frisco Reports New Method 
For Mail-Express Handling 


A new method of loading and unload- 
ing mail and express at intermediate 
stations has been put into effect at Hoxie 
and Jonesboro, Ark., by the Frisco Rail- 
way. The new system is expected to 
bring about a saving of $23,000 a year, 
according to V. B. Gleaves, superintend- 
ent of stations. 

The innovation features wire mesh 
containers and fork lift trucks. The con- 
tainers, which weigh 275 pounds each 
and are 56 by 40 by 54 inches, are loaded 
with mail and express at Kansas City, 
Mo., and Memphis, Tenn., and removed 
from the baggage car at Hoxie and 
Jonesboro, important interchange points, 
by fork lift trucks. The average time of 
loading or unloading one container is 
from 30 to 40 seconds. 

The containers, especially designed by 
the railroad, have skids on one end and 
dual wheels on the other. A “coupler” at 
the skid end enables baggagemen, using 
a small hand-lift jack, to lift the skid end 
and roll the container into or out of the 
car doorway. Each has a capacity of 
1,500 pounds or 70 cubic feet, and holds 
25 to 30 sacks of mail. 

The two sides of each container con- 
sists of three panels, which can be folded 
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“for detailed information see your nearest 
Rock Island Traffic Representative” 


Your ratlroad...Ihe Rock Island 


...and mass production 


Your railroad is proud of its capacity to support, through 
efficient distribution, the amazing growth in productivity 
of fourteen of our Nation’s greatest States. 


8000 miles of rail and 5000 miles of coordinated truck 
routes provide direct service to this great area that constitutes 
the heart of America. 


Diesel-powered Rocket Freights that speed shipments 
over the road—centralized Traffic Control that make one 
track do the work of two, two tracks do the work of four— 
Hump-retarder Yards that makes possible the rapid classifi- 
cation of carload shipments—these and countless other im- 
provements in methods and equipment have enabled Your 
Railroad to support the constantly increasing productivity 
of the area it serves, and through its connections, to dis- 
tribute this production to all America. 


INDUSTRIAL SITES 


Rock Island will be glad to aid you in locating a new 
plant, or relocating your present operations. Informa- 
tion is available on real estate, labor, water and power 
supply, and raw materials. 
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to permit loading and unloading, or 
which can be completely collapsed. 


Extension of the new method to other 
intermediate stations is being considered, 
it is reported. 


New York State Tax Hit 
By Truck Manufacturer 


The ton-mile tax recently placed on 
trucks operating over New York state 
highways was termed “taxation without 
justification” June 21 by P. J. Degnon, 
vice-president of the Mack Motor Truck 
Corporation. Mr. Degnon addressed the 
Summer Conference of the New York 
State Chamber of Commerce Executives 
in the Antlers hotel, Lake George, N.Y. 


The state of New York, said Mr. Deg- 
non, was one of the worst offenders in 
the diversion of highway funds to non- 
highway purposes. From 1932 to 1949, 
the state diverted nearly $1,000,000,000 
of highway user taxes for purposes other 
than highways, he asserted. 


“It seems obvious to me,” he said, “that 
with all the money collected from high- 
way users and not spent on highways, 
there is just no excuse for this new tax— 
or any new tax. It’s a case of taxation 
without justification.” 


Mr. Degnon stated that New York 
trucks were already paying what was 
actually a form of ton-mile tax in pay- 
ing license fees based on weight and 
gasoline taxes based on miles. 


B. & O. West Virginia Tunnel 


A new four-million-dollar tunnel 
through the West Virginia mountains, 
three miles east of Clarksburg, was 
opened by the Baltimore and Ohio Rail- 
road, June 16. The new tunnel is on 
the B. & O.’s main line between the 
Atlantic Seaboard and Cincinnati and 
St. Louis. It is located on the Monongah 
Division of the B. & O. 

Began two years ago, the new bore 
replaces an old structure built in 1853 
when this railroad line was first laid 
as the “Northwestern Virginia Railroad.” 
The old tunnel had room for only one 
track, but the new bore will have a 
double-track right-of-way. The two 
reverse curves that fed traffic through 
the old tunnel have been eliminated. 

The double-track right-of-way of the 
new tunnel will be integrated into the 
modernized centralized traffic control 
system that the B. & O. recently in- 
stalled on the rest of this main line be- 
tween Grafton and Parkersburg. This 
line is one of the most heavily-traveled 
sections of right-of-way on the whole 
B. &.O. system. ; 

The new tunnel is 3,300 feet long, 31 
feet wide and 28 feet high. It pierces 
a ridge that separates Simpson Creek 
and West Fork River. It is about 400 
feet south of the older tunnel. 


P-I-E Kansas City Terminal 


A. K. Humphries, president of Pacific 
Intermountain Express, has announced 
that the contract has been let and con- 
struction is to start immediately on a 
new 48-door motor freight terminal to 
house the P-I-E operation in Kansas 
City, Mo. The plan and construction of 
the new Kansas City P-I-E terminal 
was decided upon after an exhaustive 
study conducted by the engineers, archi- 
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tect and P-I-E of a great number of 


- motor freight and industrial facilities 


having similar characteristics, said Mr. 
As a result of the study, 
the new terminal would include every 
modern idea for complete utilization of 
space and structure, and also possess un- 
usual beauty for a building of this type, 


said he. The new terminal and shop 
building will cost $525,000, said he. The 
terminal buikding will face Liberty Av- 
enue and be bounded on the north side 
by Woodswether Road, south to the Mis- 
souri Pacific Railroad line and the Inter- 
city Traffic Way and east by State 
Street. 





17 Are Graduated From Navy's First 


The first graduation of a class in 
advanced traffic management in the 
history of the United States Navy 
was held with appropriate cere- 
monies, the week of June 23, at the 
U.S. Naval School, Freight Transpor- 
tation, Naval Supply Center, Oak- 
land, Calif., when 17 Naval officers 
received certificates. 


Rear Admiral Murrey L. Royar, chief 
of the Navy’s Bureau of Supplies and 
Accounts, Washington, D.C., was the 
principal speaker. Among those present 
was Dr. Edmund A. Nightingale, asso- 
ciate professor of economics and trans- 
portation, University of Minnesota, who 
is consultant to Kenneth A. Vore, direc- 
tor, Military Traffic Service, Depart- 
ment of Defense, Washington, D.C. 

The first of a series of advanced 
courses in freight traffic management 
conducted by the Navy convened on 
March 24, 1952, and Lieutenant Com- 
mander Spencer A. Coplen, formerly 


' western division traffic manager for 


Westinghouse Electric Corporation, was 
ordered to the staff of the school. Rob- 
ert J. Hopping, formerly traffic manager 
for Jackson Furniture Co. and past 


| Advanced Traffic Management Course 


president of the Retail Traffic Confer- 
ence and Western Traffic Conference, 
is the school’s senior civilian instruc- 
tor. 

According to Lieutenant Commander 
R. E. Kinsey, the administrative assist- 
ant of the School, and Lieutenant Com- 
mander R. H. Jack, the senior instructor, 
the course in freight transportation and 
traffic management requires each 
student to spend a total of 1,520 hours 
in his work over a period of nine months 
before being eligible for a certificate. 
The staff of the school consists of seven 
officers, 10 enlisted personnel and four 
civilians. The course is divided into six 
major sections: Freight traffic manage- 
ment; freight terminal operation and 
management; materials handling, pack- 
ing, packaging and preservation; carrier 
design and related maritime topics; ad- 
vanced freight traffic management, and 
“on the job” observation and training. 


Commander Kinsey stated that TRAFFIc 
Wor.p, was studied in the daily classes 
and that several Traffic Service Corpo- 
ration books are utilized in the course, 
including all four volumes by W. J. 
Knorst, dean of the Academy of Ad- 
vanced Traffic, entitled “Fundamentals of 
Freight Traffic.” 
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Members of the graduating class and of the staff of the U.S. Naval School, Freight Transportation, 
at the Naval Supply Center, Oakland, Calif., are pictured here, as Commander J. W. Haggard, 
officer in charge, is congratulated by Charles B. Clark, vice-president, Traffic Service Corporation. 

Front row, left to right: Lieutenant (j.g.) W. S. Upton (USNR); Lieutenant M. F. Tidmore, Com- 
monder Haggard; Mr. Clark; Lieutenant G. P. Christensen, and Lieutenant E. S: Rawls. 

Center row: Lieutenant G. W. Penebaker, Lieutenant (j.g.) N. D. Chetlin; Lieutenant K. A. Scott; 


Lieutenant J. F Kimball; Lieutenant (j.g.) E. G. Slemons, Jr.; Lieutenant (j.g.) W. H. Jeffery (USNR); 
Lieutenant J. J. Beckham; Lieutenant R. J. Warner; Lieutenant J. L. Starbody; Lieutenant (j.g.) 4. N. 
Reese, and Lieutenant W. M. Jamieson (RCN). 

Rear row: Lieutenant (j.g.) R. J. Stevens, instructor; Lieutenant H. O. Divens, instructor; —— 
= C. Porter, instructor; Lieutenant J. F. Ratto, instructor; Lieutenant Commander R. H. Jack, senior 
instructor; Lieutenant Commander R. E. Kinsey (USNR), administrative assistant; Lieutenant 
Commander S. A. Coplen, instructor, and R. J. Hopping, senior civilian instructor. Students not 
shown in the picture are Lieutenant P. Swart and Lieutenant L. N. White. 
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PERSONAL NEWS 





W. D. Miller, of Atlanta, Ga., has been 
named southeastern’ division traffic 
manager of Roadway Express, Inc., with 
supervision over an 
area which includes 
eleven _ terminal 
points in Alabama, 
Georgia and Ten- 
nessee. Mr. Miller, 
who has been em- 
ployed by his pres- 
ent company since 
August 15, 1949, be- 
gan his transporta- 
tion career in 1920 
with the Southern 
Railway System. He 
served in various 
capacities with that 
company for eight years and in 1928 
joined the Clyde-Mallory Lines, a di- 
vision of the Atlantic, Gulf and West 
Indies Steamship Lines, where he rose 
from chief clerk to general agent in 
Birmingham, later serving in the Clyde- 
Mallory Charleston office until its ships 
were turned over to the government and 
its terminals closed in 1942. In the period 
between 1942 and when he joined his 
present company, Mr. Miller served with 
the Charleston port of embarkation and 
as an officer in the Army Transportation 
Corps. 





W. D. Miller 


* * * 


J. H. Hatcher has been appointed as- 
sistant traffic manager of the Atlantic 
Coast Line Railroad in Washington, D.C., 
with jurisdiction over freight and pas- 
senger traffic in the Washington area. 
Mr. Hatcher joined the A.C.L. in 1927 
and formerly held the post of assistant 
passenger traffic manager in Wilming- 
ton, N.C. Thomas Fuller has been ap- 
pointed assistant to the president of the 
A.C.L., with office in Washington, D.C. 

* ak ok 


John D. Rodman has been appointed 
district traffic representative for the Mis- 
souri-Illinois Railroad Co., at Houston, 
Tex., succeeding S. E. Davis, retired. 


* * * 


Gerard E. Grashorn has been ap- 
pointed general solicitor of the Chicago 
Great Western Railway Co. 

ok 1 * 


Arthur H. Abel, who will retire as port 
manager and chief engineer of the Port 
of Oakland, Calif., July 1, will be honored 
at a civic testimonial dinner to be held 
in the Athens Athletic Club July 16 
under the joint auspices of the Oakland 
Board of Port Commissioners and the 
Oakland Chamber of Commerce. Dud- 
ley W. Frost, president of the Oakland 
Board of Port Commissioners, succeeds 
Mr. Abel as port manager. 

. a 7 


Alan G. Kern has been appointed gen- 
eral agent of the Quanah, Acme & Pa- 
cific Railway Co., with headquarters in 
Washington, D.C., succeeding L. E. Moel- 
ler, resigned. 

* ok * 

Joseph M. Sullivan, assistant professor 
in transportation at the University of 
San Francisco, will join the staff of the 
Pacific American Steamship Association 
at San Francisco, Calif., August 1. Mr. 


Sullivan, according to the association, 

will fill the post left vacant by Ralph 

B. Dewey, who resigned recently to join 

the staff of the Pacific Transport Lines. 
* ok So 


Charles S. Gregory, Jr., has been ap- 
pointed division freight traffic manager 
of the Gulf, Mobile & Ohio Railroad Co., 
at Birmingham, Ala., succeeding C. H. 
Dege, deceased. J. E. Mowery replaces 
Mr. Gregory in his former position of 
division freight agent in Birmingham. 
S. E. Shelby has been made commercial 
agent there succeeding Mr. Mowery. 

ok * ok 

Rodolphe A. Leblanc, of Black Lake, 
Quebec, Canada, traffic clerk of Asbestos 
Corporation Limited, Thetford Mines, 
Quebec, has won his diploma in traffic 
management from LaSalle Extension 
University of Chicago. Mr. Leblanc has 
spent eight years in the field of traffic, 
six of which have been with railroads. 
According to the university, Mr. Leblanc 
completed the course of training in his 
spare time, after working hours. 

ok * ag 


Eastern Gas and Fuel Associates, Pitts- 
burgh, Pa., has announced the promo- 
tion of Andrew K. Shirley to traffic man- 
ager and appointment of John N. Van 
Kirk as assistant traffic manager, effec- 





A. K. Shirley 


J. N. Van Kirk 


tive July 1. Both have been with the 
department for several years. Mr. Shir- 
ley will have charge of coal traffic from 
Eastern’s 20 mines in Pennsylvania, West 
Virginia and Kentucky, and from other 
coal producers for whom it acts as sales 
agent. He will also handle traffic on 
coal export shipments by Castner, Cur- 
ran and Bullitt, Inc., export subsidiary of 
Eastern. Messrs. Shirley and Van Kirk 
are members of the Traffic Club of Pitts- 
burgh, the Traffic and Transportation 
Association of Pittsburgh, and Delta Nu 
Alpha Transportation Fraternity. Mr. 
Van Kirk is also a member of the As- 
sociation of Interstate Commerce Com- 
mission Practitioners. 
* eo * 

Frank F. Rox has been appointed 
assistant general counsel for Chicago & 
Southern Air Lines, with headquarters 
in Memphis, Tenn. Mr. Rox, who joined 
the airline in May after engaging in 
private law practice in Atlanta, Ga., will 
fill the vacancy left by the transfer of 
L. E. Black from assistant general coun- 
sel to the post of assistant to W. T. 
Arthur, vice-president in charge of op- 
erations for the company. 

* ™ * 


Joseph M. O’Mahoney, who rose from 


TRAFFIC V/O3LD 


clerk to become a director and secretary 
of the New York Central Railroad, re- 
tired June 30 after 52 years with the 
company. A. W. Morgan, who has had 
45 years of service with the Central, has 
been named assistant freight traffic 
manager in the company’s Chicago Office, 
effective July 1, succeeding Leroy Blue, 
who is retiring after 47 years of service, 
J. R. Tascik, assistant to the freight traf- 
fic manager, succeeds Mr. Morgan as 
general freight agent. Mr. Blue will 
be honored by shippers and traffic men 
of the Chicago area at a luncheon on 
June 30 at the Union League Club. 


* * * 


D. E. Ingman has rejoined the Union 
Pacific Railroad as assistant general 
freight service manager in Omaha, Neb., 
after a 20-month tour of duty as com- 
manding officer of the 702 Railway 
Grand Division. He was released from 
active duty May 31 with the rank of 
Lieutenant-Colonel. 

He * * 

John O’Hearn has been appointed as- 
sistant manager of the warehouse and 
moving department of Consolidated 
Freightways, with headquarters in Port- 
land, Ore. He was formerly traveling 
auditor for the truck line. 

” * * 


Appointment of Raymond H. Monson 
to the sales department of Werner Bros.- 
Kennelly Co., Chicago, has been an- 
nounced by George A. Julin, vice-presi- 
dent in charge of sales of the company. 

ak * * 


Stewart Long has been appointed 
European region sales promotion man- 
ager for Trans World Airlines. He will 
report to Gerald R. Thornton, regional 
sales director. Mr. Long was formerly 
a member of the company’s district sales 
staff in Paris. 


% cy * 


E. Ralph Chapin has been promoted 
from commercial agent to district freight 
and passenger agent of the Southern 
Railway System, with headquarters re- 
maining in Dallas, Tex., effective July 
1, succeeding the late George F. Kay. 
A. L. Sewell, traveling passenger agent 
of the railway at Cincinnati, O., becomes 
district passenger agent at Cleveland, 
O., also on July 1, succeeding W. L. 
Daly, who is being transferred to Chi- 
cago as general western passenger agent. 
Also promoted by the Southern are R. F. 
Lusby, from city ticket agent to travel- 
ing passenger agent at Cincinnati, and 
J. B. Sparks from assistant city ticket 
agent at Birmingham, Ala., to city ticket 
agent at Cincinnati. 

* * * 

Dennis R. Kelley, former district sales 
manager at Okinawa for Northwest Air- 
lines, Inc., has been appointed to a posi- 
tion of the same title with the Company 
at Anchorage, Alaska. Succeeding Mr. 
Kelley at Okinawa is James J. McNeill, 
former senior sales representative. In 4 
move to. decentralize administrative 
supervision from its headquarters in St. 
Paul, Minn., the airline has announced 
appointment of three regional superin- 
tendents of operations, who will repre- 
sent the vice-president—operations in 
their regions, as follows: Raymond C. 
Anderson, eastern region; Arthur T. 
Peterson, western region, and Paul L 


Benscoter, Orient region. 
6 * tk 


William Pointer, retiring president of 
the Central Motor Freight Association of 
Illinois, was honored at a_ testimonial 
dinner June 26 in the Palmer House, 
Chicago. Also honored at the dinne!, 
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sponsored by the C.M.F.A. board of di- 
rectors, were C. John Viking, president, 
Webber Cartage Lines, Waukegan, and 
Barney Cushman, president, Cushman 
Motor Delivery Co., Chicago, who have 
served the organization for a number of 
years as treasurer and secretary, respec- 
tively. Harley Worrell, president, Hunter 
Cartage Co., Streator, new president of 
C.M.F.A., was toastmaster. 
ok * * 

The Asbury Transportation Co., Los 
Angeles, Calif., has announced appoint- 
ment of Frank E. Hayes as Los Angeles 
terminal agent and W. H. Bruckner as 
San Joaquin Valley agent, both of whom 
have served for a number of years with 
the company. 





OBITUARIES 





Merrill F. Redfern, 51, vice-president- 
traffic and sales and secretary of the Air 


NEWS OF 
TRAFFIC CLUBS 


TRAFFIC Wor.LD 


Transport Association of America, W«sh- 
ington, D. C., died June 23 of heart 
trouble at his home in Bethesda, Md. 
Mr. Redfern was also executive secre- 
tary of the Air Traffic Conference of the 
A.T.A. of A., formed in 1938. Before be- 
coming connected with the A.T.A. of A, 
in 1938, he was director of personne) for 
United Air Lines, having served with 
that company and its predecessor since 
1928. 


* * * 


Elmer B. Clotfelter, general agen: of 
the St. Louis-San Francisco Railway at 
Charlotte, N. C., died June 16. He had 
been in the railroad industry since 1922 
and with the Frisco since 1926. 


ok * ba 


The death of Harold A. J. Kenney, di- 
vision freight agent of the Reading Rail- 
way System at Philadelphia, Pa., has 
been announced by the Traffic Club of 
Philadelphia of which he was second 
vice-president. Funeral services were 
held June 21. 





Items for this column should be addressed to Editorial Department, Traffic World, 815 Washington - 
Building, Washington 5, D. C. Delay due to mailing to Chicago office often eliminates news 


value. 
week. 
informed as to the club’s activities. 


Items should reach the Washington office early in the week to assure publication that 
It should be made the duty of someone in the club to keep us adequately and promptly 
Copies of a club’s publication or the notices it sends te 


members are usually not sufficient, because often they are received too late to be of value. 
Brief biographical sketches and photographs of newly elected Traffic Club presidents are solicited. 


Lewis E. Yost, assistant general traffic 
manager for the Sherwin-Williams Co., 
Cleveland, O., is the new president of 
the Traffic Club of 
Cleveland. Former- 
ly first vice-presi- 
dent, Mr. Yost was 
elevated to the 
presidency at the 
club’s annual out- 
ing and_ election 
held June 19 at the 
Manakiki Country 
Club which was at- 
tended by about 550 
members. A Mmem- 
ber of the _ club 
since 1936, he suc- 
ceeded W. J. Bren- 
nan, general agent, Reading Co., who 
was presented with a past president’s 
pin, a set of golf clubs and bag. Mr. 
Yost joined Sherwin-Williams in 1927 
as a rate clerk after previously serving 
in the Cleveland freight office of the 
Pennsylvania Railroad. He later headed 
the company’s rate department. From 
1941 to 1945 he was in charge of traffic 
and transportation for the Illinois ord- 
nance plant at Carbondale, Ill., a shell- 
loading plant operated by Sherwin- 
Williams for the government. On his 
return to Cleveland he was named to 
the assistant general traffic manager 
post. Mr. Yost is chairman of the traffic 
committee of the National Paint, Var- 
nish and Lacquer Association and is 
also a member of the Cleveland Motor 
Transportation Advisory Committee, a 
group that works with local officials to 
improve transport traffic within the city. 
Other officers elected for the ensuing 
year were: First vice-president, Gordon 
F. Wilson, president, Wilson Motor Lines, 
Ine.; second vice-president, Ray M. 





L. E. Yost 


Stadick, traffic manager, Willard Stor- 
age Battery Co.; treasurer, Wilfred H. 
Smith, general traffic manager, F. C. 
Russell Co., and secretary, Frank J. 
Knechtl, traffic agent, Illinois Central 
Railroad. Named to the board of gov- 
ernors were Russell R. Clark, chief clerk, 
traffic department, Republic Steel Corpo- 
ration; Robert J. Jackson, traffic man- 
ager, Clark Controller Co.; George R. 
Littell, Jr., sales representative, Ohio 
Motors Co.; William E. Edwards, termi- 
nal manager, Federal Express, Inc.; Wil- 
liam F. Elder, traveling freight agent, 
Louisville & Nashville Railroad, and 
Harold T. Miller, general agent, New 
York Central Railroad. 


* * * 


Everett C. Evans of the St. Louis-San 
Francisco Railway, is the new president 
of the Traffic and Transportation Ass0- 
ciation of Pitts- 
burgh. Named to 
the presidency for 
the 1952-53 term 
at the association's 
annual election held 
June 6 in the Fort 
Pitt hotel, Pitts- 
burgh, he succeeded 
Homer L. Mont- 
gomery, of the 
American Radiator 
& Standard Sanl- 
tary Corporation. 
Elected vice-presl- 
dent, the post for- 
merly held by Mr. Evans, is William B 
Guffey, of United Engineering & Found) 
Co. Other new officers are: Recording 
secretary, Howard A. Geis, Pittsburgh & 
Lake Erie Railroad; membership secré- 
tary, Richard A. Dalzell, Red Stat 
Transit Co.; treasurer, Edward M. Cul 
mins, Jr., Donaldson Transfer & Storagé 
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' Co.; custodian, John J. McCall, Ameri- 
‘scan Radiator & Standard Sanitary Cor- 


poration, and historian, John W. Ford, 
Elected mem- 
pers of the executive committee were 
)A. P. Klein, United States Steel Co.; 
1George W. Hayes, Jr., Pittsburgh-Des 
| Moines Steel Co.; Norman A. Pemberton, 
| Steel City Electric Co.; Peter J. Bernard, 
Erie Railroad Co.; T. J. Nolan, Denver 
'& Rio Grande Western Railroad, and 
Carl A. Anderson, International For- 
' warding Co. The next meeting of the 
‘association, a golf outing, will be held 
' August 5 at the Shannopin Country 
» Club. 


* * ok 


The Chicago Transportation Club will 
hold its second golf outing of the 1952 


' season on July 1 at the St. Andrews 


Country Club in West Chicago, Ill. It 
has set July 13 as the date for its annual 
basket picnic at Camp Hoffman, Park 
Ridge, Ill. 


* * * 


The Women’s Traffic Club of Pitts- 
' burgh elected the following as its officers 
for the 1952-53 term at its monthly din- 
ner meeting held June 17 at the Oliver 
>Building Restaurant, Pittsburgh, Pa.: 
'President, Marcella Enick; first vice- 
‘president, Esther McCormick; second 
\vice-president, Mary Sheema; corre- 
»sponding secretary, Betty Harper; finan- 
‘cial secretary, Margaret Sommer; trea- 
isurer, Anne Nugent, and _ directors, 
' Marion Brunton, Bessie Dixon, Cecelia 
' Friel, and Catherine La Boon. 


* * * 


Harold C. Danner, traveling freight 
and passenger agent, Union Pacific Rail- 
road, has been elected president of the 
Stockton (Calif.) Traffic Club for the 
ensuing year. Other officers chosen at 
the club’s recent election were: First 
vice-president, H. C. Parrish, Jr., man- 
ager, Gulf Red Cedar; secretary, Or- 
ville H. Muehlberg, traffic manager, 
Stockton Terminal & Eastern Railroad 
(reelected), and treasurer, Lloyd A. 
Horn, Wood Canning Co. (reelected). 
The following were named directors: 
|H. E. Graber, traffic manager, Wine 
Growers Guild; A. G. Nusbaum, Eales- 
Young Grain Co.; D. L. Petersen, man- 
ager, Riske Trucking Co.; L. S. Stitt, 
district freight and passenger agent, 
Southern Pacific Co.; Paul Ross, general 
agent, Acme Fast Freight, and Frank 
Lindee, traffic representative, Western 
Pacific Railroad. 


* * * 


The South Water Market Traffic Club 
of Chicago held its fourth annual golf 
outing on June 14 at West Ward Ho 
Country Club, with 80 members par- 
ticipating in golf and 93 attending the 
dinner. Winners of various competing 
events were George R. Shepard, freight 
traffic representative, Baltimore & Ohio 
Railroad; Slim Johnson, American Ex- 
press; Earl Riley, Riley McFraland Co.; 
Walter Havener, Baltimore & Ohio Rail- 
road, and Gordon Armstrong, Gaylord 
Products. The drawing for the Sam 
Snead signature woods and irons went 
to Bob McClellan of the Chicago & 
Eastern Illinois Railroad. R. C. Getty 
a the committee in charge of the 

Ing, 


* * * 


E. A. Momberger, of the Buffalo (N.Y.) 
Chamber of Commerce addressed the 
Buffzlo Alpha Chapter of the Delta Nu 
Alpha Transportation Fraternity at its 
dinner meeting on June 24 in MacDoels 
Restaurant on the history and out- 
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Across the busy wharves of the 
Port of Houston flow millions of 
tons of commerce destined for vir- 
tually every corner of the world. 
Grain ... cotton .. . foodstuffs... 
manufactured goods ... the thou- 
sand and one items produced in 
America’s heartland. 


Yes, the Port of Houston is truly 
the “Doorway to the World for 
All the Midwest.” To know more 


the Port of Houston 


No. 4 in a Series 







Vwing bla 
ARE A LOT OF MILES 


And... it’s door-to- 
door, shore-to-shore. 
That means a wealth 
of experience in mov- 
ing people everywhere. 


All... this experience 
is at your service, your removal, 
whether it’s across the street or 
across the nation, will be made 
safely, and quickly. 

Yes Sir . . . for the best in moving 
service, contact your nearest Na- 
tional office or agent—refer to yel- 
low pages of your telephone book. 


aot wiDE AGENCY ORGAN I24) 
a On 
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SAN FRANCISCO NEW YORK 


NATIONAL VAN LINES :. 


SACRAMENTO WASHINGTON, D.C. 
tos : DALLAS 


_ Executive Offices 
2431 Irving Park Road, Chicago, Ill. 





about this second largest of all 
United States deep-sea ports—and 
how it can save you money if you 
import or export—vwrite today for 
the free booklet, “The Port of 
Houston Today.” 


of 
Please send mee FREE copy 


The 
PORT of HousTOn, 
—_———— 
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To shippers the coun- 
try over Monon is 


the worry-free way. | 
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THE HOOSIER LINE 





SHIP VIA 
Gan 


—for dependable freight 
handling and on-time deliv- 
eries, to and from the great 
gateways of the Midwest— 
Chicago, Evansville, St. 
Louis, and Thebes. Ship- 
pers know—freight moves 
on the C & EI. 


CHICAGO & EASTERN 
ILLINOIS RAILROAD 
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Good Man 
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For helpful counsel, call on 
G M & O! Expertly-staffed 
offices throughout the country. 


FREIGHT RATE 
APPLICATION 


by Glenn L. Shinn 


Rules for the correct ap- 
plication of freight rates are 
discussed and supported by 
footnotes citing about 100 
important 1.C.C. and Court 
cases dealing with tariff in- 
terpretation cases. 


150 pages 
Cloth Bound $4.75 


The Traffic Service 
Corporation 
815 Washington Building, 
Washington 5, D. C. 





come of the proceedings in I.C.C. dockets, 

Nos. 28300 and 28310. It was the 

chapter’s last meeting until September. 
co * OK 


The Traffic Club of New York, Inc., 
will hold its annual fishing party on 
July 8, starting from Freeport Boat- 
men’s Dock, Freeport, Long Island, at 
9:30 a.m., and ending with a steak 
dinner at McCluskey’s Steak House, Bell- 
more, L.I. 

* BS os 

The twenty-second golf tournament 
and dinner of the Traffic Club of Mon- 
treal, Que., will be held at the Lakeshore 
Golf and Country Club, Lachine, Que., 
on July 10. The event will highlight 
the club’s social activities for the year, 
with about 250 members from Canada 
and the United States participating in 
golf and 350 attending the dinner, ac- 
cording to George H. Keown, district 
freight and passenger agent, Pennsyl- 
vania Railroad, Montreal, chairman of 
the club’s publicity committee. There 
will be trophies, golf prizes and door 
prizes. Phil Martin, president of West- 
mount Moving & Warehousing, ‘Ltd., 
Montreal, is chairman of the golf com- 
mittee arranging the outing. 

* * * 


The Lenapi Chapter of the Delta Nu 
Alpha Transportation Fraternity of 
South Jersey held its monthly meeting 
on June 10 at Richard’s Farm, Vineland, 
N.J. Peter Casazza, rate revision super- 
visor of Cross Transportation spoke on 
“The Philosophy of Regulation.” Guests 
for the evening included John’ Tracy, 
regional vice-president, and William 
Conover and Mario Garthe of the Cen- 
tral Jersey Chapter of Delta Nu Alpha. 


* * * 


The next meeting of the Savannah 
(Ga.) Traffic Club will be a golf outing 
on July 15 at the General Oglethorpe 
Golf Course on Wilmington Island. Fol- 
lowing a golf tournament, there will be 
dinner for members and guests. Out-of- 
town transportation officials are invited 
to attend, W. P. Zipperer, commercial 
agent, Seaboard Air Line Railway, and 
president of the club, has announced. 

* * * 


The Traffic Club of Fort Worth, at a 
meeting on June 16, adopted a resolution 
upholding the recent ruling of Judge 
David A. Pine, of the federal district 
court in Washington, D.C., against seiz- 
ure of the steel industry by the federal 
government. In a letter transmitting the 
resolution to Judge Pine and commend- 
ing him on his decision, the club said it 
believed, as far as it knew, that this was 
the first decision by a federal court to 
uphold the Constitution of the United 
States of America since President Roose- 
velt took office in 1932. The resolution 
directed that copies thereof be sent to 
the President, the governor of Texas, the 
two senators and members of the House 
from Texas, with the admonition that “it 
is the job of the federal legislature to 
create the law; that it is the court’s job 
to interpret the law, and the chief execu- 
tive’s job to administer the law.” 

* * * 


The annual “Ladies Day” party of the 
Transportation Club of Seattle, Wash., 
was held in the club’s newly-acquired 
quarters on June 23, attended by mem- 
bers and their wives. The club’s annual 
family picnic will be held on July 19 at 
Curnow’s Lakedge Park on Steel Lake. 

a * * 


The Oakland (Calif.) Traffic Club held 
a “Welfare and Education Night” dinner 
meeting on June 17 in the Hotel Leam- 
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CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
lows: Box Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. Display ads, 
$15.00 a column inch. 
Classified Advertisements 
Payable in Advance 
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Educational Books or Courses 






CAPABLE TRAFFIC 
PERSONNEL 






Mr. Employer: Why not take advantage of 
' the nationwide free placement service main- 
E tained for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, am- 
bitious, recent graduates who can be developed 
as understudies for positions of responsibility. 








Also included are specialists in many different 
phases of Traffic-Practitioners—Tariff Compilers 
—Solicitors—and Claim Agents—as well as men 
with varying degrees of experience in Rates— 
Routes—Transit—Demurrage—Storage — Claims — 
Classifications. In fact, any and all duties in a 
Traffic Department. 


Just drop a line outlining your needs to the 
nearest office: 

















COLLEGE OF 
ADVANCED TRAFFIC 
22 West Madison St. 
Chicago 2, Ill. 

615 Griswold Ave. 
Detroit 26, Mich. 


ACADEMY OF 
ADVANCED TRAFFIC 
253 Broadway 

New York 7, N.Y. 
1422 Chestnut St. 
Philadelphia, Pa. 

































VHEN DOES TITLE PASS. $6.50. This com- 
»letely new book covers the Passage of Title 
om Shipper to Consignee and explains who 
has the risk of loss or damage in Transporta- 
ion. It is written by Thomas G. Bugan, 
Attorney at Law, Chicago, Illinois. A recog- 
nized authority in the field of transporta- 
ion, as well as a widely known Tax At- 
orney, Mr. Bugan presents the facts and 
he law in non-technical, easy-to-under- 
tand language. This 515 page, cloth bound 
book contains 500 illustrative cases together 
vith Definitions of F.O.B., Bailments, Prop- 
rty, Sales, Title and Others. Order your 
opy today on 15 days’ approval. If not 
er gy’ Satisfied your $6.50 refunded. 
- Brown Company, publishers, 915 
ain Street, Dubuque, Iowa. 


-C. PRACTITIONERS. The only practical 
uthentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
hose qualified to prepare for practice. In- 
ludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Il. 


MOTOR CARRIERS ACCOUNTING AND 
COST CONTROL SYSTEM by H. J. DAY 


- + + @ practical book which will show 
anyone operating one or a_ thousand 
trucks how to install or simplify their 
own system of accounting and cost con- 
trol_records. Cloth bound, $7.00 The 
Traffic Service Corp., 815 Washington Bidg., 
Washington 5, D. é. 
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MARKETING AND TRAFFIC MANAGE- 
MENT by G. LLOYD WILSON, $3.00 


A study of the principles and problems 
in marketing to show how transportation 
and traffic management may be used 
more effectively to connect the production 
and consumption of goods. The Traffic 
Service Corporation, 815 Washington 
Bldg., Washington 5, D. C. 








ington, at which time diplomas were 
awarded to graduates of the School of 
Traffic Management at Merritt Evening 
Business School. Sol Gilberg, member 
of the Oakland Real Estate Board, spoke 
on the subject, “A Look Into Oakland’s 
Future.” Future meetings scheduled by 
the club include “Freight Forwarder 
Night” on July 15, “Truck Night” on 
August 19, and “Past Presidents’ Night” 
on September 16. 


* * * 


The Miami (Fla.) Chapter of the Delta 
Nu Alpha Transportation Fraternity 
held its regular monthly meeting on June 

18 in the Sunshine Room of the Florida 
Power & Light Co., Ingraham Building. 
Eric Bath, executive vice-president, As- 
sociated Latin American Service, and 
vice-president, Aero Maritime Free Zone, 
Panama, addressed the group on the sub- 
ject, “Pamana—Crossroads of the 


Americas.” 
* *x * 


Miss Helen Richardson, of the Asso- 
ciation of American Railroads, Wash- 
ington, D.C., was installed as president 
of the Railway Business Women’s Asso- 
ciation of Washington for the 1952-53 
term at its annual installation of officers 
held June 17 on the roof of the Wash- 
ington hotel. Dinner was preceded by 
a cocktail party given by James Hood, 
president of the American Short Line 
Railroad Association. Other officers in- 
stalled were Miss Gertrude Yearout, 
Pennsylvania Railroad, vice-president; 
Miss Mary D. Goucher, American Short 
Line Railroad Association, recording sec- 
retary; Miss Agnes Sheffield, Southern 
Railway System, corresponding secre- 
tary, and Mrs. Mildred Schnedder, 
Washington Terminal, treasurer. Miss 
Richardson has been employed in the 
Bureau of Railway Economics library of 
the A.A.R. since 1917. She is a member 
of the Special Libraries Association. She 
was the compiler of the Chicago & 
North Western Railway’s centennial bib- 
liography in 1948; also the Nationaliza- 
tion of Railways, 1939-1949, and the Illi- 
nois Central’s centennial bibliography, 
1851-1951. 


* * * 


Leonard Ebbing, traffic manager, May- 
flower Mills, was installed as president 
of the Fort Wayne (Ind.) Transporta- 
tion Club, Inc., for the ensuing year at 
its annual June golf outing held June 
19 at the Kendallville Country Club. He 
succeeded P. J. Snodgrass, manager, 
Ellis Trucking Co., who became a mem- 
ber of the board of directors. Mr. Snod- 
grass received a set of golf clubs from 
members in appreciation of his leader- 
ship. Other new officers are N. M. Koehl, 
assistant district manager, Universal 
Carloading & Distributing Co., vice- 
president; R. R. Taggert, traffic manager, 
plant No. 2 of the International Har- 
vester Co., treasurer, and J. J. Phillips, 
division traffic manager, Essex Wire Cor- 
poration, secretary. New members of the 
board, of which C. P. Rhoades, sales 
representative, Hayes Freight Lines, is 
chairman, include, in addition to Mr. 
Snodgrass, R. M. Hoey, traffic manager, 
Capehart Farnsworth Corporation, and 
W. S. Delp, sales representative, Norwalk 
Truck Lines, Inc. 

* K oo 


The Transportation Club of Evans- 
ville, Ind., has set August 21 as the date 
for its annual August outing at the Dade 
Park and Servel Gun Club. Its first fall 
meeting will be held on September 17 
in the Vendome hotel. 
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remembering 


For the 
best 
shipping... 
Ship 

“The Best Way” 






A Complete Transportation Service 


NATIONAL CARLOADING 
CORPORATION 


Judson-Sheldon Division * Judson Freight Forwarding Division 
19 RECTOR STREET, NEW YORK 6, N. Y. 


“I like the progressive spirit 
exhibited by Los Angeles Harbor 
Commissioners and officials who keep 
first-class shipping facilities in 

tip-top condition.” 
Captain H. GOODWIN OLSEN 
KLAVENESS LINE 
22 years at seo 
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LOS ANGELES 
HARBOR 


Board of Harbor Commissioners, 
CiTY OF LOS ANGELES 
City Hall, Los Angeles 12, Calif. 
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STOPS IN 
TRANSIT 


One thing seems certain about the 
materials problem: it will persist. Its 
forms will alter; its severities may be 
controlled, and partial solutions will 
brightly present themselves—but the 
forces that brought the problem into be- 
ing will increase rather than diminish. 
The central fact seems unalterable: as 
industrial civilizations grow in com- 
plexity they compound the demands 
made upon materials. This Commission 
does not accept the view that the world’s 
increasing population pressures are 
catastrophic; it believes the reason 
Malthusian doom is so overdue is that 
Malthusian calculations have never given 
sufficient weight to the extraordinary in- 
genuity of mankind in extricating him- 
self from situations before they become 
wholly and finally intolerable—From a 
report to the President by The Presi- 
dent’s Materials Policy Commission June, 
1952. 

* ~*~ ” 


Transportation is as pervasive and 
critical in the national economic life as 
the air we breathe. It always has been. 
Throughout our history teamwork be- 
tween industry and government has been 
vital to transportation. Witness Con- 
gress’s action at its very first session in 
1789 dealing comprehensively with 
American shipping by reserving the do- 
mestic trade to United States flagships. 
Similarly, promotional mail subsidies to 
companies operating steamships con- 
vertible for war purposes were adopted 
in 1845, and during subseqent years ex- 
tensive land grants were made to our 
western railroads, which eventually 
amounted to almost ten per cent of the 
land area of the country. There are 
other examples. In every case such pro- 
motion has met vigorous response from 
private enterprise, and the progress of 
the industry has been predicated on such 
teamwork. The result has been the great- 
est transportation system the world has 
even known, as reflected in the extensive 
rail, highway, airways and waterway 
mileage of the United States, together 
with the highest standards of service.... 
In our day all forms of domestic trans- 
portation except railroads and pipelines 
receive government aid either from sub- 
sidies or from federal provision of facili- 
ties such as airports, highways, inland 
waterways, harbor developments, weath- 
er reports, maps and charts and other 
aids to navigation—Secretary of Com- 


merce Sawyer. 
* a ” 


“The price tag, before it is processed 
in your department, is nothing more 
than a piece of paper. When it has been 
prepared and attached to merchandise 
by your personnel, it then becomes the 
most important document in the store. 
It is the means by which trade is car- 
ried on and with the data that is in- 
scribed on it in your department, it be- 
comes the document that controls your 
store’s inventory and buying positions.” 
—Leo J. Waters, President, A. Kimball 
& Co., New York City. 


TRAFFIC DATES 


JULY 


16-17—Mid-West Shippers’ Advisory Board, Mil- 
waukee, Wis. 

18-19—Truck-Trailer Manufacturers Association, 

meeting), 


Inc. (fourth annual summer 


Chicago, Ill. 


23-24—Northwest Shippers Advisory Board, Du- 
luth, Minn. 


AUGUST 


12-14—Fourth Western Packaging and Materials 
Handling Exposition, Los Angeles, Calif. 


SEPTEMBER 


9-11—Association of American Railroads (Treas- 
ury Division), Swampscott, Mass. 

11-12—Second Annual Conference and Seminar, 
American Society of Traffic and Trans- 


portation, Pittsburgh, Pa. 


16-17—Ohio 


Board, Louisville, Ky. 


Valley Transportation Advisory 


17-19—New England Shippers’ Advisory Board, 
Bretton Woods, N.H. 


18-19—Pacific 
Board, Los Angeles, Calif. 


Coast Transportation Advisory 


20-24—National Freight Traffic Association (fall 
meeting), Lake Placid, N. Y. 


23-24—Great Lakes Regional Advisory Board, 
Cleveland, O. 


23-25—Southwest Shippers Advisory Board, San 


Antonio, Tex. 


24-25—Atlantic States Shippers’ Advisory Board, 
Elmira, N.Y. 


24-25—Trans-Missouri-Kansas Shippers Advisory 
Board, Tulsa, Okla. 


OCTOBER 


1-3 —American Short Line Railroad Associa- 


tion (annual meeting), San Francisco, 
Calif. 


7-9 —National Association of Shippers Ad- 
visory Boards, St. Louis, Mo. 


14-16—Society of Industrial Packaging and Ma- 
terials Handling Exposition (Seventh An- 
nual Exposition), Chicago, Ill. 


20-22—Associated Traffic Clubs 
(twenty-ninth annual meeting), St. Paul, 
Minn. 


of America 


NOVEMBER 


20-21—National Industrial Traffic League, New 
York, N. Y. (Executive Committee—No- 
vember 18-19). 


DECEMBER 


4 -—tLos Angeles Traffic Managers Conference, 
Los Angeles, Calif. 


Annual Dinner Dates of Traffic Clubs 


SEPTEMBER - 


19 Transportation Club of Salt Lake City, 
Salt Lake City, Utah. 


OCTOBER 


21 —Traffic Club of Baton Rouge, Baton Rouge, 
La. 


NOVEMBER 


13. —Transportation Club of Peoria, Peoria, 
il. 


13. —Transportation Club of Buffalo, Buffal 
N. Y. 


DECEMBER 


4 —Flint Traffic Club, Flint, Mich. 
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DACHIC 
MOUNTAIN 
XPRESS 


Here you see the P*l+*E Preventive Maintenance Pro- 
gram in action at the Denver General Shops. Line-haul 
tractors move down the service line for check-up 
and lubrication before taking to the road again. 
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oe, eS __. CHICAGO * ST. LOUIS » KANSAS CITY * WICHITA » DENVER + OGDEN + ELKO 
: RENO + ELY * POCATELLO + SALT LAKE CITY » SAN FRANCISCO 
LOS ANGELES » SACRAMENTO * OAKLAND » STOCKTON 


Sales Office —Washington, D. C. 
GENERAL OFFICES: 299 ADELINE STREET, OAKLAND 20, CALIFORNIA 
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to here... without attention 





PERATING tests on passenger cars and diesels 

in regular service show that grease-lubricated 

Timken® bearings will go a full wheel-turning period 
without attention. 


Railroads can gain substantial cost savings because 
man-hours previously needed for frequent checking and 
addition of lubricant between wheel-turnings are elimi- 
nated. And there are savings on the lubricant itself. 


Already three leading railroads have made the switch from 
oil to grease lubrication, and more thana dozen other roads 
are now testing wheel-turning to wheel-turning grease 
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NOT JUST A BALL NOT JUST A ROLLER “> THE TIMKEN TAPERED ROLLER 
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BEARING TAKES RADIAL 


lubrication of Timken bearings with favorable results. 


With Timken bearings, conversion requires no modi- 
fication of the bearing nor extra journal parts. And rail- 
road operating tests show that Timken bearings are the 
only railroad journal bearings using an AAR-approved 
grease that consistently can go a full wheel-turning period 
without addition of lubricant. 


Investigate the cost-saving advantages of grease lubri- 
cation on your railroad. Write The Timken Roller Bearing 
Company, Canton 6, Ohio. Canadian plant: St. Thomas, 
Ontario. Cable address: ‘““TIMROSCO”. 
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AND THRUST LOADS OR ANY COMBINATION 
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